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JANUARY 28,

improvement of Harlem River; to the Committee on Rivers and
Harbors.

Also, petition of citizens of Rome, N. Y., favoring passage of
bills to prohibit export of war material; to the Committee on
Foreign Affairs.

By Mr. UNDERHILL: Petition of Louisiana mass meeting
committee, for the furtherance of American neutrality, protest-
Ing against exportation of war material; to the Committee on
Foreign Affairs,

By Mr. VOLLMER : Petition of the German Mechanics' Aid
Society of Muscatine, Iowa, comprising a membership of 206,
to lay an embargo upon all contraband of war; to the Com-
mittee on Foreign Affairs.

Also, petition of 815 American citizens, for the adoption of
House joint resolution 377, prohibiting the export of war mate-
rials; to the Committee on Foreign Affairs.

Also, petition of the Allegheny County Neutrality League,
Pittsburgh, Pa., to prohibit the export of munitions of war; to
the Committee on Foreign Affairs. .

Also, petitions of 81 American citizens of Musecatine, Towa,
for the adoption of House joint resolution 377, prohibiting the
export of war materials; to the Committee on Foreign Affairs.

By Mr. YOUNG of North Dakota : Petition of Carl Schumaker
and others, of Enderlin, N. Dak., protesting against exportation
of war materials; to the Committee on Foreign Affairs.

SENATE.

Twuurspay, January 28, 1915.
(Legislative day of Tuesday, January 26, 1915.)

The Senate reassembled at 11 o'clock a. m., on the expiration
of the recess.

WITHDRAWAL OF ORDER FOR YEAS AND NAYS.

Mr. SMOOT. Mr. President, when we took a recess last even-
ing the yeas and nays had been ordered on taking up the bill
(H. R. 13044) to vension widows and minor and helpless chil-
dren of officers and enlisted men who served during the War
with Spain or the Philippine insurrection or in China between
April 21, 1898, and July 4, 1902. I at this time ask unanimous
consent that that order be set aside. I desire to withdraw it
because I want the discussion of the shipping bill to proceed
during the daytime and to have no other bill considered. I
therefore ask unanimous consent to withdraw the order for the
yeas and nays and also the motion to proceed to the consid-
eration of the bill.

The VICE PRESIDENT. Is there objection? The Chair
hears none, and it is so ordered.

CALLING OF THE ROLIL.

Mr. SMOOT. Mr, President, I suggest the absence of a
quornm.

The VICE PRESIDENT. The Secretary will call the roll

The Secretary called the roll, and the following Senators an-
swered to their names:

Ashurst Hitcheock Perkins Sterling
Brady Hollis Pittman Htone
Brandegee Hughes Ransdell Sutherland
Bryan James Reed Swanson
Catron Jones Robinson Thomas
Chamberlain Kenyon Saunlsbur; Thornton
Clap Kern Sheppa Townsend
t‘.larE. Wryo. Lane Sherman Vardaman
Culberson MeCumber Shields Walsh
Cummins Martine, N. J. Shively White
Dillingham Myers - Smith, Ariz. Williams
Fletcher Nelson Smith, Ga. Works
Gallinger O’Gorman Smith, Mich.

Gronna I'age Smoot

Mr, CHAMBERLAIN. I desire to anuounce that the junior
Senator from South Carolina [Mr. SmiTn] is detained by ill-
ness. :

Mr. KERN. I wish to announce that the senior Senator from
Ilinois [Mr. Lewis] is unavoidably absent on account of illness.
This announcement may stand for the day and for the next
several days.

The VICE PRESIDENT. Fifty-four Senators have answered
to the roll eall. There is a quorum present. The Chair de-
sires to ask whether there will be any objection to the Chair
announcing his signature to a bill? The Chair hears none.

ENROLLED BILL SIGNED,

The VICE PRESIDENT announced his signature to the en-
rolled bill (8. 5614) for the improvement of the foreign service,
which had heretofore been signed by the Speaker of the House
of Representatives.

THE MERCHANT MARINE.

Mr. SUTHERLAND. Mr. President, I desire to give notice
that on Saturday next, immediately after the conclusion of the
routine morning business, I will submit some observations on
the pending bill. :

PRESIDENTIAE APPROVALS,

A message from the President of the United States, by Mr.
Latta, executive clerk, announced that the President had ap-
proved and signed the following acts:

On January 26, 1915:

8.4012. An act to increase the limit of cost of the United
States publie building at Grand Junction, Colo. ; and

8,6300. An act to establish the Rocky Mountain National
Park in the State of Colorado, and for other purposes.

On Januvary 28, 1915

S. 2337. An act to create the Coast Guard by combining therein
the existing Life-Saving Service and Revenue-Cutter Service.

THE MERCHANT MARINE.

_The Senate, as in Committee of the Whole, resumed the con-
sideration of the bill (8. 6856) to authorize the United States,
acting through a shipping board, to subscribe to the capital
stock of a corporation to be organized under the laws of the
United States or of a State thereof or of the District of Colum-
bia to purchase, construct, equip, maintain, and operate mer-
chant vessels in the foreign trade of the United States, and for
other purposes. >

Mr. WALSH obtained the floor.

Mr. GALLINGER. Mr. President——

The VICE PRESIDENT. Does the Senator from Montana
¥ield to the Senator from New Hampshire?

Mr. WALSH. I do.

Mr. GALLINGER. I had intended to conclude to-day my
observations on the pending amendment submitted by the Sena-
tot from Massachusetts [Mr. Lobge], but the Senator from Mon-
tana having given notice that he would speak, and understand-
ing that the junior Senator from Illinois [Mr. SHERMAN] like-
wise wishes to speak to-day, I will postpone the further discus-
sion of the measure until a convenient time in the future, which
I hope will be to-morrow.

ON THE RIGHTS OF NEUTRALS TO PURCHASE SHIPS OF BELLIGERENTS.

Mr. WALSH. Mr. President, in the course of the discussion
to which the pending bill has given rise doubts have been ex-
pressed, from time to time, as to its wisdom lest through its
operation our country should become involved in International
complications of a grave character or even be drawn into the
maelstrom of the awful conflict now raging in Europe. It con-
templates both the construction and the purchase by the Govern-
ment of ships to meet the crying necessities for means to trans-
port our products to foreign markets, such ships to be operated,
leased, or chartered by a corporation to which they are to be
transferred, of the stock of which corporation the United States
shall own at least a majority. The immediate need is so im-
perative in character in the view of the supporters of the
measure as scarcely to brook the delay incident to construction.

It is assumed, accordingly, that an effort will be made to
acquire by purchase the vessels deemed essential to meet the
exigency which has arisen. In this connection it is advanced
that ocean freights are now so high, the business for which they
are suited is now so profitable, that no ships can be bought
save those of Germany and Austria interned in our ports and in
theirs and those of other neutral nations. It is said that such
bottoms either are subject to capture and confiscation, though
sailing under our flag upon registry effected upon a sale made
since the commencement of hostilities, or that the right of a
belligerent to treat such property as continuing in the nation
under whose flag it enjoyed protection at the outbreak of the
war, is involved in so much doubt and obscurity that its seizure
is to be anticipated. It is denied, however, that the interned
ships are the only ones available for purchase, and the assertion
is made with much confidence that judging from the number
already offered no difficulty will be encountered in securing a
tonnage quite sufficient for the enterprise for which the bill
makes provision, though n¢ German ships are acquired. If
these are or may be regarded as eliminated, it follows, neces-
sarily, that the price that will be asked for those which remain
in the market will be materially enhanced, and the likelihood
of the success of the venture will be proportionately diminished.

The antagonists of the bill rarely assert unequivocally that
under acknowledged rules of international law the interned
ships would become lawful prize should they be purchased and
sent out under the American flng. They content themselves
ordinarily with yague language implying that the inquiry as to
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whether they would or: would not: be immune leads the mind into
a maze so: confusing as: to: forbid that it: reach: any: definite: or

sgafe. conelusion, and without peintitg out the: consequences:|

likely to flow from a difference of opiniom on the:question:leave:
the imagination of the auditor or reader to conjure up:a
fratricidal! war as the necessary and inevitable: consequence:
In any aspeet of the: case it i extremely desirable to know-
just what risk would: be encountered shonld the Shipping Board.
purchase any-of the German ships now in our waters and’ put
tliem into- the transoceanic: trade through the instrumentality
of the corporation: for whose: organization the bill provides.
The main question involved will; in: all: probability, be presented:
by the case of the Dacia; the seizure of which on her voyage:
from Galveston to Rotterdam: is, to judge from: the. press re-
ports, imminent: I'rejoice that in:the duty devolving: upom me:
of lnying before the Senate tlie results: of a somewhat careful!
study of the subject, I am privileged' to say, that, assuming the:
transfer of the Dacia to be bona fide, there is abundant reasen
to believe her immune from condemnation under the rules of
international law, and that restitution will be-due from any
nation: that interferes with her on: the trip on which she is

abont to set out: It is a source of gratification fo me that in |
the discharge of my obligation: as a Member of' this body, I am:||

not- required to give support to any theory of legal prineiples
that may embarrass-a fellow countryman in a controversy with
a powerful nation or to take any pesition that may plague our:
Government in. any effort’ it may* make- to obtain redress: for:
Him- from it. His cause, assuming: that He has bought in good’
faith, is our cause, and not alone our cause but the cduse of’
neutral’ trade the world over.

The right of neutrals to purchase ships of a belligerent
after the commencement of Hostilities and to invest them
with the security which attends other craft lawfully flying
the neutral flag, has been stoutly: maintained: by both Great
Britain and the United' States for more than a hundred
vears. France has never formally accepted this doetrine, but
she has acquiesced in it to such an extent, it has acquired such
general recognition among the publicists of the world, that it is:
unbelievable that she would attempt fo disregard it and appeal,
as she must, to the judgment of the nations of the earth:among;
whom  she would stand practically alone: As.for Great Britain,.
she stands committed to the view indicated so firmly that no
honorable avenue of escape is open, even though it could be con-

ceived she might desire to see it:overturned. Her great. judges |

reasserted and enforced the rule throughout the trying times
of the:Napoleonic wars when the very existence of the nation
was at stake. It was applied in favor of the citizens of feeble:
States, and the subjects of petty princes whose favor she: had
no. occasion to court. and whose ill. will. she had no cause to;

dread. The Crimean War again: brought the question: before.| f

her courts; and again the role-that gave her distinction: as the’
champion: of the rights: of neutrals as against the arrogant
claims of belligerents was vigoronsly asserted’ and maintained..
" The distinguished senior Senator from New York, whose
views upon: all. questions. of international law justly command,
the attention of the Senate and the country, advanced:the argu-
ment before: this body on Monday last that Great Britain had.
by: her adherence to the Declaration of London, receded. from
the position which her statesmen and jurists have held for over:
a: cenfury upon this impertant question, and that that country.
i8 now committed to a doctrine under which:the purchase of any;
German ships effected since the war began must be treated as a
nullity. ’ : /

It is a salttary role that new statutes are to be:interpreted
in the light of those which they displace. If there is any am-
bignity in the language of the Declaration of London, it is
evidently wise that. it be examined in the light of the law and
the practice of the nations participating in its: preparation on
{le subject concerning whicli any controversy: may arise. If it
is claimed' that substantial and important concessions were
made by any nation, it will be wise to inquire with what vigon
and consistency. it: had: theretofore proclaimed: and. observed the
doctrine which it i8 said to have abandoned.

AS- MAINTAINED BY: ENGLAND..

The law of England on the subject of the right to transfer
ships from the flag-of a belligerent to that offa neutral after a
deelaration: of war or the commencement of lostilities. is sue-
cinctly stated in a single paragraph of a manual prepared by,
Thomas: Hrskine Holland and' issued: in 1888 by :authority of the
Tord Commissioners off Admiralty:for the guidanee of the officers
of the:navy, as:follows:: A

A vessel apparently: owned! by a neuntral is: not really so: owned’ If
aequired: by o transfor from an enemy; or from a: British orr allied | sub-
Jeet, made’ at any: time: during: the war,” or 'previous. to® the: war: but® in

contemplation. of. its. breaking out, unless. there is. satisfactory. proof
that the er was bona fide and complete, (Heolland, par. 53, p. 1T.)

The instrnetions continue :
WHAT. ARE. ENEMY VESSELS;

19.. The: commarier will be-justified in treating as an enemy vessel 3°
1) Any’ vessel under the flag and pass of the enemy Gavergmnnt-.
2) Any vessel saillng: under a- license of the ememy Government,
3): Aoy vessel owned in whole or in part by an enemy, as hereinafter
defined’ (see secs. 20-30).
{4): Any vessel apparen
efined

1 owned by a:British; allled; or neutral sub-
ect, as hereinafter see pars, 41, 42, 49, 55, 56), if such person.
as acquired the ownership IL:E a transfor from an enemy made after

the vessel had started upon the voyage during which she is met with

and has-not yet-actuzlly: taken po on of Her..

(3) Any vessel. rently; owned by a® British, allled; or neutral suli-.
Ject; If such persom has acquired: the: ownership by. a transfer from ani
enemy made at: - time: during: the: war, or previous: to the war but:
!in: contempiation: of' its breaking: out, unless: there ia satisfactory proof’
that: the: transfer- was bona: fide and complete;. In the event of suclia
|transfer being alleged, the' commander should: call for the bill of sale;
‘and’ also; fore anyr papers or: correspondence: relating to: the  same: IT
ithe bill! of sale is:not forthcoming, and its absenee is unaceounted for,
hﬁ n!;g'a]l)g det:rm] lthe-vesael. If the bhll n!t si_alia is ?roducnd, its contents
shou! carefully examined, es ally- in: the following particolars:

&) The name and residence of the vendor. 3 L

b) The name and:residence of the purchaser;
¢) The place and date of the:pure
i) The: consideration money: and the receipts,

i i o A

e serviee: o e and the mame of th !
before and after the:transfer, ity
| The name: amd residence of the vendor are material to show whether
or not he was an enemy.

The name and residence; of the purchaser are materinl to. show
.:vhsitthoer:; or-not Lie was & person residemt in British, allied, or neutral

o1 % 5
. The date andiplace. of the purchase are material to show whether or
inot the transfer was made in contemplation or in consequence of the war:,
: The consideration money 18 material, in case the vessel is alleged tos
have been transferred by sale; to show whetlier or not the transaction:
was hona. fide; for:if: the transactiom: was. professedly a sale, then: the
fact that: the: consideration was nominal or whelly inadequate would
‘be & just cause for suspicion. But a transfer: by way: of gift or bequest
‘will, If bona. fide and complete, e as valid as a, transfer by way: of sale.
| The reeeipt: for: the purchase money should: be called for in case the.
vessel is alleged. to have been transferred by sale; but if there is proof
(that the sale was bona.fide and. in other respects complete, the transfer
will: be- good,, althongh- no recelpt: is forthcoming; and even: though the
purchase money- has. not in.fact been paid, for the prize court does not
|consider any 1 whieh an enesmy vendor may have upon: a vessel or
eargo or. freight: for unpald purchase mone‘{- to be a subsisting enemy’s
/interest rendering the vessel linble to confiscation. However, the:fact
that the purchase money, instead of having been paid in cash, has only
been carried: to an account will raise thie presumptlion: of the transfer
being merely, eolorable, and such, presomption: ¢an. be rebutted only: by
clear. proef to the contrary. ;

The terms: of ' the sale are material to show whether the: transfer
'was complete. The transfér would not be compléte If the sale was not
‘abselute; as if: it contained & power-of revocation; or a econdition. for- a
return, of the vessel at the close of. the: war, or: a. reservation of tho
| profits of  the vessel, or of any control over her to be left in the hands
|of the: former owner.

The service of: the: vessel and. the  name: of the master; both before
and after the transfer, are material: to show whether or not the trans-

'er be a genuine one;. for If' the service has continued unaltered by the
\transfor the commander will be justified’ in holding the transfér to be;
eolorable: omly. The fact that the same master ls retained In com-
mand. after the transfer raises:a suspicion, but standing alone will not
be conclusive that the transfer-was not bona fide,

If the transfér is bona fide and complete as: between: the parties; the
fact: that it was:effected! in fraud of' the: revenue or the. law of the
mercantile marine of any foreign country will be immaterial.

If, the purchase was made through an- agent, the letters of’' procuras
tion d! be-called fory

The: principle  upon which the doetrine: thus announced rests
is:sublimely: simple: It is that a:neutral nation'may trade with
either belligerent, except  in contraband. The neutral’ may buy
anything from the belligerent. If property of a citizen of a
belligerent nation is sold and transferred to a citizen of a neu-
tral’ country,. it is lis, and as much entitled to be regarded as
his, as much entitled to protection and to immunity, as thongh he
had produced it in his: own country or acquired it from a fel-
low citizen. * If an American should purchase a cargo in a
German port, of German citizens, and carry it out upon the
high seas in a German vessel, he might claim his goods, though
tlie vessel should be seized and condemned.. Very sirict proof
would' be required of him to establish that he was, in faet, the
owner of the goods; that they had actually been transferred to
lim: but assuming that fact to be established, they are not
subject to lawful seizure. The doetrine which the English and
the American courts have rejeeted. and.repudiated is that ships,
and ships alone of all the infinite forms and varieties which
property; may take, constitute: an-exception: to this rule.. The
sale of: a ship may be simulated, as may the sale of any other
species. of property. In such case the liability to capture re-
mains; beeause there is;, in fact, no transition. of ownership.
It is:to prevent a successful imposture that the stringent rules
referred. to. are preseribed in the case of a pretended:sale and
transfer after a. state of war arises.

That: there. may remain no doubt as to, fhie English rule, T
‘quote from. IIT Phillimore’s International Tiaw; page: 735, the
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author of which work was an eminent practitioner before the
admiralty court in prize cases and later a judge thereof, the
following : .

In respect to the transfers of enemies' ships during war, it is cer-
tain that %urcham of them by neutrals are not, In eral, illegal ; but
such ‘purc ases are llable to great suspieion; and if good proof be
not given of their valldity by a bill of sale and paﬁment of a reason-
alhlie consideration It will materially impair the validity of the meutral
claim. i

And the following from the opinion of thé Lords of the Privy
Council in the case of the Baltica (XI Moore, 141-145) :

The general rule is open to no doubt. A neuotral while a war is
imminent or after it has commenced Is at liberty to purchase either
goods or ships—not being ships of war—from either belligerent, and
the purchase is valid, whether the subject of it be lying in a neutral
port or in an enemy’s port. During a time of peace, without prospect
of war, any transfer which is sufficient to transfer the Eropertv tween
the vendor and the vendee is good also against a captor if war after-
wards unexpectedly breaks out. But in case of war, either actual or
imminent, this rule is subject to qualification, and it is settled that in
such case a mere transfer by documents which would be sufficient to
bind the parties is not suffi t to change to property as against cap-
tors as long as the ship or goods remain in transitu.

With respect to these principles their lordships are not aware that
At is possible to raise any controversy; thef' are the familiar rules
of the English prize courts eﬂtnbllnhedy by all the authorities, and are
collected _and stated, I;;incipally from the decisions of Lord Stowell,
;J)y Mr. Justice Etor{ his Notes on the Principles and Practice of

rize Courts, a work which has been selected by the British Govern-
ment for the use of its naval officers as the best code of instruction in
the prize law. The passages referred to are to be found in pages 63
and 64 of that work.

In view of this Interesting tribute to Justice Story I quote
the passages to which reference is made from his manual:

In resgect to the transfers of enemies’ ghips during the war it Is
certaln that purchases of them by neutrals are not in general illegal;
but such purchases are liable to at suspicion, and if %ooa proot
be not given of thelr validity by a bﬁlﬁ of sale and payment of a reason-
able consideration it will materially impair the validity of the neuntral
claim ; and if the purchase be made by an agent, his letters of procura-
tion must be produced and proved; and if after such transfer the ship
be employed habitually in the enemra trade or under the management
of a hostile proprietor, the sale will be deemed merely colourable and
collusive. But the right of purchase by neutrals extends only to mer-
chant ships of enemies, for the purchase of ships of war belonging to
enemies is held to be invalid, and a sale of a merchant ship made by an
enemy to a neuntral during war must be an absolute unconditional sale,
Anything tending to continune the Interest of the enemy in the ship
vitiates a contract of this description altogether. (Story on Prize
Courts, p. 63.)

The case of the Baltica is of particular importance in the in-
quiry being pursued in view of the ingenious theory advanced
by the eminent Senator from New York that under the Declara-
tion of London a ship sold because she was likely to be captured
by an enemy should she issue forth from her haven upon the
high seas would still be legitimate prize, though she sailed under
a neutral flag, the emblem of the nation of her new owners.

The Baltica was one of a number of ships giving rise to what
are known as the Sorensen cases. Sorensen, at the breaking out
of the Crimean War, was domiciled in Russia and was held to
be a subject of that country. He owned quite a fleet of ships,
and anticipating that the war was about to break out he trans-
ferred them all to his son, who claimed and established his
right to the protection of a citizen of Denmark. The circum-
stances attending the sale naturally cast suspicion upon it, but
the bona fide character of the transaction was established to
the satisfaction both of the court of first instance and the higher
tribunal to which the case went on appeal. That is fo say,
the sale was actual, not simulated; the title to the property
was transferred, the vendor retaining no interest in the ships
themselves and no right to have them returned to him at the
close of the war or at any time. But it was frankly admitted
that Sorensen senior parted with his property in the vessels be-
cause of the conditions sure to arise on the breaking out of the
war. The eminent judge of the admiralty court, Dr. Lushing-
ton, said, in his opinion in the case:

The great principle by which I am to be gunided in this inguiry is
whether there is a transaction such as would accord with the ordinary
conrse of trade, by which I mean not the purchase of this particular
ship per se, for no onc can doubt that this ship would not have been
mlg. and certainly not for the price, save for apprehension of the war;
but whether independently of that motive, the transaction itself, the
mode of sale and of payment was accordant with the ordinary custom of
merchants during peace. (Spinks, 264.)

In all these respects he found the transaction unexceptionable
except that under the agreement of sale one-third of the purchase
price was to be, and had been, paid in cash, the remainder to be
paid out of the earnings of the vessels. Because of this feature
the lower court held that the sale was not absolute, or at least
that the vendor retained such an interest as made the Baltica
subject to confiscation. The Privy Council reversed the judg-
ment and liberated the ship, maintaining that the transfer of
title was complete, and that the claim upon the earnings did not
amount to the retention of an interest in the ship itself. The
feature that the sale was made in view of the imminency of war
was not adverted to by the Lords of the Privy Council in their

opinion in the case of the Baltica, but in that of another of the
ships transferred under like circumstances—the Ariel—they
said, having referred to the dates of incidents connected with
the sale and the date of the declaration of war: : -

These dates seem of themselves to show that the sale was made in
contemplation of war and imminente bello in a popular sense; but the
evidence in the case goes further and shows conclusively that the Rus-
sian shipowners at Libau, feeling that war was at hnng and that they
could not employ their ships under the Russian flag, determined, on con-
sultation, to sell thelr vessels, even at considerably reduced prices,
rather than to keep them unemployed in Russian ports. It is argued
that war can not be sald to be imminent unless there be an embargo
or some similar act of the country about to be belligerent, and cases
are cited in which such circumstances have occurred, but none of those
cases gt:: the length of laying down anf positive rule as to the necessity
of such eircumstances, Their lordships are of opinion that there is
abundant proof that the sale was made imminente bello and in contem-
plation of it. 8till, if the sale was absolute and bona fide, there is no
rule of international law, as laid down by the courts of fthis country,
which makes it illegal. Such a bona fide sale, made even flagrante
bello, wonld be legal, much more imminente bello. (XI Moore, 128.)

The Ariel was likewise released. These captures had been

made by the British Navy. The executive branch of the Gov-
ernment charged with the conduct of the war was insisting that
the ships in guestion were lawful prize, but the courts of Eng-
land vindicated the renown and added to the glory of English
law by ordering that they be surrendered to the lawful owners.

The unequivocal declaration of the Lords of the Privy Council
in the case of the Ariel, that under the rules of international

law, as asserted by the English courts, a sale made because a,

state of war was imminent, or even because of the existence of
such, is valid and to be respected, was fully justified by the
decisions of the High Court of Admiralty, when Lord Stowell
presided over its deliberations.

f(l; the opinion in the case of the Ainervia (6 C. Rob., 309) he
said:

There have been cases of merchant vessels driven into ports out of
which they could not escape and there sold, in which, after much dis-
cussion and some hesitation of opinion, the validity of the purchase has
been sustained.

A note to the report of that case explains the reference in the
language quoted, as follows:

(a) The Niewwe Vriendschap, Knuttel (b), and other Dutch ships
that had been lylng with their 'c:argoes on board. at Curacao near tvgo
years in expectation of convoy, and were asserted to have been sold in
that situation to imperial subjects and other neutral claimants.

AB ASSBERTED BY THE UNITED STATES.

The attitude of the jurists of America on the important sub-
ject of our inquiry was disclosed In the extracts read from the
work of Justice Story. It is gquite commonly known that France
has in the past proclaimed a different doctrine. The question
which now so seriously confronts us was equally live and prac-
tical at the outbreak of the Crimean War. It was within the
period when our merchant marine was a source of pride to every
American, when the Stars and Stripes greeted the traveler in
every great port of the world, when ships flying our flag played
a very important part in bearing not alone our commerce but
as well that carried on between foreign nations. In that situa-
tion the Attorney General of the United States, the Hon. Caleb
Cushing, whose career has added luster to the American bar, in
response fo a request from the State Department, expressed in
two formal opinions the rule of international law concerning the
right to transfer ships from the flag of a belligerent to the flag
of a neutral. No concern could have been felt at the time by
those who might find it to their interest to buy, concerning the
attitude of England, for her position was well known. So far
as any anxiety was felt on the part of those most directly
interested it must have been over the case which France might

be able to make in favor of the doctrine she was understood to

espouse. .
(A) POSITION OF THE DEPARTMENT OF JUSTICE.

I quote first from a communication made by Mr. Cushing to
the Secretary of State, under date of August 7, 1854 :

It is true that the prize regulations occasionally issued by some
belligerent nations have undertaken to preseribe a limitation in time of
war of the right to purchase, naturalize, and neutralize forelgn ships to
the effect that in order to exempt from capture in the hands of a neutral
a merchant ship purchased from the belligerent it must be shown that
she was so purchased before the existing war or else after capture and
lawful condemnation. (Hubner, De la Saisie des Batimens Neutres,
tom. 1, pt. 2, ch, 3, 8. 10, No, 4.) -

France, by the prize regulations of July 23, 1704, article 7 (Lebean,
Nouveau Code des Prises, tom. 1,;. 332), and by those of July 26, 1778,
article 7T (Lebeau, tom, 4, p. 84Z), enacted that no vessel of enemy's
construction or which had been at any time of enemy's ownership should
be reputed neutral withont proof that the sale to the neutral owner
was made before the commencement of hostilitles. (Merlln, Repertoire,
Prise Maritime, s, 3, art. 3, 3) 144, ¥ _ :

Russia, on the other hand, at all times just In her appreciation of
neutral rights, has in her wars with Turkey, where the guestion is a
Pmctlcal one, admitted that a ship of belligerent construction when
t has become the property bona fide of a neutral, though purchased b

] y
him after the commencement of war, is not subject to molestation,

(Hautefeunille, ubi supra, tom, 4, p. 28, note,)

——

JANUARY 28,
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The injustice and unreazonableness of making any distinction in this
respect between ships and any other specles of (;ronerty were long
sinee Indicated (Lampredl, Del Commercio del Popoll nentrall in
'I'emgn di Guerra, pt. 1, s. 12, note), and this belligerent encroachment
on the sovereignty and the rights of neutrals, notwithstanding that It
continues to be agserted by some States. is rejected by the most au-
thorltative writers on the public law of Europe. (See Hautefeullle,
ubi supra, title 11, ch. 2,)

The exercise of commerce by every nation s one of the [ncldents of
its sovercignty, The sovercign rights of a particular nation are not to
cense whenever any two other nations choose to go to war. The
nentral Btate Is to conduct impartially between the belligerents, but lts
commerce remains free with respect to them and to each of them.
That commerce |s without limltation saving only the restrictions as to
contraband of war and places besieged, blockaded, or invested, and thus
restricted it extends in principle to all the possible objects of mereantile
intercoursoe,

No Government has a right fo contest the validlty of the sale of a
ship on the pretense of its having been at one time belligerent property.
To undertake to do thls Is to usurp a jurisdiction over the business ol
other nations; it is to derogate from thelr independence; It Is a mere
nbuse of force which a au’oar natlon may impose on a weak one, hut
which every strong natlon shonld indignantly repel, as it repels the
protension of the exclusive dominion of the sea by any one State.
(G Op., G42,)

On October 8, 1835, be addressed a further letter to the Sec-
retary, in which, after adverting to his earlier communication,
he continued:

Since that opinlon was dellvered several treatises of more or less
walue on belligerent law have been published in Great Britain ndapted
to current events and to the present state of the sclence of juris-
prudence, They agree unanimously that the bona fide sale of the ships
of belllgerents to neutrnls In tlme of war Is lawful and valld unless
made In transitn. (Hosack, lllrchts of British and Neatral Commerce,

. 81 ; Lock, Legal Guide of Sallors and Merchants during War, p. 129;
E\-’lldmnn. Law of Search, Capture, and Prize, p. 26 ; Hazlitt and Roche,
Law of Maritime Warfare, }‘n 40.)

A still more Important fact in this relatlon Is the declsion of the
British high court of admiralty In a late case of a vessel captured as
Itussian, but clalmed as the pwperfiy of 1 Hamburger by purchase since
the commencement of hostilities. this ense the court (Dr. Lushing-
ton) says, * With regard to the legnllty of the sale, assuming it to be
bonn e, It 1s not denled that it is competent to neutrals to purchase
the property of enemles In another country, whether conslisting of ships
or nnytglng else. They have a perfect right to do so, and no belligerent
right can override it. The present Inquiry, therefore, 1s limited to
whether there has leen a bona fide transfer or not.” (The Johanna
Emilla, English Iteports In Law and Equity, vol. 29, p. 562.)

Thus It Is perceived that now in Great Britaln not only Is It held
that neutrals have right to purchase belligerent vessels l&y the law of
that country, but also by the law of nations; that the right is ** per-
fect,” and that “ no belllgerént right ean override it.”

I am not nware of anr assumed belligerent right adverse to this, ex-
cept In a French ulation of the reign of Louls XVI, as follows:

* Regulatlon of July 20, 1778. Artiele 7. 8hips of enemles’ constrnec-
tion, or which shall have been enemies' owners! p, can not be regarded
ns neutral or as belonging to alliés unless there be found on board
certnin documents, authenticated by public officers, certifylng the date
of sale or cession, and that such sale or cession had been made to the
subject of an allied or nentral power previous to the commencement of
hostilities, and that the said conveyance of an enemy’s property to the
subject of a neutral or an ally has been duly registered in presence of
the princlpal officer of the place from which the vessel safled and
slgned by the owner of the ship or by a person holding power of attor-
ney from him.” (Lebean, Nouvean Code des Prises, tom. 2, p. 342.)

&‘his regulation is defended and commended In a recent French
treatlse on prize law, with slngular Inconsistency, considering the just
pride which the authors express in a view of the contemporary success
of the French and Ameriean doctrine of neutral rights In the matter of
the Immunity of merchandise on board of neutral ships .of commerce.
{Pistoye et Doverdy, Tralte des Prises Maritimes, tom, 1, p. 350; tom,

2, p. L)

5 Pt is remarkable also that while they earefully expose the difference
between the Engllsh and the French publle law In the first case, yet
they as cnremli{l suppress all Indleation of that law in the second
case, nlthongh they guote several recent prize trials In the British
court of admirnlt]y which Involve Inquiry on collateral relations of the
game great guestion, and the doe understanding of which, In France,
required that the English rule should be stated, at least by way of
commentary, If not of approbation. (Tom. 2, p. 15.

It is remarkable for the forther reason that other French nuthors
of deserved authority had pointedly condemned the regulation of Louis
x\‘l.‘ (8ee Hautefeoille, Drolts et Devolrs des XNatlons Neutres,
tom. 4.)

Rumor asserts that the regulation has been applled during the present
war to the ense of a Russian merchantman, purchased by a Spaniard,
in the port of Cadiz.

Int, consldering the liberal character of the traditional public Pﬂllcy
of France In the matter of meutral rights—a polley which, It Is ap-

rent, In other respects hns the enlightened g‘?provnl of the present

Emperor of the Fremch—It Is not to be presumed that the French Gov-
ernment will assert thls regulation adversely to the public law recog-
nized not by nentrals merely like the United Btates, but by one of the
two prinelpal cobelligerents, Great Britaln., We may rather anticipate
that the Emperor, justly gratified to see England come up to the poll
of France In regard to pneutral transportation of belligerent goods, will
not chonse to remain behind England in regard to the purchase and sale
of belligerent ships.

It is not recorded that the French Emperor disregarded the
obvious warnings of these virile publie letters. Whatever sup-
port has been given by France since the middle of the last
century to the rule of Louis XVI has been purely academic.
S8he paid no heed to it in the Crimean War nor in the war with
Germany In 1870 nor durlng the war with China in 1884, a
will be hereafier shown, .

(B) POSITION OF THE DEPARTMENT OF STATE.

In the contingency which brought out the letters of Attorney

Geueral Cushing, our Government took occasion to bring, in a

most direct manner, to the attention of the French authorities,
the attitude it would be compelled to take on the question being
considered.

On the 19th of February, 1856, Mr. Marey, Secretary of State,
addressed a letter of instructions to Mr. Mason, our ambassador
at the court of Frauce, in the course of which he said:

The law of nations secures to necutrals unrestricted commerce with
the bLelligerents, except In ariicles contraband of war and trade with
blockaded or besieged places, With fhese exceptions commerce 1s as freo
between neatrals and belligerents as if It were carrled on solely between
neutral nations, and it is difficult to concelve upon what principle an
exception can be made and the neutral deprived of the rights sccured in
rr.-ﬁard to the purchase of merchant vessels,

t Ia true a regulation of Franece has been referred to In support of
the doctrine avowed by the Tmperial Government, but it Is hardly nee-
essary to observe that a municipal law of that country can only affect
persons under ita control, and ecan have no blnding foree Leyond fts
territorial limits. The parties who made the contract for the sale and
purchase of the ship S¢. Hurmm{:u were not nnder the jurisdietion of the
municipal law of France; on the contrary, they were both within the
Jurisdiction of the United States as well as the property which formed
the subject of the transactlon. The walldity or Invalidity of the
transaction ean be determined only by the local or Internntional law.
It was a contract authorized by the laws of this country and the law
of nations; and it was supposed to be nniversally conceded that such
& contract would be respected everywhere, Certainly no Government
except that under which the contract was made counld interpose to de-
stroy or wu'{ the obllgations whieh lts provislons Impose if not con-
trary to the law of natlons. This is the doctrine of the European pub-
licists, and it s especially sustalned by Hautefenllle, whose authority
will, I doubt not, be recognized by the Emperor's Government. e says,
“1It is Impossible to recognlze such a rlght as that claimed by the
regulations of France.” " Commerce,” he adds, **1s free between, the
neutral and belligerent nations; this liberty is unlimited except (by)
the two restrictions relative to contraband of war, and to places be-
sleged, blockaded, or invested; it extends to all kinds of provisions,
merchandise, and movable objects without exception. [I'aelliec nations
can then, when they judge Eroper. purchase the merchant ships of one
of the parties em&nged in hostilities withont the other party having
the right to complain, withomt, above all, that It should have power
to censure, to annul these sales, to conslder and treat as an encmy a
ship really neuntral and Ngularly recognized by the neutral Government
as belonging to its subjects. To declare null and without obligation a
contract, It 1s indispensable that the legislator should have jurisdies
tion over the contracting Paﬁins. Tt is then neccsuﬁr. in order that
such a thing should take place, to su]}msc that the bel rent possesses
the right of jurisdiction over neatral pations, That Is Impossible; the
pretension of the belligerents Is an abuse of foree, an attempt against
the independence of pacific natlons, and consequently a violation of the
duties imposed by divine law upon nations at war."”

However long may be the period during which this doctrine has
formed part of the municipal code of France, it is manifestly not In
harmony with her maritime policy, and it Is confidently belleved by this
Government that France wilf)nnt assert it, not onlr against the practice
of other nations but against the authority of her most enlightened
writers on public law. (7 Moore on International Law, 410.)

I pause to invite the attention of the Senate to the Innguage
of Mr. Marcy expressive of the position that a disregard by a
belligerent of a transfer of property made within a neutral
nation and valid by its laws would be an offense against the
soverelgnty and independence of the latter.

The views expressed by Mr. Marcy were publicly proclaimed
in official communications by many of his successors, notably
by Mr. Cass In 1859, by Mr. Fish in 1877, and by Mr. Evarts in
1879.

{C) POSITION OF TIE COURTS,

Finally, the Supreme Court of the Unlied States, in n case
growing out of the Spanish-American War—the Benilo Es-
tenger (176 U. 8., H68)—reasserted the rule as expressed by
the publicists of this country whose views have been referred
to. These have been dwelt upon at some length, not only to
impress upon the Senate the fixed character of the sentiment in
this country upon the important guestion under review but to
exhibit the intensity of that sentiment as it wans disclosed on
every occasion which called for an expression touching it—to
expose somewhat fully the struggles through which we have
passed—to maintain not only for ourselyes but, as well, for
the neutral nations of the world an inestimable right which the
illustrious Senator from New York now tells us that, in an
unguarded moment, under his direction as Secretary of State,
we surrendered without a battle even of words; and surren-
dered, practically, in favor of a principle, to use the language
of Mr. Cushing, “ rejected by the most authoritative writers on
the public law of Europe.”

Reference has been made to the disregard by France during
the wars of the latter half of the nineteenth century of the
doctrine for which she has been credited with being the pro-
tagonist. She was engaged in war with China in 1883, grow-
ing out of controversies involving her East Indian possessions.
Our citizens did not heslitate to purchase Chinese ships and sail
them in the waters of the clrecumjacent seas under the Ameri-
can flag. Indeed, they were acquired in such numbers that

President Arthur in his annual message to Congress on Decem-
ber 1, 1884, referred somewhat exultantly to the fact and asked
for legislation giving them registry under our laws in virtue of
which they might enter and unload in our ports,
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THE DECLARATION OF LONDON,

Such was the state of the law when the conference of Lon-
don assemhbled December 4, 1908, to frame a code of laws for
the government of the international prize court, for the estab-
lishment of which the second Hague conference had made pro-
vision. The English-American theory was vigorous, dominant,
established by practice and by precedent. The French theory
was discredited, obsolete, and practically abandoned. The dele-
gates from Austria-Hungary to the conference, which was com-
posed of representatives of the great commercial nations of the
earth—the United States, Great Britain, France, Germany, Itus-
sin, Japan, Austrin-Hungary, Italy, Spain, and the Nether-
lands—the delegates to the conference from Austria-Hungary
referred to it as the " ancient French theory,” the charactleriza-
tion being made In a formal statement submitted by them
which embraced the following paragraph:

The ancient French tl!eor{’ under which enemy vessels eonld not from
the outbreak of hostilities change their nationallty—thet iz to say, lose
their status as enemy veml&-—lmﬂicﬂ an undue restriction of neutral
commerce, a8 such commerce mist prineiple remain free, even In time
of war. France herself further derogated from this theory In 1870,

The reference to the conduct of France in 1870 is fully justi-
fied, not only by her fallure fo make seizure of ships transferred
to a neutral flag after the declaration of war but by the follow-
ing from the Instructions issued by the minister of marine for
the conduet of the navy:

When the result of the examination of the sh!P's papers is that since
the declaration of war the natlionality of the hitherto enemy ship has
been changed by a sale made to neairals there is need of proceeding
with great eantlon to make sure that this transaction was executed in
good faith and not for the sole purpose of concealing what is really
enemy property.

Obrionsly if no transfer made since the commencement of hos-
tilities was to be held valid, no instroction would have been
given to examine with care the ship's papers in such a case to
determine whether the transaction was In good faith.

The statement of the varions nations referred to was pre-
pared in response to a request from the DBritish foreign minister
in communicating the invitation to other nations to particlpate
in the conference in which he expressed the hope that the repre-
sentatives would ‘“‘interchange memoranda setting out con-
cisely, with reference to the authorities supporting the conten-
tion made, what they regard the correct rule of international
law on each” of seven points proposed as & program for the
conference, as follows:

{a) Contraband, including the clrcumstances under which ?urtlmlur
articles ean be considered as contrahand; the penalties for thelr car-
riage ; the immunity of a ship from scarch when under convoy, and
the rules with regard to compensation where vesscls have been seised
but have been found in fact only to be can'y[ug innocent eargo; y

(b) Blockade, Including the questions as to the locality where seizure
eaiu ge effected, and the notlee that is necessary before a ship ean be
Belzed 5

i¢) The doctrine of continuous voyage in respect both of contraband
and of blockade :

(d) The legality of the destruoction of neuilral vessels prior to thelr
condemnation by a prize court;

(¢) The rules as to nentral ships or persons rendering * unnentral
gervice ™ (* assistance hostlle ™) ;

{f) The legality of the conversion of a merchant vessel into a war-
ship on the high seas;

‘P) The rules ns to the transfer of merchant vessels from a belllger-
ent to a neutral flag doring or In contemplation of hostilities; an

(h) The question whether the natiopality or the domicile of the
owner nhoul& be adopted as the dominant factor in deciding whether

roperty Is enemy property, (04 Sesslonal Papers, House of Commons,

Eﬂotl, pp, 871, 372.)

Great Britaln submitted the following on the sublect of
“Pransfer of merchant vessels to a neutral owner during or in
contemplation of hostilities™:

1. The transfer, either by sale or by
ship other than a war vessel is not made Inyalld merel
the fact that it took place during or in anticipation of

2. Such transfer, however, Is not valld—

a) If it takes place in o blockaded port:

b) If it takes place during a vgng;;

In this respect a voyage Is ended the moment the ship reaches the
port where It ean be effectively taken possession of by the transferee.)

(¢) If the véndor retiains any interest in the ship, or if a clause stip-
ulates the return at the end of the war.

#. The burden of proof that the transfer is bona fide Is oppon the
plaintiff, and the transfer must be complete, In good falth, and for an
adequate price.

A ship transferred to a neutral flag is therefors still llable to con-
demnation 'hty a prize court should the conditions of the transfer give
i‘;::‘i’ to suspiclon of which the plainti® does not clear himself, as, for

nnee—

(a} If no written evidence of the transfer Is found on hoard at the
Hme of the seizure;

(b) If the transferor has any control over the ship, a share in the
proflts, or the privilege of revoking the transfer;

(c) If the sup transferee or his representative (the latter not
being an enemy ) lins not taken lon ;

d) If the ship is subject to the control of an enemy ;

e). If the captaln or person in command is in
coemy. '

The memorandum was accompanied with a long list of 'decl-

slons by the courts of England, embracing those to which refer-
ence has heretofore been made,

to a mentral of a hostlle
by rcason of
ostilities,

service of an

It is singular and singnlarly regrettable that the memoran-
dum submitted by the representatives from the United States
omifted all reference to the subject so important here. The
attitnde of the dual monarchy has been disclosed. Japan gave
her adherence to the English-American theory. The Nether-
landsg went even beyond it In recognition of the right of trans-
fer. Spain signified her acceptance of the rules expressed in the
statement of Great Britain, Italy expressed the view that upon
strict proof that the sale was not fictitious it should be recog-
nized. France, Germany, and Russia declared in favor of the
doctrine that sales made after a declaration of war are void,
but without eiting any authorities whatever. The position
taken by each of the natlons participating is set out in a com-
pilation, which I send to the desk and which I ask be printed as
an appendix to my remarks,

The VICE PRESIDENT. Is there objection?
hears none.

IS THOE DECLARATION OPERATIVE AXD COXTROLLING?

Mr. WALSH. The result of the labors of the Conference was
the celebrated Declaration of London.

It was signed by all the delegates and represents mutual con-
cessions, each being the consideration for the other; but it was
never ratified by Great Britain; and as the ratifications of those
powers which indorsed the work of their delegates have never
been exchanged, it has not become obligatory as a treaty.

On the 20th dJday of Auvgust, 1014, Great Britain issued a
proclamation reciting that—

DurlnL:he present hostllltles the eonvenilon known as the Declara-
tion of ndon should, subject to certain additions and modifications
thereln specitied, be adopted and put In force,

The additions and modifications referred fo are as follows:

(1) The Usts of ahsolute and conditional contraband contnined in the
prociamation defed Awmgust 4, 1014, shall be substituted for the lists
contained in articles 22 and 24 of the sald declaration.

(2) A neutrnl vessel which succeeded In carrylug contraband to the
enemy with false papers may be detained for havipg carried such eon-
traband if she ls encountered before she has completed ber return
voyage.

{3) The destication refeérred to In article 33 may be inferred from
any saficlent evidence, and (in additlon to the preésuamption lald down
In article 34) shall be presumed to exist ff the goods are consigned to
or for an agent of the enemy State or to or for n meérchant or other
person under the control of the authorities of the enemy Btate.

4) The existence of a blocknde shall be presumed to be known—

n) To all ships which salled from or tourhed at an enemy port a
snfficient time after the notification of the blockade to the local an-
thorities to have ennbled the encmy Government to make kmown the
existence of the blocknde.

(1) To all ships which salled from or touched nt m British or allled
port after the publieation of blockade. A

(0) Notwlithstending the provisions of article 35 of the snld declara-
tion, econditional contraband, if shown to have the destinatlon referred
to In article 83, is lable to eapture to whatever port the vessel Is bound
and at whatever port the eargo 1s to be discharged.

(6) The {gouornl report of the drafting committes on the sald declara-
tion presented to the naval conferenee and adopted by the conference
nt the eleventh plennry meeting of February 25, 1000, shall be cone
gidered by all prize conrts as an avthoritative statement of the mean-
ing and intentlon of the snld declaration, and such courts shall con-
strue and [nterpret the provisions of the said declaration by the light
of the commendatory given therein,

And the lords commlissioners of His Majesty's treasury, the lords
commissioners of the Admiralty, and each of is Majesty's prineipal
secretaries of state, the president of the probate, divoree, and Admlira
diviston of the high ecourt of justice, all other jndges of His Majosty’s
prize courts, and all governors, officers, ahd anthorities whom it may
concern fre to give ihe necessary directlons hereln as to them may
respectively appertain,

IHer allies took similar action.

On the 2ist day of September another proclamation was
fssued reciting the one of earlier date referred to and setting
forth:

Wherens It Is expedient to Introduce further modificationa in the
declaration of London as adopted and put In force: Now, therefore,

We (the King) do hereby declare. by and with the advice and of our
privy couneil, that during the continuance of the war, or until we do
E’“ further public notice, the articles eénumerated in the schedule

ereto will, potwithstanding anything contalned in artlele 28 of the
declaration of Loodon, he treat

& -5, BCHEDULE,

opper, unwro 2

Lelgo—-plz. nhelé{ or plpe.

Glyeerin.

Ferrochrome. ! I
Hematlte fron ore,

Magnetle iron ore.

{il?db&?r and skins, raw or rough tanued (Dbut nof including dressed
leather).

Article 28 referred to declared that neither hides, rubber, nor
metallic ores might be deelared contraband of war, so that as
early as September 21 Great Britain gave notice that she wonld
not observe or be bound by the declaration of London, which
provided by article 65 that— i a

The provislons of t.h.t:{rmnt doclaration must be treated as a whole

The Chair

as conditional contraband :

and can not be separa
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She went further, and on October 29, 1914, issued the fol-

lowing : 7

Whereas by an order in council dated the 20th da{hof Augnsth 1914,
His Majesty was pleased to declare that during the present hostili-
ties the convention known as the declaration of don sliould,
subject to certaln acditions and modifications therein specified, be
adopted and put in force by His Majesty's Government ; and

Whereas the said additions and modificatlons were rendered necessary
by the special conditions of the present war; and

Whereas it is desirable and possible now to reenact the sald order in

council with amendments in order to minimize, so far as gsible,
the interference with innocent neutral trade occasioned bg : i: walu':
privy

Now, therefore, His Majesty, b{ and with the advice o
council, is pleased to order, and it is hereby ordered, as follows:

1. During the present hostilities the Brovisions of the convention
known as the Declaration of London shall, subject to the exclusion of
the lists of contraband and noncontraband, and to the modifications
hereinafter set out, be adopted and put in force by His Majesty's
Government,

The modifications are as follows:

(1) A neutral vessel, with pafers indicating a neuntral destination,
which, not withstanding the destination shown on the papers, ﬁrgiem}:
-]

to an enemy port, shall be liable to capture and condemnation
ercountered before the end of her next voyage.

(il) The destination referred to in article 33 of the sald declaration
ghall, in addition to the presumptions laid down in article 34, be
presumed to exist if the goods are consigned to or for an agent of the

enemy State.

(iifﬁ Notsvuhstnnd[ng the provisions of article 35 of the sald dec-
laration, conditional contraband shall be llable to ecapture on board
a vessel bound for a neutral port if the goods are consigned “ to
order,” or if the ship's papers do not show who is the con ee of
the goods, or if they show a consignee of the goods in territory belong-
ing to or occupied by the enemy.

(iv) In the cases covered by the precedin% paragraph (iil) it shall
1[:: t:po::n the owners of the goods to prove that their destination was

ce .

my.] “?here it is shown to the satisfaction of ome of His Majesty's
prineipal secretaries of state that the enemy Government is drawing
supplies for its armed forces from or through a neutral country, he
may direct that in respect of ships bound for a port in that coun
artfcle 35 of the sald declaration shall not a tmyr. Such direction shall
be notified in the London Gazette and shall operate until the same
is withdrawn. So long as such direction is in force a vessel which is
carrying conditional contraband to a port in that country shall not
be immune from capture. S

At the same time she issued new lists of contraband desig-
nating innumerable articles as contraband contrary to article
28 of the declaration, and characterizing many articles as abso-
lute contraband contrary to article 23, which permits additions
to the list of absolute contraband only of such articles as are
used exclusively for war.

Since then the contraband list has been extended still further
in disregard of the Declaration of London.

It is understood that the initiative thus taken by Great Brit-
ain has been followed by her allies. It is accordingly idle to
assert that the Declaration of London, so contemptuously
treated by the allies, can be appealed to by them in justifica-
tion of any course they may take in the present war_or even
that it can justly have any persuasive force in the ultimate
determination of our right to purchase the interned ships.
The question remains as it presented itself when Marcy, Cass,
Evarts, and Fish boldly proclaimed our right to buy.

It is not to be understood that the other warring nations
-have treated the Declaration with any higher evidence of regard

. Whatever force may be given to it by the English prize
courts in any respect in which it runs counter to the law as
they have heretofore evolved it, neither Great Britain nor her
allies can rely on it in diplomatic negotiations with our Govern-
ment, nor can she make any persuasive appeal to its provisions
before any arbitral tribunal to which any international con-
troversy may be referred.

IF IT IS, DOES IT FORBID PURCHASES OF BELLIGERENT SHIPS?

But assuming it to have some virtue, let its provisions be
examined.

Rule 56, covering the subject of a transfer effected after the
outbreak of hostilities, is as follows:

The transfer of an enemy vessel to a neutral flag effected after the
outbreak of hostllities is void unless It is proved that such transfer
was not made In order to evade the consequences to which an enemy
vessel, as such, is exposed.

There, however, is an absolute presumption that a transfer is void—

(1) If the transfer has been made during a voyage or In a blockaded

Tt
m(g) If a right to repurchase or recover the vessel is reserved to the
T

ve or.
(3) If the requirements of the municipal law governing the ht to
fiy the flag under which the vessel is sailing have not been fulfilled.

It is the view of the distinguished Senator from New York
that this means that an effective sale can not be made of a
vessel of a belligerent nation after the outbreak of hostilities
if she is in a port from which she does not leave for fear of
capture.

This astounding doctrine will be received by the American
people with feelings of painful surprise. If it were asserted by
almost anyone in America but the Senator it would have been
scouted as impossible. His views will be read by no one with

more astonishment than by the representatives to the Confer-

ence from Great Britain, who, in their report to Lord Grey,
after reviewing the provisions of article 56, declared that its
provisions “are practically in accord with the rules hitherto
enforced by British prize courts.” As the entire paragraph of
the report is illuminating I read it, as follows:

The provisions transfers made during a war are less coms-
Flicat . The geperal rule is that such transfers are considered void un-
ess it be proved that they -were not made with a view to evade the
consequences which the retention of enemy natlonality during war
would entail. This is only another way of stating the principle already
explained that transfers effected after the outbreak of hostilities are

if made bona fide, but that it is for the owners of the vessels
ransferred to prove such bona fides. In certain circumstances, speci-
fied in the second paramlph of article 56, mala fides is presumed with-
ot:ilfossibility of rebuttal. The provisions under this head are prac-
tically in accord with the rules hitherto enforced by British prize
courts. (054 Bessional Papers (1909), 100.)

This contemporaneous exposition by her representatives would
have bound Great Britain in any controversy with our Govern-
men past all hope of escape but for the speech to which the
Senate listened in some awe on Monday last. Possibly our
cousins may be disposed to make some allowance on account of
words spoken in debate into which, on the testimony of the
Senator, partisan politics had been allowed to enter and to feel
that he himself was not exempt from the infection against
which he declaimed.

It will be quite pertinent to remark when the subject is offi-
cially canvassed that if it be true that such a revolution was
effected by article 56 of the Declaration of London in the rules
of international law touching the subject with which it deals
as they had been understood, taught, proclaimed, defended,
and enforced in America, Secretary Roor would never have
been so derelict in his duty as not to have communicated the
fact to the Senate in transmitting to it the work of the con-
ference for ratification. Indeed, it is unbelievable that he
would have permitted the American delegates, who acted under
his direction, as it is reasonable to suppose, and as he tells us
in his powerful address, to give their assent to the surrender
of a right which their country had so long and so resolutely
upheld. It is incredible that in making their report our repre-
sentatives would have omitted to apprise the country that they
had been moved to make so vital a concession had they be-
lieved or understood they had done so, as it is impossible to be-
lieve that they would have remained silent when the question
of the adoption of article 56 was before the conference had they
conceived it reasonable to give to it the interpretation to which
it is now insisted it is subject. They entered a solemn protest
against language proposed at one time, if not that eventually
adopted, touching transfers before the commencement of hos-
tilities, as will appear from the papers transmitted to the Sen-
ate with the treaty, but apparently no word was heard from
them by way of complaint concerning the language of article 56.

Some comments made by one of the German representatives
during the course of the debate before the Conference were ap-
pealed to by the Senator from New York in support of his con-
tention concerning the significance of the language of article 56,
but it is sufficient to remark concerning the same that it has
been repeatedly declared by our Supreme Court that debates
before a parliamentary body afford no safe guide to the inter-
pretation of a statute and are generally to be disregarded. And
the rule is the same in England. In United States v. Trans-
Missouri Freight Association (166 U. 8., 200) the court said:

There is a general acc{ulescence in the doctrine that debates in Con-
gress are not appropriate sources of information from which to dis-
cover the meaning of the lan%mie of a statute passed by that body.
United States v. Union Pacific Rallroad Co. (91 U. 8., 72, 1'9)] ; Aldridge
¢. Willlams (83 How., 9, 24; Taney, Chief Justice) ; Mitchell v. Great
Works Milling & Manufacturing Co. (2 Story, 643, 653) ; Queen w,
Hertford Colleﬁ g Q.B. D, , TOT).

The reason at it is impossible to determine’ with certainty what
construction was put upon an act by the members of a legislative bod
that passed it by resorting to the s hes of individual members thereof.
Those who did not speak may not have agreed with those who did
and those who spoke might differ from each other, the result being that
the only groper way to construe a legislative act Is from the lanmmﬁe
used in the act and, upon occasion, by a resort to the history of the
times when it was passed.

The doctrine of that ecase was reasserted in Maxwell 2.
Dow (176 U. 8. 581), in which the court said:

What individual Senators or Representatives may have urged In
debate in rd to the meaning to be given to a proposed constitu-
tional amendment or bill or resolution does not furnish a firm ground
for its proper construction, nor is it important as explanatory of the
grounds upon which the Members voted in adopting it.

Nor is much aid to be gained from the meager reference to
the action of the Italian Government since the London confer-
ence in condemning certain vessels carrying the Greek flag upon
transfers from subjects of Turkey then at war with Italy. It
is quite possible that the transfers were found to be colorable
only—indeed, the report is equally consistent with either theory
of the import of the language of the Declaration of London,
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that first propounded by the Senator from New York, five years
after the conference adjourned, and that announced by the rep-
resentatives of Great Britain immediately upon the completion
of its work. The declaration bears date February 26, 1909.
Three days thereafter, on March 1, 1909, the British delegates
made the report telling that the conference had adopted prac-
tically the rules of the English prize courts on the subject of the
transfer of the flag of a belligerent.

The conclusion which they drew from the langnage used is
plainly justified. If the owner of a ship, idle at its wharf or
swinging at anchor in neutral waters because he fears capture,
should she venture out, shonld cause a transfer of his vessel to
be made to a neutral and register her under the flag to which
the latter owes allegiance, the whole procedure being but a form
without an actual and complete divestiture of the title or
beneficial interest, the eonclusion would follow, should she then
undertake a voyage, that the transfer was effected “in order
1o evade the consequences to which an enemy vessel, as such, is
exposed.” His property, were the ship immune, is worth just
as much as she was before. But he does not care to subject his
ship to the risk of * the consequences to which an enemy vessel,
as such, is exposed,” namely, to eapture. He prefers to allow
her to remain idle where she is until the war is over. Then he
may sail her again to any port. Another, similarly sitnated,
reasons with himself that it would be wiser to sell, even at a
very greatly reduced price, even at a substantial loss, reckoning
that by the end of the war the money he receives, judicionsly
invested, will amount to more than the value the ship will then
have. He sells, not to “evade the consequences to which an
enemy vessel, as such, is exposed,” not to get profits out of her
while she sails under a false flag, but to realize upon an un-
productive piece of property, the eare of which is a constant
expense to him. Indeed, it is conceivable that the burden of
expense is so great that he may be forced to sell. Should claims
accumulate past his ability to pay and the ship be sold upon a
libel or in bankruptcy, would it be contended that the transfer
had been made “ in order to evade the consequences to which an
enemy vessel, as such, is exposed”? In the reeital of the facts
in the case of the Baltica, Spinks, 265, in the opinion by Dr.
JTaushington oceurs the following :

It appeared to Mr. Borensen, the elder, and to other merchants at
Libau, owners of vessels under the Russlan flag, that, as war between
Great Britain and Russia was probable, the preponderance of the naval
forees of Great Britain was such as would ously embarrass, if not
wholly prevent, the prefitable employment of vessels salling under the
Russian flag, and that, therefore, it was expedlent to sell their vessels,
though at a considerable sacrifice. Actuated by these considerations,
Mr. , 8r., framed a plan for the transfer of his property.

It was found that Soremsen did not transfer in order to evade
the consequences to which his ships would be subject, namely,
capture, but because the ship in his hands would be profitless
during the war, He concluded to sell, even at a sacrifice.

It is conceded that under the Declaration of London a transfer
by descent would warrant a change of flag, because the owner
would have died, it is assumed, though the war had never begun.
And yet such an assumption may be unfounded. Men have died
from grief and from anxiety induced by staggering business re-
verses. May not a shipowner, anticipating his speedy death,
give his ship to his son, who will inherit it, anyway? And if he
may give it to his son, may he not, as Sorensen did, sell it to
him at an advantageous price? If the son may inherit the ship
and sail it nnder the flag of his country, being neutral, may not
his father bequeath it to him? - If the father may dispose of
the ship by will, how shall he be denied the right fo transfer
‘the title by a sale?

% NO DANGER OF INTERNATIONAL COMPLICATIONS,

It is idle, however, to delude ourselves into the motion, at
least since the Senator from New York has spoken, that the
guestion is one free from doubt or that our right to purchase the
ships of the belligerents is not likely to be questioned. It is
understood that an intimation has already come to the State
Department from some source that the acquisition of any of
ihe so-called interned ships would be regarded as *‘ apparently
unlawful.” But what of it? Are we to abandon our historic
attitude upon this question simply because some or all of the
warring nations may exhibit some disposition to dispute it?
Are we to decline to put the question to the test or discourage
or withhold our approbation from any of our venturesome citi-
zens who may be disposed to do so merely because of a vague
apprehension that war may come from the temperate but de-
termined assertion of our rights? Heretofore, without excep-
tion, the responsible officers of our Government have braved the
enmity of powerful belligerents and openly counseled our people
to take advantage of the opportunities afforded by a state of
war to acquire ships to swell the volume of our merchant marine.
We never got into trouble about it. In the case of the S5i.

Harlampy, referred to by Mr. Marcy in the letter which has
been quoted, a confidential note had been sent by the French
‘minister of foreign affairs calling attention to the purchase of
the ship theretofore the property of Russian subjects by certnin
Boston merchants, and conveying a warning that the vessel
would be liable to seizure by French cruisers. Neither our
Government nor the Boston merchants hesitated. No French
cruiser, apparently, sought her out. It may be that she escaped,
because the war came fo a speedy close. But suppose she had
been captured; what reason is there to suppose that such an
incident would have involved us in war with France? It would
not be the first time that a ship bearing our flag had been con-
demned as prize by a belligerent with which we were at peace.
Though no ships carrying our flag have been seized during the
present war, millions of dollars’ worth of other property has
been upon the claim that under the rules of international law it
is subject to conflscation. The addition of a ship or two or
20 ships would scarcely aggravate the situation.

If the 8i. Harlampy had been seized by French cruisers, our
Government would have protested and, because of the vast im-
portance to our interests as well as those of the nations whose
ordinary condition is that of peace, not war, would have at-
tempted fo impress upon the French prize court its views of
the rule of international law applicable to the ease. If it
failed, and redress were not obtained through diplomatic chan-
nels, it would doubtless have demanded that the controversy be
arbitrated. France could not, conceivably, have refused. Be-
fore the arbitral tribunal the controverted legal question would
have been fought out and'a service to the civilized world would
have been rendered in securing from it an authoritative decla-
ration of the law upon the disputed point.

OUR RIGHT OUGHT T0 BE TESTED.

Such will undoubtedly be the general course that will be pur-
sued should the Dacia be captured. There is no reason why
even the most timid should look with alarm upon her eventful
trip. Unfortunately the question of the bona fides of the sale
to one of our citizens asserting title to her is involved. It may
be that the court will find that the alleged sale is fictitions and
that the Hamburg-American Line still, in fact, owns the ship
or retains an interest in her or holds a contract for her re-
purchase after the war. In that case the guestion of the true
construction of article 56 of the Declaration of London will
never arise. In the fact feature of the case our Government
has no interest; but assuming the proof to be indubitable upon
that point, the controversy is narrowed to one involving legal
propositions only over which individuals rarely come to blows
or nations go to war. Indeed, recent treaties negotiated with
all of the belligerents require us as well as them to submit the
guestion in difference to arbitration. In view of the commu-
nity of interest which obtains between our country and the
other nations, from which the arbitrators must be selected,
there is no ground for apprehension that the question will be
considered by them in any attitude of hostility to our conten-
tion. We eqn not afford to forfeit forever the right to buy
freely from belligerents property of any character without a
struggle. We have paid dearly for our maintenance of this’
right in the past. We did not wince when it was invoked
against us.

Mr. SMITH of Michigan. Mr. President——

The VICE PRESIDENT. Does the Senator from Montana
yield to the Senator from Michigan?

Mr. WALSH. I do. ’

Mr. SMITH of Michigan. DBefore the Senator leaves the in-
cident of the Dacia—he has dwelt with a great deal of empha-
sis and interest upon the question of bona fides, and evidently
his argument as to our right turns largely upon that point

Mr, WALSH. Not at all

~ Mr. SMITH of Michigan. Well, I do not wish to quarrel
with the Senator abount that point. It is evidently a very im-
portant factor in the transfer from a belligerent flag to a neu-
tral flag, and I am impressed that the question of bona fides is
very important; and I desire to say that in the case of the
Dacia, which was purchased by Mr. Breitung, prima facie he
is entitled to the presumption that his purchase is bona fide
and that it is not part of any ulterior arrangement that has
been made with the former owners of that ship.

I know Mr. Breitung very well. Some Senators here to-day
remember his father, who was an honored Member of Congress
from Michigan for a number of years, a very wealthy man, a
typical frontiersman, a man of courage and patriotism, and
the highest conception of good citizenship.. That his son should
have purchased this ship out of his own abundant means and
placed it in service does not surprise me and will not surprise
any of those who have the privilege and honor of krowing him;
and I bhave no doubt whatever that the entire transaction,
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which has attracted the attention of the country, is in absolute
good faith. I have seen no reference to Mr. Breitung that was
especially meant as a criticism, but I felt, after listening to what

the honorable Senator from Montana has said upon the rights

of Amerjcan citizens, that it would be appropriate for me to at
least give expression fo this thought.

Mr. WALSH. Mr. President, I am indeed delighted that the
Senator from Michigan has given the Senate the assurance
which his words convey. I myself have no cause to doubt in
any way the bona fides of the transfer of the Dacia. I trust
that Mr. Breitung will be able to establish that fact so con-
clusively that the ecase will present no question of disputed
facts whatever. Then there will arise the sole question of
law, in the determination of which this Nation has a most vital
interest.

Our great merchant marine faded away during the dark days
of the Civil War, when, according to Marvin, “ Confederate
cruisers compelled American merchants to choose between lay-
ing their ships up in port to rot away or selling at a half to a
guarter of their cost to foreigners.” This author adds that *in
the one year 1864, beneath this extraordinary pressure, more
American ships were disposed of to foreign owners than had
been sold in all the years between 1854 and 1860." The figures
are eloguent. During the four years from 1862 to 1865, inclu-
sive, we sold to aliens 774,652 tons. During the four years
embracing two before that period and two after, we sold but
T5.372 tonsg, about one-tenth as many ships. The following table
tells the story.

American ships sold to aliens, 18601867, Tons.
1860__ 17,518
1861___ 26, 649
1862 117, 756
1863 222,199
18 300, 865
1865 133, 832
1866 22,1
1867 9, 088

As these were mostly sailing vessels, averaging possibly 1,000
tons each, more than 600 ships went to foreign registry on ac-
count of the war. If they had been liable to seizure by the Con-
federate cruisers, notwithstanding the transfer, they would
never have been sold. We lost our merchant marine becanse
when we were at war other nations at peace with us could buy
them. It is now asserted that by some brilliant feat of diplo-
macy we are deprived of the right to buy their ships when they
are at war.

Mr. President, I welcome the opportunity to try out this ques-
tion. The owner of the Dacic will have earned the gratitude
of his countrymen if he shall persevere in his insistence upon
the principle of the right of neutrals to buy in good faith the
ships of belligerents, until that question shall be finally and
aunthoritatively resolved. He ought not to be required to bear
all the risk and expense of the test. If he shall succeed in
establishing that principle, the Nation as a whole will be the
rich gainer. If the test came upon the seizure of a ship pur-
chased under the authority of the bill now being considered, the
case would be presented in the best possible aspect, because in
that event no question could be raised concerning the bona fides
of the transfer, using the term as having the significance it
ordinarily bears. It would be inconceivable that either the
shipping board or the corporation which it is to bring into
beiiig would lend itself to a fraudulent scheme to enable bellig-
erents to sail their ships under the American flag “in order to
evade the consequences to which an enemy vessel, asg such, is ex-

posed.” No prize court or diplomatic authority would enter-
tain the idea. The cause would be open to contest on the law
alone,

Indeed, the very groundwork of the French rule would be
swept away in such a coatroversy. The only- justification-ever
offered for it is that under any other fraudulent transfers
would be made with intent to escape capture. The idea that a
nation at war has some vested right to capture as its prey all
the ships owned by its enemy at the outbreak of hostilities has
never before been avowed.

In the case of a purchase by a friendly power the imputation
of connivance would be impossible. France would scarcely sug-
gest the possibility of such a thing in the case of a purchase by
the United States, so while she might be disposed to insist
upon her *ancient theory,” so far as private purchasers are
concerned, she would be put to severe straits to justify the rule
in the case of a purchase made by our Government. Where the

reason for a rule of law ceases, the rule itself ceases,

SHIPS ACQUIRED WILL XOT BE EXEMPT FROM ORDINARY LEGAL
PROCEEDINGS.

But it is advaneced that ships owned by the corporation, for
the ereation of which the bill makes provision, would not be
subject to seizure as prize, nor could they be called upon to re-

spond in an alien court of admiralty on account of a collision
or other act or omission for which a privately owned ship might
be held, and that because of that condition, unnamed and unde-
fined perils which the imagination is left to picture, must be
encountered if the plan proposed is pursued.

In this connection the case of the Perlement Belge is re-
peatedly referred to. That case applied the well-known rule
that a sovereign can not be made subject to suit except at his
own will. The craft in question was owned by the Belgian
Government, engaged in carrying the mail across the channel,
Incidentally it carried small packages of freight, for which a
charge was made. It collided on one of its trips with another
vessel and was brought before the admiralty court upon a
libel, under which it was charged with responsibility for the
damage done. Under the maritime law the claim, if established,
would constitute a lien gpon the offending ship, which wonld
become subject to sale for the payment of the amount found due.
The proceeding was in rem against the ship. It was held that
she was immune from prosecution because of the nature of her
owner and the character of the business in which she was en-
gaged. In the opinion much was said on the guestion of the
immunity of ships of war and other Government vessels, foreign
and domestic, but the decision releasing the vessel was placed
upon the ground that she was not primarily in trade, but was
engaged in the discharge of a strictly governmental function.
The court having said, after reviewing at great length the argn-
ments and authorities—

In the present case the ship has beem mainly used for the punrpose
of carrylng the mails, and only subserviently to that main object for the
purposes of e—
expressed its conclusion in one brief sentence, as follows:
We are of the opinion that the mere fact of the ship being used sub-
purpeses does

ordinately and partially for trading not take away the
general immunity.

Another case determined in the year 1878 by the High Court
of Admiralty Is much more in point in the present inqguiry,
namely, the Charkieh (42 L. J. R, N. 8.,17). From the syllabus
the essential facts and conclusions can be gathered. I read
from it the following: -

The C., belonging to the Khedive of t and usually employed in
carrying majil and passengers, came to gland with merchandise and
for repairs. Hnving completed her repairs, and while on a trial trip
down the Thames, she came Into collision with B. Held, that even
the privileges of a sovereign prince would not extend to immunity from
arrest In a suit for damages by collision; that if the egrivilegea did
extend to such an immunity they would have been walved in this case
by the employment of the ship at the time as a trader. Proceedings
in rem may in some cases be instituted without any violation of inter-
national law, thongh the owner of the res be in the category of persons
privileged from personal sult.

Other propositions determined but unimportant here are
passed. The vessel in question was one of quite a fleet held in
the same ownership. The gdod sense of the conclusions arrived
at, as heretofore indicated, will be apparent from the following
from the opinion:

I must gay that if ever there was a case in which the alleged sov-
ereign—to use the lnngunl% of Bynkershoek—was * strenue mercatorem
agens,” or in which, as rd Stowel says, he ought to *“ traffic on the
common principles {hat other traders fraffic,” it Is the present case;
and if ever a privileged person can waive his privilege by his conduet,
the privilege has been walved in this case.

It was not denled and could not be denied after the evidence that the
vessel was empl for the ordinary purposes of trading,

Bhe belongs to what may be cal & commerecial fleet. I do not stop
to consider point of her carrying the mails, for that was practically
abandoned by counsel. She enters an English port, and is treated in
every material respect by the authorities as an ordinary merchantman,
with the full consent of her master; and at the time of the collision
ghe is chartered to a British subject and advertised as an ordinary com-
mercial vessel. No prineiple of International law and no decided case
and no dictum of jurists of which I am aware has gone so far as to an-
thorize a sovereign prince to assume the character of a trader when it ig
and when he incurs an obligation to a private subfect
I may so sﬁ)eak, his disguise and appear as a sovere g,
elaiming for his ewn benefit and to the injury of a private person, for
the first time, all the attributes of his character ; while it would be easy
to accumulate authorities for the contrary position. (See es‘peclany
Kluber, Europe. Volkerrecht, sec. 210, Eluber Droit des gens Loderns
de I'Europe, nouvelle edition, par M. A. Ott, Paris, 1861, pp. 273, 274,
and authorities cited in the mote.)

After reviewing at length the opinion in this case, it was dis-
tinguished in the opinion in the case of the Parlement Belge, as
indicated from extracts guoted therefrom.

That a sovereign may himself become a suitor in an alien
court is indisputable. That he may waive his privilege and con-
sent to be sued is equally without gquestion. The case to which
reference was last made asserts that by becoming a trader he
necessarily consents to be sued, since no one can attribute fo a
sovereign a purpose, when he once engages in ordinary business
transactions, to shield himself behind the privilege from respon-
sibility in the ordinary courts upon the contracts he makes or
from the liabilities he incors in the prosecution of trade. But
if he should exhibit any such disposition he would not escape
accountability, since the privilege he enjoys, as was declared by,
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the Supreme Court of the United States in the Santissima Trin-
idad (7 Wheat., 352), he enjoys solely as a matter of comity.
It may be withdrawn at any time.

The privilege—

The court said in that case—
stands upon principles of public comity and convenlence, and arises
from the presumed consent or license of nations, that foreign public
ships coming into their ports and demeaning themselves according to
law and in a friendly manner shall be exempt from the local jurlsdle-
tlon. But as such consent and license is implled only from the general
usage of nations, it may be withdrawn upon notice at any time, without
just offense; and If afterwards such publle ships come into our Portn.'
they are amenable to our laws in the same manner as other vessels,

But that a sovereign state may waive its privilege no one dis-
putes, and that it necessarily waives it as to any ship which it
puts into general commerce is a most reasonable presumption.
In the present instance, in which the Government puts the title
to the ships in a corporation, a citizen which it creates to engage
in trade, its purpose to waive any rights it may have as a sov-
ereign state with respect to the property of the corporation can
not be open to doubt.

The proposition was long ago determined by the Supreme
Court in the case of The Bank of the United States against The
Planters’ Bank of Georgia, Ninth Wheaton, page 904. Were it
not that concern may be felt in some guarters because of the
high authority from which comes the suggestion that the cor-
poration contemplated by the bill will have the attributes of
sovereignty which inhere in the United States so far as to ex-
empt it from suits, it would be inexcusable to detain the Senate
by reading from the opinion in that case. Among the stock-
holders of the defendant bank was the State of Georgia, which
was likewise one of its incorporators. It was urged that the
corporation was not subject to suit in the Federal courts. This
¢ontention was disposed of in the following language:

It is, we think, a sound principle that when a Government becomes
a partner In any trading company it divests Itself, so far as con-
cerns the transaction of that company, of its sovereign character and
takes that of a private citizen,

Mr. FLETCHER. Mr, President, may I interrupt the Sen-
ator at that point to call especial attention to the proposition
he has laid down?

" Mr. WALSH. Certainly.

Mr. FLETCHER. The bill specifically provides that these
vessels shall be—

Subject to all laws, regulations, and llabilities governing merchant
vessels, in llke manner and to the same extent as merchant vessels in

rivate ownership when duly registered under the laws of the United
tates.

Mr. WALSH. That is the next step at which I was arriving.

Instead of communicating to the company its privile, and its

rerogatives, it descends to a level with those with whom it associates

rtsell'. and takes the character which belonﬁ‘shto its associates and to
the business which is to be transacted. us many States of this
Union who have an interest in banks are not suable even in their
own courts, yet they never exempt the corporation from being sued.
The State of Georgia, by giving to the bank that capacity to sue and
be sued, voluntarily strips itself of Its sovereign character, so far as
respects the transactlions of the bank, and walves all the privileges
of that character. As a member of a corporation a Government never
exercises its sovereignty. It acts merely as a corporation and exerclses
no other power In the management of the affairs of the corporation
than are expressly given by the incorporating act.

The Government of the Union held shares in the old Bank of the
United States, but the privileges of the Government were not imparted
by that circumstance to the bank. The United States was not a party
to suits brought by or against the bank in the semse of the Con-
stitution. Bo with respect to the present bank. Bults brouﬁht by or
against it are not understood to be brought by or against the United
States. The Government, by becoming a corporator, lays down its
sovercignty, so far as respects the transactions of the corporation, and
exercises no power or privilege which Is not derived from the charter.

To make assurance doubly sure the bill expressly provides,
as mentioned by the chairman, that the ships—

Shall, when and while employed snleg{y as merchant vessels, be In
all respects subject to the rules, regulations, and liabilities governin
merchant vessels, in like manner and to the same extent as merchan
vessels in private ownership when duly registered under the laws of
the United States.

The ships to be acquired will, accordingly, be amenable in
any court in any country under circumstances which would sub-
ject merchant ships held in private ownership to their jurisdic-
tion. They may be seized if they carry contraband and divested
of it. They may themselves be haled before a prize court that
their right to fly the American flag may be inquired into. In
short, they will be subject to just such treatment by foreign
powers as merchant ships must undergo under the rules of
international law. There will, accordingly, be no more risk of
international complications than are likely to arise in connee-
tion with ships held in private ownership. Indeed, there will
niot be so much, for the latter may lend themselves to efforts
clandestinely to introduce contraband into a belligerent country.
The Government-owned ship will scarcely be subject to the
suspicion of such conduct.

There may be valid arguments against the pending bill
founded upon considerations of domestic policy. There are no
evils attendant upon it, assuming it becomes a law, so far as
our foreign relations are concerned, that have thus far been
pointed out even if the shipping board should conclude to test,
by the purchase of one or more of the belligerent ships in our
ports, the question as to whether the Declaration of London has
forever foreclosed us from further maintaining our historie atti-
tude concerning the rights of neutrals to purchase the vessels
of nations at war.

Mr. NORRIS. Mr. President——

The VICE PRESIDENT. Does the Senator from Montana
yield to the Senator from Nebraska?

Mr, WALSH. I do.

Mr. NORRIS. I wish to ask the Senator one or two questions
in regard to the London declaration. I understand the Senator
has about concluded, so I assume he is not going to discuss the
proposition any further.

Mr. WALSH. I have coneluded.

Mr. NORRIS. I perhaps should have asked the questions
earlier in the Senator’s discourse, but I was not aware just
when he was going to conclude that particular branch of the
subject.

As I understand, the British Government, while not formally
adopting or approving the London conference, has by proclama-
tion, as the Senator has so well described, announced its inten-
tion to follow the London conference except wherein it had

Mr. WALSH. Except in those particulars in which it does
not like them.

Mr. NORRIS. In those particulars to which it has ealled
attention in the declaration. Is not that true?

Mr. WALSIH. It is.

Mr. NORRIS. Then, as I understand, as far as the present

hostllities are concerned, Great Britain has approved the Lon-
don conference, with the exception of the particular notations
mentioned in the several proclamations?

Mr. WALSH. The Senator may be a little confused about
that. The declaration itself provides the method by which the
various contracting nations may signify their adherence to it.
Great Britain has not pursued that course at all

Mr. NORRIS. No: I understand.

Mr. WALSH. And she, in her proclamation at the outset of
the war, simply referred to the declaration of London for the
purpose of brevity. Instead of setting out at length the rules
which she would have her navy and her couris observe during
the conduct of the war, she practically said. “ They will be
guided by the provisions of the declaration of London except in
the following particulars.”

Mr. NORRIS. I understand that England takes the position
that as far as the present war is concerned her vessels and her
officers are in fact instructed {0 earry out the declaration of the
London conference excepting in the respects noted. Now, in
any of those exceptions did England make any modification
whatever of article 56, the one relating to the transfer of vessels
after the beginning of hostilities?

Mr. WALSH. No; there is no specific reference to it, and no
exception.

Mr. NORRIS. Then, as I understand, England will take the
position or has taken the position that during the present war
article 56 of that declaration is in full force and effect?

Mr. WALSH. Of course, when the Senator says * England,”
we do not get a very clear idea. England, like our own coun-
try, has different departments to her Government. She has an
executive department, a legislative department, and a judicial
department. This is an order in council, and it commands the
courts to observe it.

Mr. NORRIS. - It has the effect of a law; has it not?

Mr. WALSH. I do not know. The executive officers, the
commanders of the navy, -will of course be obliged to observe
the directions that are given to them. Whether or not the prize
court will be obliged to apply the rule of law which the ad-
miralty believe ought to be applied—that ig, the rule of the
declaration of London—I am not prepared to say.

Mr. NORRIS. That was the next question I was going to
ask the Senator. Since he has already answered it as far as
his information goes, I shall not repeat it. Now I want to ask
the Senator what action did Germany and France take?

Mr. WALSH. Let me continue, however, in answer to the
question of the Senator. It is a matter of no consequence to
us at all what rule of law the English prize court by the com-
mand of the executive authority may see fit to apply. We
would like of course to have them take the view that the decla-
rition of London is not binding upon them at all, and that their

‘ancient rule of law ought to be applied. If they should decline
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to do that that would not be the end of the matter by any
means.

Mr. NORRIS. No; not necessarily.

Mr. WALSH. We would then demand redress through the
diplomatic channels, and if redress was denied us through the
diplomatic channels we would then demand that the guestion
be submitted to arbitration.

Mr. NORRIS. Now, assuming—— ;

Mr. WALSH. And our treaty would entitle us—

Mr. NORRIS. To arbitration.

Mr. WALSH. To arbitration.

Mr. NORRIS. Yes: I think so; but let us assume, for the
sake of argument, that the prize court would follow the order
made by the Government, which it seems to me is but a fair
assumption, because I do not myself doubt but what they would;
then, if they did that, the diplomatic channels would fail to
bring about a settlement without any doubt, would they not?

Mr. WALSH. I do not think so at all

Mr. NORRIS. I do not mean that they would refuse to arbi-
trate. I mean that the diplomatic officials of Great Britain——

Mr. WALSH. I understand.

Mr. NORRIS. Would certainly stand by the judgment of her
own prize court.

Mr. WALSH. I understand the Senator fully. I do not
think it follows by any means at all, because when the
English representatives are brought face to face with the prob-
lem, and it is a question of a straight abandonment of the
prineiple for which they themselves have been contending for
a century and a quarter, and which during all that time has
been regarded as consistent with their highest interests, I am
not quite sure that they will not think again about it.

Furthermore, let me say to the Senator that I am not guite
sure that by that time they may not reach the conclusion that
it would be very much better to let us buy these German ships
and add them to our mercantile marine than to have them go
back to Germany after the war.

Mr. NORRIS. That may be. Of course that is outside of
the question.

Mr. WALSH. Of course the Senator—

Mr. NORRIS. That is not involved in the guestion of law.

Mr. WALSH. The Senator is asking me whether it is not a
matter of course that we shall have no redress at all through
diplomatic channels. I do not consider it hopeless at all

Mr. NORRIS. Is it not true thct this same authority in
QGreat Britain which has approved the London declaration,
with the exceptions noted, is the authority that in the years
that are past has outlined the course of England; in other
words, the same authority of Great Britain that has mapped
their course out in the past has now approved article 56 of the
London conference. :

Mr. WALSH. Yes; but < beg to remind——

Mr. NORRIS. That ought to have and it would have just as
great authority as their prior law, would it not?

Mr. WALSH. Undoubtedly; and I beg to remind the Senator
that those same authorities have changed their minds several
times since the war began.

Mr. NORRIS. Exactly.

Mr. WALSH. At the time the war began the declaration of
London in its entirety was entirely satisfactory to them. After
a little while they concluded that they did not like it as well
and they changed it; and after a time they concluded that there
were some other things about it that they did not like and they
made another change, and they may conclude there are still
other things, provisions of it which should not be observed,
including article 56.

AMr. NORRIS. And they may change it again. That is true,
I suppose. There is no one who doubts their authority to change
their position. ;

Mr. WALSH. I am speaking about the possibility of their
doing it.

Mr. NORRIS. They may do it or they may not. Of course

the Senator assumes that they will not. I want to ask the Sena-
tor what action Germany and France took in regard to the
London declaration?
Mr. WALSH. The ratifications have not been exchanged.
Mr. NORRIS. I understand that is true; but is it not true that

both Great Britain and France have approved the declaration

of London?

Mr. WALSH. I stated in the course of my remarks that the
allies of Great Britain had issued proclamations substantially
the same as these I have read.

Mr. NORRIS. Then if a ship is transferred or alleged to
have been transferred in violation of article 56 and is taken
by the German Navy or by the French Navy, it would be taken
into a prize court of the country and be passed upon according

to the law of the particular country where the prize eourt was
locnallted& Iould it not?
r, LSH. Of course, with the right on our part——

Mr. NORRIS. Oh, yes. o -3

Mr. WALSH. To take it up through fthe diplomatic channels.

Mr. NORRIS. Our right would exist, I take it. Wherever any,
prize was captured it would be taken into the prize court of the
country capturing the prize, and T believe it would be conceded as
a matter of international law, wonld it not? that every country
would have the right and does have the right to enact such laws
as she sees fit regarding its prizes or regarding the prizes or
regarding the articles of war that may be in force during any
mﬁrm%?ﬁsﬂ,

r. I assume so, any proper legisl
Elsahtadls: ¥ proper legislative authority

Mr. NORRIS. So these matters would be settled, if these
ships were taken as a prize, not according to our idea of what
ought to be the law, but according to the law in the country
where they were taken, construed by the officials of that
country ?

Mr. WALSH. Temporarily, as a matter of course. That
was so in the ease in 1858 when France was threatening to
seize any ships we bought from Russia. If the St. Harlampy,
for instance, had been seized by a French cruiser, she would
have been brought into a French port and would have beea
brougit before a French prize court. We would have un-
doubtedly gone before that court and attempted to induce the
French court to take our view of what the international law is.
If she failed to observe our suggestions in the matter, we would
take it up diplomatieally.

The following is printed as an appendix to Mr. Warsg's
remarks:

e CHANGE OF FLAG.
nslated from proceedings of the International Naval Conferen
held in London December, 8-Febrnary, 1909 (Cd. 4555). i‘
rd January 23, 1914.] 4
Views expressed in the memoranda of the various powers:

GERMANY,

Anr. 3. The neutral or enemy character of a merchant vessel is
determined by the flag it carries. vessel carrying a neutral flag
miy ?f it mr:in t;ehtruted ”ﬂtntg t t?;f:thatbenmﬁy :t the hostilities
. o8 's up to outbreak o
or within two weeks lmmtely preceding.

UNRITED STATES OF AMERICA.

{Nothing.)

AUSTRIA-HUNGARY. =

{G) According to the custom of mearly all nations, the sale of an
enemy vessel made during a vor:ge, and lrg;'.r bostilities have broken out,
can not prevent the ethure o e sald ship, which continues under the

circumstances to be regarded as an enemy.

(The anecient French theo under which enemy wvessels could not
from the outbreak of hostilities change their nationality—that is to
say, lose their status as enemy veuefs—im lies an undue restriction
of neutral commerce, as such commerce must in principle remain free,
even in time of war. France itself, furthermore, derogated from this

theory in 187% of th ) s
e propesed regulations relating to prizes adopted
by the tute of International Law in its meeting at Turin, se%ma
to contain & solution of the guestion quite satisfactory, as it takes into
account the interests of both ts and neutrals.

This ph reads as follows:

“ The establishing the sale of the hostile ship made duﬂnﬁ]w
must be ect, and the ship must be registered in conformity with the
laws of the country the natlonality of which it aequires prior to clear-
ing The new nntlonal_!_ty can not be acq by means of a sale

in the course of the voyage.

furthermo. prevents the adoption of supplementary guar-
anties against the leglt mate interests of a be].l.l‘;rﬁeren being injured by
fietitious sales made by the citizens of the other belligerent.

EPAIN.

{(G) The Government of His Catholic Majesty deems acceptable the
rules suggested by the ecabinet of London in paragraph 7 of its memo-
randum. When the change of flag of a ship corresponds to an actual
transfer of ownership or to other reasons of a private nature its
validity will be recognized, but if it is impelled by a desire to avoid
by frand the risks which nowadays exist for private hostile property
in case of maritime war, it must be deemed a nullity.

FRANCE.

{G) The change of nationality of merchant ships made subsequen
to the declaration of war is null and vold. The tramsfer dﬂﬂor to t%’e
declaration of war when regularly made is valid. The dates of the
transfer under a neutral flag prior to the declatation of war must be
established by authentic documents to found on board, and the
transfer must have been finally registered before the proper authorities.

The act of naturalization granted by a neutral vernment to the
owner of a ship subsequently to the declaration of war must be held
in suspicion. It is necessary in this case to act according to circum-
starices and other information, especially amrdtnf to where the sh
was bullt, the composition of its crew, the compliance with natio
provisions imposed upon the flag flown.

GREAT EBRITAIN,

1. The transfer either by sale or by gift to a neutral of a hostile
ghip other than a war vessel is not made invalid mercly by reason of
the faet that it took place during or in anticipation of hostilities.

2, Buch transfer, however, is not valid—

a) If it takes place in a blockaded port.

b) If it takes place during a voyage. (In this respect a voyage is
en the moment the ship reaches the port where it can be effectively
taken possession of by the transferee.)
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(¢) If the vendor retalns any interest in the ship or if a clause
Btlgulates the return thereof at the end of the war, -

. The burden of proof that the transfer is bona fide is upon the
plaintiff, and the transfer must be complete, in good faith, and for an
adequate price.

A ship transferred to a neutral flag is therefore still liable to con-
demnation by a prize court should the conditions of the transfer give
rise to suspiclon of which the plaintiff does not clear himself, as for
instance—

(a) If no written evidence of the transfer is found on board at the
time of the seizure.

{b) If the transferor has any control over the ship, a share in the
profits, or the privilege of revoking the transfer.

(¢) 1f the supposed transferee or his representative (the latter not
belndg an enem, 1 as not taken

) If the ship is subject to the control of an enem;.

e) If the captain or person in command is in the service of an

enemy,

sseasion.

ITALY.

(G) “No vessel may be granted the nationality arising from the
sale of sald vessel by a citizen of a country at war with another coun-
try which 1s at peace with the King's Government.

“The Secretary of the Navy, however, if the bona fide character of
the sale is ascertained, shall have authority to confer Italian national-
ity upon the vessel.” (Merchant Marine Code, art, 42.) :

The conclusion to be drawn from this provision is that, according to
Italian positive law, a sale of an enemy vessel to a neutral purchaser
aubsequent_lg to the outbreak of hostilities is presumed to be fictitious
aniglj ag :;u.- can nc}tlbe ized. Pll;oo;{ to the contrary, however,
subjec very special guarantees, may be given.

The councll on diplomatic litigations (conseil du contentienx diplo-
matique) held much the same view, declaring that the transfer of
ownership of a vessel can not poosibtlgnbe regarded as valid unless
eviden by the ship's papers, and t no conslderation would be
given to a sale which would not have been entered on the ship's papers
on the ground that the vessel was on a voyage. It appears, however,
from this opinion that {uroof of the genuineness and legality of the sale
is admissible. (Cont. dipl., June 16, 1866, capture of the ship Venezia.)

JAPAN.

The transfer of ownership of a vessel during, or in anticipation of,
war by the ememy State or by a citizen thereof to another person re-
slding in the other belligerent State, or in its ally’s territory, or in a
neutral State, 18 only valid if sufficient proof of a complete and bona
fide transfer is adduced.

When the ownership of a vessel is transferred while this vessel is
aged on a voyage, such transfer must not be regarded as complete
bona fide until after actual delivery.

NETHERLANDS,

The validity of the transfer of merchant vessels from the
flag of a belligerent to the flag of a neutral during, or at the outbreak
of, hostilities is recognized without any restrictions.

(23 A merchant vessel transferred from the flag of a belligerent to
the flag of a neutral in a blockaded port or a blockaded coast is not
entitled to the treatment of vessels flying a neutral flag.

RUSSIA.

VII. The belligerents can decline to acknowledge the neutral char-
acter of any merchant vessel purchased by neutral persons from an
enemy State or from a citizen of the latter, unless the new owner can
prove that the purchase was completed before he was aware of the
outbreak of hostilities,

en
&n

VIL (1

REMARKS,

The transfer of a vessel for the purpose of evading the consequences
to which an enemy vessel, as such, is exposed Is not admissible.

Most of the memoranda, in stating the law in force, have followed
different methods in the Inf.eg)retatfon and apgl!catlon of this common
principle. As evidence is difficult in this matter, simple or conclusive
presumptions, more or less justified, have been proposed, especlally
when the transfer takes ﬁmce during hostilities. In such case con-
clusive presumption of nullity does not constitute, according to all the
memoranda, a general rule except in the case of a transfer while on a

voyage.
r%or to the outbreak of hostilities common practice tends to rmr—
nize the validity of the transfer whenever such transfer has regularly
taken place: that is, when there is nothing fictitious or unlawful about
it capable of arising suspicion.
85, A ship may not transferred to a neutral flag to escape the
consequences of its character as a vessel of the enemy.
36. A transfer before the outbreak of hostilities is walid If It occured
regularly ; that is, if it is not brought under suspicion by any fictitious

or irregulnr feature.
37. After the outbreak of hostilities there is a conclusive presump-

tion of nullity in the case of a transfer made during a voyage.

Mr. THOMAS, Mr. President, on yesterday this Chamber
was the scene of a most interesting performance. One of our
oldest and most-respected Senators, the oldest in point of serv-
ice in this body, stood the test of endurance upon his physical
and mental faculties by speaking for seven long hours and with-
out interruption. He completed his task and left the floor in
good condition, and is this morning in his seat apparently as
fresh and vigorous as ever, all of which justifies the hope that
he will be with us for many years and possessed of all his
physical and intellectual activities.

But, Mr. President, another feat was performed yesterday
by another rugged old son of New England quite as remarkable,
which, though not a deliberate one, should be embalmed in the
columns of the CoNGRESSIONAL Recorp and the incident thus
preserved to posterity. Therefore I will read it, for it illus-
trates as graphically as the long address of the Senator the
rugged sturdiness of New England manhood, where old age
does not always dim nor custom stale man's infinite varieties.

I read from the New York World of to-day a special Maine.
It is headlined : g Yk

VETERAN STOOD OX HIS HEAD IN BARREL—THERE YET, PERHAPS, IF HIS
GRANDSON HAD NOT FOUND A BLOCK AND TACKLE,
East KNox, ME., January 27.

Maj. Simon Pratt, battle-scarred veteran of more bl 1ds tha
any other Grand Army of the Republic man in waldeo ngg{y.ﬂ i’ﬁ%mm';
home in 1864 with part of an ear gll&&ed by a minle ball, two toes gone,

a thumb shot off, came near ending hi‘; eventful life in a most un-
soldlerly “i yesterday. '

Although he is 78 and weighs more than 200 pounds, Maj. S1 is able
to help some around the place. He reached into a barrel to set a hen
that had nested In it and pitched in head first, el

His %andaon. Lafayette Marden, 13 years, and Lafayette's chum
Tatarette som Do ot o aR el 10, gt the Bader %9 2o

1 ¢l a ut a clove ch around hi
grandfather’s ankles, and they finally holEted him out. . >

Posterity, of course, must determine, Mr, President, which of
these two feats was the greater. In my judgment the palm
should be awarded to the sturdy son of Maine, for his grandson
rescued him from his barrel and restored him to the arms of
his anxious family. He seems therefore to be “out of the
woods.”

Mr, SMOOT. Mr. President, I suggest the absence of a quo-
rum. I should have done it before the Senator read that most
interesting article, but I now suggest the absence of a quorum.

The PRESIDING OFFICER (Mr. JaMEs in the chair). The
Secretary will call the roll.

The Secretary called the roll, and the following Senators an-
swered to their names:

Ashurst Hughes Oliver Smith, Mich,
Borah James Overman Bmoot
Brandegee Johnson Owen Sterling
Bryan Kenyon Pa. Stone
Chamberlain Kern Perkins Bwanson
Chilton La Follette Pittman Thomas
Clapp Lane Pomerene Thompson
Crawford Lee, Md. Ransdell Thornton
Culberson Lippitt - Robinson Townsend
Cummins Lodge Root Vardaman
Dillingham MeCumber Saulsbu Walsh
Fletcher McLean - Sheppa White
Gallinger Martine, N. J, Sherman Williams
Gore Nelson Simmons

Gronna Norris Smith, Ariz

Hollls O’'Gorman Bmith, Md.

Mr. OLIVER. My colleague [Mr. PENrosE] is unable to at-
tend the sessions of the Senate for the present on account of
illness.

The PRESIDING OFFICER. Sixty-one Senators have an-
swered. A quorum is present.

Mr. STONE. Mr. President, I do not intend at this time to
discuss the bjll pending as the unfinished business, I may
have something to say on it to-morrow when the Senate
reassembles after a recess or an adjournment.

The really great speech delivered by the Senator from Mon-
tana [Mr. Warsa] this morning, masterful and instructive, I
commend to the careful study of my Republican colleagues
who have been complaining that Senators on this side do not
or have not sufficiently discussed the bill. I regret that only a
few of them were present to hear if. They have expressed
great anxiety to hear some discussion from this side, and have
complained bitterly at the small attendance of Senators. They
were not here except in a limited way this morning. Hence I
say I hope such of them as heard this great speech will per-
sonally ask their colleagues to give it prayerful attention by
reading it and reading it in the REecorp, as it will appear in
the RECORD.

Mr. President, it has been a source of surprise and regret
that our Republican friends seem to have determined not only
to oppose this measure to the bitter end, but to put themselves
in an organized opposition to practically everything suggested
or proposed by those who, being in a majority, are especially
charged with the responsibilities of legislation and of the con-
duct of the Government, and that they carry this opposition not
only to questions of domestic import but to international rela-
tions.

Senators on the other side have surprised us by the freedom
with which they have criticized and even attacked the policies
of the administration with respect to international affairs.
Many Republican newspapers have done the same thing—for-
tunately not all of them—and by way of contrast to what is
said upon the floor upon that side and what is said in Repub-
lican newspapers generally, I wish to have read into the REcorp
an editorial appearing in one of the greatest Republican jour-
nals in the country, and one of the most potential organs of
that party, the St. Louis Globe-Democrat. I think it perti-
nent that it be put in at this time, that it may go along with
the letter sent by the Secretary of State to me a few days ago,
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and which has been printed as a Senate document. I ask that
it may be read. 43 . ;

The PRESIDING OFFICER. Is there objectien? g

My, SMITH of Michigan. Mr. President, I do not intend to
object to the request——

Mr. STONE. I can read it if the Senator objects.

Mr. SMITH of Michigan. But I am going to ask a similar
courtesy after the Senator has had his article read.

The PRESIDING OFFICER. The Chair hears no objection.
The Secretary will read as requested.

The Secretary read as follows: ¢
[From the Bt. Louis Glob&Demfgi-gti Tuesday morning, January 26,

TURNING ON THE LIGHT.

Secretary Bryan's letter to Senator Stonxm, written in answer to a
communieation received from the Senator in his capacity as chairman
of the Senate Committee on Fore Relations, ought to set at rest
miuch of the useless and harmful tation concerning assertion of neun-
tral rights. It has not been possible at any time since the beginning
of the war to find cause of just complaint of the course being taken by
our Government. And the subject is one filled with so many difficulties
which could easily become dangers threatening a continuance of our
own peace that it has been im ble not to view with apprehension
of its possible results a course of conduct tending, though not calculated,
to raise and force complications which would end all our mneufrality
with a state of belllgerency. The welght of public opinion has re-
mained calm., That is the saving fact in the situation. But the noise
and clamor raised by contending elements has been such as to create an
artificial situation, and one which.it is advisable should be met with
an official statement of facts showing clearly the limitations  within
which we must act, and the action we have taking within those
limitations. The policy of maintaining secrecy in our foreign relations
is not one upon which thus far the present administration e¢an com-
gratulate itself. We have seen enough of that in our Mexican affairs.

The Secretar{oof State is unequivocal in answering c.hnrg;es and ob-
jections made the course of the department. Takin em up in
detall, as they had been transmitted to him in Senator SToNE's letter,
he deals first and most directly with the contention that an unnecessary
diserimination is made in sales made to the allies which are not made
to the Germans and Austrians. He, of course, disposes of this readily,
as anyone could, with eitations of governing laws and customs under
which the eitizens of any neutral country are prlvileged to sell actnal
contraband to any belligerent at their own risk and that of the bu{‘elr
of the goods being captured by other belligerents. The fact that the
Germans and Ausirians are not now in a position to make soch ca
tures in no way invalidates the nentral rights of sale, To prohibit suc
gales, even by an exercise of the undoubted right to lay an embargo
would, he %lntnlly thinks, be more an abandonment than an Assertion of
neutral right. It would be possible to gu further and say that the ex-
ercise of such a right and power would be so far an abandonment of
neutrality as to be almost tantamount to a declaration of hostility
against peoples in a position to make use of such facilities as our in-
dustries may afford them. When a firm or corporation finds itself boy-
cotted by any body of citizens it does not, for that reason, cease mak
pales to other bodles of citizens who find a way of reaching it an
are wIIIlng to do business with it. Buch as are kept away through
force of the boycott it would willingly trade with if it could, but so
long as they, for any reason, are shut off from its activities, it 1s not
expected to suspend trade relations with all others,

he Secretary shows in detail the misleading nature of all of the
charges made. He shows how this Government, instead of allowing
transport of British military supplies across its Alaskan territory, dis-
tinetly forbade such transl:mrting. He cites the records to prove that
in each case where, as alleged, our neutral rights have been invaded
without protest, that protest was made. He establishes the fact that
in emrﬁ case of the selzure of Germans or Austrians aboard American
ships the wrong has been righted after protesi by the Government at
Waahmi;ton. e states that allied ships lying outside our harbors have
been withdrawn after protest. He disposes effectually, we think, of
charges about coaling at Panama.” Many of the po!n{a of obEect!on
raised he shows to be covered in the note to Great Britain of m-
ber 26, answered by Sir Edward Grey, and which is now the basis of
further negotiation, We congratulate him and the country upon a
statement which will go far toward removing a source of Irritation
and danger. We do this the more readily because of the evidence the
statement affords that our rnreifn relations are not such a sacrosanct
thing that an{ large body of American citizens may not know thelr
state at any time on any gquestion.

Mr. LODGE. Mr. President, if the Senator will allow me, as
he has the floor, I suppose——

Mr. STONE. I surrender it.

Mr. LODGE. I only want to say that I certainly have made
no adverse criticism, and I think no one on this gide has made
any adverse comment on that letter of the Secretary of State.
I thought when I read it that it was a most excellent letter and
did the greatest credit to the Secretary. My chief objection to
the bill now pending is that the proposition to buy belligerent

_ ships goes directly contrary to the principles laid down in that
excellent letter. 3

Mr. STONE. Mr, President, I did not say that Senators had
criticized that letter. I said, and I repeat, that Senators on the
other side, very able and distingnished Senators, have criticized
and even assailed the administration with respect to its general
foreign policy, and I had the editorial read merely for the pur-
pose of showing that one Republican journal at least is com-
mending the general policy of the administration.

Mr. SMITH of Michigan. Mr. President, lest the view of our
friend from Missouri [Mr. StoNE] should be taken as the unani-
mous expression of public opinion, I desire to ask consent to
have read an editorial in the Philadelphia Inquirer of Tuesday,
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which reflects a little divergent view upon the subject of the
course of the administration.
The PRESIDING OFFICER. Is there objection? The Chair
hears none, and the Secretary will read as requested.
The Secretary read as follows:
[From the Philadelphia Inquirer, Tuesday morning, January 26, 1915.]
= ' PRESIDENT WILSON AS A MENACE,
seems to us that the time has come to speak very
11518 the attitude that has been assumed by ?gesldent llson. For the
resident ag & man.we have the greatest respect. We have said upon
g&quent occasions that we do not question his sincerity. He believes
'S oroughly in “himself and in his theories. Nevertheless, men are
uman and subject to human errors, and the President is not infalllble.
On the contrary, while we dislike to say it, he constitutes to-day a
menace to the country,
He is a menace not onl

Ininly concern-

in a business way, but to the ce of the
Nation, while his l!.sl.m.lm's1 on of sole power in Washington is a violence
to the Constitution which Is becoming more and more serious,

We are guaranteed under the Constitution a government divided into
three departments—the-lggislative; the executive; and the judicial. The
President has not yet laid hands on the judiciary, but so far as having
a4 mind. of its own is concerned, Congress has cea to exist. It is
dominated completely by the Execative, It dares not 1ift a hand unless
bidden-to do so by its master in the White House,

There was a time when men were sent to the House and Senate to
represent. their constituents. That time has passed into history. A
Democratic majority exists in both branches, but it has no voice. In
awe of its self-constituted leader, the ** captain of the team,” it
trembles in his gresence and hastens to do his bidding. If perchance
there is a sign of rebellion he summons a cancus, places whatever meas-
ure he has in mind before it, makes of that measure a party affair, and
demands and receives implicit obedience,

The Jawmaking power is tu—da% in the hands of the President. He
creates law and executes it, and { g0 doing he is menaecing liberty of
action and independence of thought and is making a mere plaything of
the Constitution,

But since he Is assuming the right to dictate legislation he must as-
sume the onsibility as well.

He has belittled his high position as President of the United States
and prefers to be known as a party leader. In the common parlance of
politics, he is a partisan boss and rules as a partisan, while his SBecre-
tary of State is engaged in the pleasing (to bim) task of finding offices
for “ deserving Democrats.”

As a partisan boss, therefore, Mr, Wilson must be regarded.

As a partisan boss, then, he Is responsible for the g:ad]y low-tariff
law which but for the coming of the Furopean war would now be
ﬁ_nginq the business of the country into a far more serious condition

n it 1s. Most of the mills that are to-day running full time are en-
gaged 11:3 filling contracts for the armies of the allies, To the business
of the Nation, therefore, Mr. Wilson is a menace,

If it is urged in his behalf that he and his party were pledged to a
low tariff, the argument is valid, so far as the principle is concerned.
But under no circumstances can the nsurpation of the power of Congress
be justified—the denlal of the right of members of his party to amend
or propose amendments to the particular form of law which he had
had drawn up and insisted on passing.

However, the tariff is a matter which can be remedied in the end.
Bnlttthe ship-purchase ?hmtli int;mlt-e tani)thell;d n;:ctlter. =

can no unied at his party is pl to a Government owner-
ship of steamhig ines, and yet here we find him demanding with all
the energy that he Possessea that, come what may, that mysterious bill
which carries with it elements of international complications of a most
dangerous character must be pushed through at the expense of every-
thing else.

In thhi stand which he has taken we find not only a menace to the
constitutional rights of Congress, not only a menace to business, but a
distinct menace to the peace of the country,

From a business point of view this ship-purchase scheme is without
merit. It proposes to finance a company with Government {the people’s)
money to buy.ships at a cost of $30,000,000 as a starter (likewise with
the people’s money), and to place the management of this Government
conecern under a board to consist of the Seeretary of the Treasury, the
Becretary of Commerce, and three men to be appointed by the President,

Here we have a plan which depends u?ou.s_. direct subsidy, which
will be run at a great loss, and which will Erreveut private enterprise
in shipping. No shipping concern under the United States flag depend-
ing on private capital could hope to compete with a Government-run
{:oncem with the entire Treasury of the Nation back of it to pay the
o0sses,

It 18 a soclalistic scheme, and is the first step in a Government owner-
ship which might easlly be stretched later on to comprise rallways and
telegraph and telephone lines. i

But the more serlous polnt is that of threatened Internaticnal com-
plications. There are few ships for sale exeept those that have been
put out of business by the English Navy. These are exclusively Ger-
man ships, and it is apparent that England, since she ohjects to the

transfer to the Stars and Stripes of the German steamship Dacia, pur-
chased té{nn private individual, would protest most vigorously if the
United tes Government came to the rescue of the rman OWners.
Here is where President Wilson is playing with fire. He is inviting
trouble. He is, to quote Senator Lopoe, bringing * the United States
within measurable distance of war.”

It 1s easy to say that England already has her hands full and

wouldn't fight. But how do we know that?
both sides of the water. Furthermore, the attitude of France and
Russia would be the same as that of thelr ally. Again, there Is Japan,
with a nayy that ranks only just below that of our own. In case of
hostilities, where would we be? We should have just about all that
we could contend with in Japan alone.

In any event, our commerce would be gone.
of stuff outside the United Btates. 3

It is inconceivable that we should go to war; Inconceivable that the
President would permit war. But in case of a bitter controversy which,
if carried to its end, wounld produce war, we should either have to
make good or erawl on our hands and knees in the most humiliating

manner. :

Mr. Wilson 1s a man of theory. He had a theory about Mexico. ITe
even sent an army to -Vera Crug. That action on his part was an act
of war and would have brought about hostilities had not Mexliey been

There are hotheads on

We couldn’t sell a ton
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rent asunder by bandit bands. He played a game of bluff with Mexico,

and his bluff was called. He has failed most miserably in his Mexican
olicy. He has made the United States a byword and a thing to be
issed Iin the streets of Mexican cities.

The President can theorize and bluff with Mexico, It is safe. But
he can not theorize and biuf with England, France, Russia, and Japan.
1f he should buy the German ships, he would face a serious contmversﬁr.
one that, because of the uncertain outcome, would at least disrupt the
export business until it was settled, even if It did not bring on hos-
tilities. And if we had to back down to prevent war after we had
hluffed tg the limit of controversy, in what sort of position would that
leave us

The ahip-ggrchnne bill 1z a disastrous scheme from any vlew?olnt
whégefer. for President Wilson, we repeat what we sald at the
outset :

Bv assuming the attitnde that he has, he is a menace to the country.

Mr. JONES. Mr. President, I have an amendment which I
intend to proposge to the shipping bill, which I ask may be read
and then printed. It is a short amendment, but a very impor-
tant one.

The PRESIDING OFFICER. Is there objection? The Chair
hears none, and the Secretary will read the proposed amend-
ment.

The SECRETARY. After the worids “shipping board,” in line 2,
page 8, of the latest substitute presented on behalf of the com-
mittee, it is proposed to insert the following:

And from and after the passage of this act it shall be unlawful to
manufacrure, barter, sell, or give away any spirituous, vinous, malt, or
ather aleoholie liquors of any kind upon an{ vessel or other structure lo-
cated or operated upon any of the navigable waters of or under the juris-
dietion of the United States, and any person who shall manufacture, bar-

ter, sell, or give away any such intoxicating liquors or otherwise vio-
late the provision relatinﬁothemto, shall be guilty of a misdemeanor and
be fined mot less than nor more than $5,000 or be imprisoned for

not less than six months or more than five years or be beth fined and
lm?risuned for each offense; and each aect of manufacturing, bartering,
selling, or giving away such liguors shall for the purposes of this pro-
vision constitute a separate offense.

Mr. SHERMAN obtained the floor.

Mr. NORRIS. Mr. President—

The PRESIDING OFFICER. Does the Senator from Illinois
yield to the Senator from Nebraska?

Mr. SHERMAN. Yes, sir,

Mr, NORRIS. If the Senator will yield to me just for a
moment, I wish to ask unanimous consent to offer and have
printed two amendments to the pending bill, and I ask that
they lie on the table.

The PRESIDING OFFICER. Is there objection? The Chair
hears none. and the proposed amendments will be printed and
liec on the table.
i MESSAGE FROM THE HOUSE.

A message from the House of Representatives, by J. C. Soath,
its Chief Clerk, announced that the House had passed the bill
(S. 6839) extending the time for completion of the bridge across
the Delaware River authorized by an act entitled “An aet to
authorize the Pennsylvania Railroad Co. and the Pennsylvania
& Newark Railroad Co., or their successors, to construct, main-
tain, and operate a bridge across the Delaware River,” approved
the 24th day of August, 1912, with amendments, in which it
requested the concurrence of the Senate.

The message also announced that the House had passed the
following bills, in which it requested the concurrence of the
Senate:

H. R.8904. An act to authorize the establishment of a life-
saving station at the mouth of the Siuslaw River, Oreg.;

. R. 18745. An aet in relation to the location of a navigable
channe! of the Calumet River in Illinois;

H. R. 19078. An act granting the consent of Congress to the
Cleveland Yaeht Club Co. to construct a bridge aczoss the west
arm of Rocky River, Ohio;

H. . 19746. An act to authorize ailds to navigation and other
works in the Lighthouse Service, and for other purposes;

. It. 20083. An sct extending the time for completion of the
bridge across the Mississippi River at Memphis, Tenn., author-
jzed by an aet entitled “An act to authorize the Arkansas &
Memphis Railway Bridge & Terminal Co. to construct, main-
tain, and operate a bridge across the Mississippi River at Mem-
phis, Tenn.,” approved August 23, 1912; and
" 1. R.20077. An act to-provide for the establishment of a life-
saving station in the vicinity of Duxbury Reef, Cal.

DELAWARE RIVER BRIDGE.

The Presiding Officer laid before the Senate the amendments
of the ITouse of Representatives to the-<bill (8. 6839) extending
the time for completion of the bridge across the Delaware River
nuthorized by an act entitled “An act to authorize the Pennsyl-
vania Railroad Co. and the Pennsylvania & Newark Railroad
Co., or their successors, to construct, maintain, and operate a
bridge across the Delaware River,” approved the 2ith day of
August. 1912, which were, on page 2, lines 6 and 7, to strike

“out “the time now limited, namely”; on page 2, to strike out

lines 14 to 24, inclusive; and, on page 3, line 1, to strike out
‘“section 3™ and insert *section 2.”

Mr, OLIVER. I move that the amendments of the House be
concurred in; and, I ask unanimous consent for the considera-
tion of the motion.

Mr. FLETCHER. With the understanding that it does not
displace the unfinished business and will not lead to debate, I
shall make no objection to the Senator's request.

Mr. OLIVER. I make the request with that understanding.

The PRESIDING OFFICER. Without objeetion, the amend-
ments of the House will be concurred in.

IOUSE BILLS REFERRED,

The following bills were severally read twice by their titles
and referred to the Committee on Commerce :

H. R.8004. An aet to authorize the establishment of a life-
sayving station at the mouth of the Siuslaw River, Oreg.;

H. R.18745. An aet in relation to the location of a navigable
channel of the Calumet River in Illinois;

H. R.19078. An act granting the consent of Congress to the
Cleveland Yacht Club Co. to construct a bridge across the west
arm of Rocky River, Ohio;

H. R. 19746, An act to authorize aids to navigation and other
works In the Lighthouse Service, and for other purposes;

H. I&. 20933. An act extending the time for completion of the
bridge across the Mississippl River at Memphis, Tenn., author-
ized by an act entitled “An act to authorize the Arkansas and
Memphis Railway Bridge & Terminal Co. to construct, main-
tain, and operate a bridge across the Mississippi River at Mem-
phis, Tenn.,” approved August 23, 1912; and

H. 2. 20977. An act to provide for the establishmeng of a life-
saving station in the vicinity of Duxbury Reef. Cal.

THE MERCHANT MARINE.

The Senafe, as in Committee of the Whole, resumed the con-
gideration of the bill (8. 6856) to authorize the United States,
acting threugh a shipping board, to subscribe to the capital
stock of a corporation to be organized under the laws of the
United States or of a State thereof, or of the District of Co-
lambia, to purchase, construct, equip, maintain, and operate
merchant vessels in the foreign trade of the United States, and
for other purposes.

[Mr. SHERMAN addressed the Senate, See Appendix.]

Mr. SMOOT. Mpr. President, while the Senator from Illinois
is looking for a missing letter, I suggest the abs:nce of a quorum.

Mr. SHERMAN. The pad in which I had my papers fell on
the floor, and they were mixed up. I had them arranged so
I could find them; but T can quote the letter.

The VICE PRESIDENT. Does the Senator from Illinois
yield to the Senator from Utah?

Mr. SHERMAN. Certainly. i

Mr, SMOOT. I suggest the absence of a quornm.

The VICE PRESIDENT. The Secretary will eall the roll.

The Secretary called the roll, and the following Senators an-
gwered to their names:

Ashurst Gore Norris Smith, Md,
Brandegee Hollis Oliver Smith, Mich.
Bryan James Overman Smoot
Catron Johnson Owen Sterlinf
Chamberlain Kenyon Page Sutherinnd
Chilton Kern Perkins Swanson
(‘laﬁ Lee, Md. Pittman Thomas
Clark, Wyo. Lippitt Robinson ‘Thornton
Culberson Lodge Saulsbury Townsend
Cnmmins MeLean Shafroth Vardaman
Dillingham Martin, Va. Sheppard Walsh

du Pont Martine, N. J. Simmons White
IFletcher Myers Smith, Ariz. Williams
Gallinger Nelson Smith, Ga.

AMr. THORNTON. I was requested to announce the necessary
absence of my colleague [Mr. RAXsDELL].

The PRESIDING OFFICER (Mr. Swaxsox in the chair).
Fifty-five Senators have answered to their names. A quornm
is present.

Mr., FLETCHER. Mr. President, it has been often stated
on the floor, and various editorials have been read, to the
effect that the friends of the pending measure are remiss
in thelr duty in not taking time to present in extenso the
reasons for the proposed legislation. We on this side have
been eriticized quite severely because we have not been
willing to prolong the discussion by  nterrupting speakers,
engaging in colloquies, and participating more largely in de-
bating the bill 1 have felt that whereas the general subject
has been before the country since at least last September and
under consideration here for over six weeks, after reports upon
the bill, quite full and accessible to all, and since the proposition
has been under public discussion on the platform, in the press,
and generally, for weeks, it is a mere pretense and sublerfuge
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to find fault with the friends of the measure because they have

not consumed the time of the Senate by long-drawn-out speeches.

We would like to have a vote at the earliest possible moment.

- I said on the 4th of January, when we began the considera-
tion of the bill, when some complaint was made that the effort

was to “jam through” the legislation and deny full and free

discussion, this:

I simply wish to suggest that there is no disposition on this side to
limit debate or to Prevent a fair and full discussion of the bill at all.
There is no disposition, as the Senator expressed It, to jam through the
bill. Even if we had the power to do it, certain J we have not a%y
power to prevent an ample discnssion and consideration of the bill e
simply want to get it before the Senate for that very purpose, so that
Senators can proceed, and, whether they are ready or not, we on this
glde are prepared to discuss it,

Frankly, my disposition has been to have each s%eaker proceed under
his own power and consume his own smoke as much as possible. How-
ever, if it will accommodate or gratify the opponents of the bill to
have further views expressed from this side and more discussion of the
subject, I am willing to venture to offer some matters for their con-
sideration, which 1 expect, however, let me say in advance, they will

ignore or push aside as without merit. Their news-
pager friends will do the same. 8o, as far as being hel&!ﬂul to the
public depending on the press is concerned, wglenerally speaking, I fear
my pains will be unrewarded. However, it will be my hope to interest
the other side in some matters which will make it unnecessary for
Senators to spend the time, hour after hour, in reading documents that
are accessible to all of us,

The pending bill was introduced in the Senate on the 9th of
December, 1914, and was referred to the Commerce Committee,
and that committee reported it favorably on the 16th day of
December, 1914, with certain amendments. Other amendments,
without changing the general nature of the bill, mainly to
clarify the langunage, were reported, and the whole, as amended,
as proposed in the nature of a substitute, was reported on the
6th day of January, 1915. Numerous amendments were offered
from both sides of the Chamber, and upon further considera-
tion of the measure it was deemed advisable to report favor-
ably upon additional amendments. As thus perfected, the
first committee substitute was withdrawn and a second substi-
tute, presenting the bill as now completed and taking the place
of all prior amendments of the committee and the original bill,
was presented by the committee on the 26th instant.

Arguments have been made which have been addressed, to
gome extent, to the details of the original bill, but mainly to
the prineiple involved in the proposed legislation and the pub-
lic policy, which is alleged to be a departure unsound and un-
warranted. 'These arguments have proceeded along various
lines, often crossing each other and frequently answering them-
selves.

We have been told by those opposing the measure that there
is really no scarcity of tonnage, and yet that millions of Amer-
ican money is impatient to become invested in ships to engage
in trade.

The facts overwhelmingly established disprove the first state-
ment and the second answers it. We are told that cargoes
are lacking and ships are abundant, and yet that American
investors would at once put their money in ships but for the
fear of the passage of this bill.

The railroad companies give notice that the elevators and
warehouses and sidings at the ports are crowded, the demand
abroad is great, and yet the commodities are not moving in
sufficient quantities to avoid congestion, when at all.

We are told that the rates are not excessively high, insurance
and delays considered; that mines strew the seas; that the
hazard is great, and the dangers of seizure and interruptions
by search are factors which justify the present rates of freight
and charges. On the other hand, it is argued we need a mer-
chant marine, and the Government should guarantee the bonds
of private companies, which would provide the ships, and the
Government’s gnaranty would bring forth the abundant private
capital eager to make the investment.

It is asserted, on the one hand, that the 25 or 30 ships which
opponents say could be acquired or built under this bill would
have no effect on commerce, create no competition, eut no
appreciable figure in shipping, and the corporation would soon
become bankrupt, and yet the existing shipping interests are
protesting they will be run out of business and can not stand
the competition. Such are only a few of the inconsistencies in
the arguments made.

It is argued in the face of these claims that no vessel of
any nation at war should be acquired under any circumstances,
and that if this is done the world's tonnage would not be in-
creased and the danger of entanglement in international affairs
would become imminent. The reports of Secretary McAdoo and
Secretary Redfield and of the committee on that point are
unanswerable. It is assumed in the argument that one purpose
of the friends of this measure is to acquire German ships new
interned. A man of straw is set up in order to have something
to demolish.

not like and ma

We assert there is no such purpose or necessity. What do we
want with a 56,000-ton ship? The best type of cargo carrier is
less than 8,000 tons. Light-draft vessels, for South American
trade especially, will be required. Let us examine briefly the
foundation of the arguments against the measure as set forth
in the minority views.

MINORITY VIEWS UNSOUND.

It can be easily shown that the report is full of fallacies,
inaccuracies, and inconsistencies. Condensed to its substance,
it holds (1) that if the bill is designed as an emergency measure
there is no need for it, as existing conditions do not warrant it;
(2) that if there is an emergency the bill does not provide a
remedy; (3) that if the bill is designed as a permanent policy
of the Government the minority is against it, because of the
Government-ownership feature.

First. There is an existing emergency for that matter, but
aside from that I would call atfention to the House report,
made a part of our report, in which this statement appears:

The fact that we a sum variousl 200).-
000,000 to SSOU.OOORJ%{) s.:nualty ltc:lsvis:glt::m:::ldertofobrglgonaag;m:h
transport our commerce, which seriously affects our balance of trade,
is urged as a sufficient reason why we should have a merchant marine
of our own, but this is only one o many reasons.

Again, it has been pointed out that Great Britain with her
vast navy was, nevertheless, compelled to commandeer over
500—some estimates give 1,500—merchant vessels as trans-
ports and auxiliaries, and this shows the great need of passing
this bill to establish an American merchant marine, to be
available as naval auxiliaries in case of war, even if the present
extraordinary shipping situation was no longer a factor. The
agitation for an American merchant marine has been going on
since 1880. The present shipping conditions caused by the war
have only served to force on us a full realization of the con-
sequences of not having a merchant marine of our own.

Nowhere in the minority report is there any practicable sng-
gestion as to how we may otherwise establish an American
merchant marine, nor does the minority report even say that it
is desirable that we should have an American merchant marine;
in fact, one may readily infer from this report that an Amer-
ican merchant marine is not at all necessary or desirable.

The minority report repeatedly disputes the fact that there is
a shortage in shipping; and it says that the situation has been
greatly “ magnified and exaggerated.” It refers to the * alleged
scarcity of tonnage” (p. 4); “an imaginary lack of tonnage"
(p. 7). *It is not improbable,” says the report, * that on the
whole the world’s trade has diminished in a ratio commensurate
with the loss of ocean tonnage” (p. 4). *“ Generally speaking,
there is sufficient tonnage to meet all demands,” says the report
(p. 6). The report quotes the Boston Marine Association as to
four sailing vessels alleged to be idle in Boston Harbor, as if in
this day, even if these ships were idle, sailing vessels can be
considered as a factor in the far-seas trade.

In view of the actual facts of the shipping situation, as any-
one can readily ascertain, the attempt to prove that there is no
shortage in shipping is little short of an insult to one’s intelli-
gence. . :

Vessels usually. worth $5,000 a month now get $40,000 a month—

Says the Journal of Commerce, of New York, of January 11—

Demand for tonnage much In excess of the available supply. Char-
terers continue to experience great difficulties in covering their require-
ments as far ahead as April owing to scarcity and light offerings of
available boats. A very similar condition cxfsts in ﬁlc sall-tonnage
market relative to trans-Atlantic business, the demand for vessels being
considerably in excess of the supply of those of suitable class.

This is gquoted from the Journal of Commerce of January 11.

Fewer steamship sailings to South Amerlea. Shortage In January
steamers unavoidable. Complaint made to Washington.

This is from the Journal of Commerce of January 12.

The demand for tanmi;e in the various trades shows no abatement,
while the supply of available steamers does not begin to approach the
requirements of the trade,

From the same journal of January 11.

The above quotations, which are only a few of the many
available, are from a paper which is almost hysterical in its
opposition to the shipping bill, but must, nevertheless, truthfully
state the facts relative to the shipping market in its news
columns. The editorials are in hopeless conflict with the ad-
mitted facts.

The minority report undertakes to show, by five reasons, that
the high freight rates that have prevailed for some months past
and which continue to steadily rise are due to causes other than
shortage of ships.

War insurance covers all the risks enumerated in reason No. 1,
and the cost of war insurance is not sufficient to warrant the
exorbitant freight rates now prevailing. As a matter of fact,

_in many ecases the charterers pay the war insurance on the

vessel as well as on their cargoes.
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The average cargo steamer, with a net dead-weight cargo
capacity of from 7,000 to 10,000 tons, costs from $300,000 to
$400,000. Assuming that they are insured for their original cost
at the highest rate prevailing in Europe—except Germany—the
cost of war insurance will not exceed 50 cents per ton eargo
capacity in each direction. This utterly disproves the state-
ment that war-risk insurance is a factor of any consequence in
the increased freight rates. To illustrate: Rates on grain to
Rotterdam have increased $10 a ton; rates on cotton to Rotter-
dam have increased $20 a ton; and to Germany rates on cofton
have increased $60 a ton; and cotton is noncontraband and free
from seizure. The Government provides insurance at reason-
able rates on cargoes carried in American bottoms. This subject
is discussed in Document No. 678, part 1, page 12, and it is
shown that this item is no material obstacle.

Rteferring to reason No. 2, even a delay of 60 days, as men-
tioned in the report, would not warrant the increases in rates
which have taken place, as, for instance, $5,000-a-month vessels
now command $40,000 a month. However, such delays are
exceptional, and in the great majority of cases vessels are
being dispatched with little undue delay. Delays of a month
and longer in certain South Ameriean ports have been the
regular state of affairs for many years, yet they did not cause
any noticeable increase in freight rates on vessels engaged
in the South American trade until this war.

The statements made in connection with the steamship Afis-
sourian are misleading. In the first place, she could not carry
8,000 tons of freight in addition to the horses she carried. The
Missourian was chartered by people who had a contract to
supply horses to the French Governmenf, and their contract
calls for the delivery of the horses in France. Their profit
is not made on the transportation, but on the sale of the horses,
and that profit is large enough to warrant them in devoting
the vessel exclusively to transporting their horses to France
until they have completed full delivery of their contract.

As to reason No. 3, the charterers pay Jor the coal, and if
they must bunker for the round trip and thereby reduce the
carrying capacity, the loss is the charterer’s and not the ship-
owner's. If there is any point to that reason, it would be that
the owners should make a conecession in the charter rate to
compensate for the loss of space:caused by the necessity of
carrying coal for the round trip, but, as a matter of fact, the
famine in ships is so great that shipowners simply say, * Take
the ship on our terms and stand your own extra expenses,” and
even so their ships are snatched up with little argument.

Reason No. 4 1 have covered in my comunents and answer to
reason No. 1.

The fifth reason asserts the breaking down of credits and
exchanges, and that is alleged to complicate the situation.

I fail to find any connection between this reason and in-
creased freight rates, If we are to consider this reason at
all, it should have resulted in a decrease in freight rates, and
it actually did result in that for a short period immediately
after the outbreak of the war. If we need better financial
arrangements as well as ships, the answer is they are being
supplied.

It will be seen that all of the reasons which the minority
has go laboriously stated are utterly without merit as explain-
ing the great increase in freight rates.

As to the generalities on the question of freight rates, which
the minority report quotes from two bulletins of R. G. Dun
& Co., one dated three months ago, in the face of actual con-
ditions as they are known to all in the shipping business, these
are only additional absurdities appearing in the minority re-
port. This is also true of the tables of freight rates which
take up the last three pages of the report. So the argument
that boats sailing from New York to South America show
cargo space not occupied means nothing. The ships may have
Dbeen loaded down to thelr marks with every pound of cargo
they could carry and still have cubic feet of space left.

We now come to the minority’s comment on the purchase of
ships as provided for in the bill. Even if we are unable to
buy a single ship and it is necessary to have all the ships built
and to wait 18 months for them, as the minority says, the bill
should be passed. That, however, is not the condition. British
and French shipyards are working night and day turning out
merchant vessels as fast as they can. New vessels are being
lnunched every few days, and the Government will be able to
buy at very favorable prices new or nearly new excellent eargo
steamers to the full amount provided for in the bill. Ineci-
dentally I would mention that the present activities in Euro-
pean shipyards do not indicate the European shipping interests
anticipate the slump in shipping which the opponents to the
bill say will take place after the war.

A responsible shipbuilder tells me ships of 5,000 tons can be
built in T months, and ships of 9,000 to 10,000 tons can be built
in 11 months. { '

Trading possibilities have always augmented on the termina-
tion of war. That is the experience of the past, without ex-
ception.

The typical cargo steamer measures 7,760 tons gross, 4,870
tons net; length, 470 feet; beam, 54 feet; depth of hold, 31 feet;
cargo carrying capacity, 10,400 tons; average sea speed, 13
knots per hour,

For several years, right up to the outbreak of the war, there
have not been enough ships afloat to handle the commerce of
the world, and for many years after the war is over there will
be an even greater shortage of ships to take care of the rebuild-
ing and new trade developments made necessary by the war.

The several references which the report makes to the pur-
chase of interned German and Austrian ships are without justi-
fication. The purposes of the bill can be accomplished without
purchasing a single one of the interned vessels.

The initial capitalization is not as absurd as the minority
would have it appear. Forty million dollars is a good start; it
will provide a fleet of at least 100 excellent vessels.

And we hear the Senator from New Hampshire and others
talk about 25 or 30 ships as the result of this entire investment.
The best information I can get on the subject is that some 100
vessels can be provided out of this fund.

The fear of those opposed to the bill, I am sure, is not that
the enterprise will be a failure but that it will be a success,
thereby confounding subsidists and Republicans and for all
time destroying the possibility of a subsidy raid on the Treasury.

The methods suggested by the minority for reducing freight
rates are hardly worth serious consideration, even if they had
any bearing on this bill, which has for its object the establish-
ment of an American merchant marine. That is not touched by
suggesting that control of rates be vested in the Interstate
LCommerce Commission, or that * public vessels” be chartered
to private concerns “with restrictions on freight charges.”
What “ public vessels™?

The minority report says that increased and improved trans-
portation facilities will not result in increased trade. The fol-
lowing experience in connection with increase of trade result-
ing from improved transportation facilities will tend to refute
this claim of the minority. It is given by one who knows,
having had that precise experience.

In 1908 the traffic between New York and Bermuda was
maintained by only one line, the Quebec Steamship Co., who
had had a monopoly of that trade for over 80 years. The
trafiic had shown a steady increase from year to year, and to
all appearances they were fully filling all the requirements of
that route. Another steamship line between New York and
Bermuda was established and met with such great success that
in 1910 the Reyal Mail Steam Packet Co. entered the field as
a third competitor. Now note the resulis. In 1908 the annual
passenger traffic between New York and Bermuda, in each
direction, was about 5,000, In 1911 it was 27,000, and the
freight traffic also increased tremendously. The Canadian ex-
perience also shows the unsoundness of the minority’s position,

As to the objections to the Government ownership features of
the bill as they appear to the minority, I will take them in the
order in which they are stated:

(a), (b) For over b0 years there have been no “ personal en-
deavor” or “individual initiative” shown toward the estab-
lishment of an American merchant marine by private interests;
there is no such “endeavor” or “initiative” shown now, nor
is there the slightest basis for believing that there will be any
in the future without the spur of a subsidy or other form of
bounty. )

(e) The War Risk Insurance Bureau, recently organized, re-
futes the allegation that a Government enterprise is a “‘con-
stant tendency to maximum costs.”

Likewise the Government's operation of the Panama Ralil-
road and steamships has been both economical and successful.

(d) In what manner is the proper and legitimate “ multiplica-
tion of Government employees and officials™ an objectionable
feature? The Government is conducting large enterprises with-
out waste or corruption or mismanagement.

(e), (f), (g) The United States Post Office Department is, I
think, the most extensive business organization in the world.
Considering the vast business done by the Post Office Depart-
ment and the high pressure under which the work is done, the
efficiency of the Post Office Department is truly marvelous.
The percentage of mistakes and complaints is infinitesimal as
compared with mistakes of the privately owned express and
telegraph companies and eomplaints of their patrons.
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If there is one respect In which a governmental enterprise
will have an advantage over private enterprises, it is with
respect to *labor problems.” I fail to see why labor problems
are mentioned as a disadvantage of a Government-owned mer-
chant marine.

More * corruption” can be shown in many private business
concerns than in the entire United States Post Office Depart-
ment,

The minority report conjures and imagines dangers and diffi-
culties in connection with a Government merchant marine which
are not even remotely likely to occur and which are not worth
attempting to answer. This much it may be well to say:
“ Surely the President of the United States, who can so easily
involve this country in foreign complications in hundreds of
ways not in the least connected with shipping, ean be trusted
to direct the operations of the shipping board, of which he
would be practically the head, in such a way that the neu-
trality of the country will be preserved.” My quotation is from
a statement made by Secretary McAdoo before the House com-
mittee when the Alexander bill was being considered.

“ Experience required " : It is absurd to say that the Govern-
ment will not be able to command all the “ expert knowledge ™
and experienced men necessary fo carry on the business of a
Government merchant marine, Surely the building of the Pan-
ama Canal, not to mention numerous other business undertak-
ings by Government or municipal authorities, completely dis-
proves this statement of the minority. Likewise the minor-
ity's comments as to the lack of wharves, affiliations with ship-
pers, agencies, and so forth, are utterly without merit. The
Government has advantages in those respects that no private
corporation could ever hope to have. Every consular office
ithroughout the world is a potential agency for the Government
merchant marine.

The possibilities of developing trade with the Republies south
of us are indieated by the following statement :

TRADE WITH LATIN AMERICA,

Latin American imports from leading commercial countrics for flscal
year ending Sept. 30, 1913.

TO WORTH AMERICAN REPUBLICS, Per cent.
From United Kingdom 12. 83
From Germany ... 10. 04
From France 7. 15
From United Btates 52.53

TO SOUTH AMERICAN REPUBLICS,

From United Kingdom 27.78
From Germany.. 18. 36
From France 8. 68
From United States 16. 25

TOTAL OF THE 20 REPUBLICS.
From United Kingdom 24,

From Germany 186.
From France 8. 84
From United States. o 24.59
Out of a total of imports from all countries of $1,825,752,627.
Erports—Fiscal year ending Sepi. 80, 1913.

o FROM NORTH AMERICAN REPUBLICS.

Per cent.
To United Kingdom 11.10
To Germany 7.91
To France B8.85
To United States oo 71.66

FROM SOUTH AMERICAN REPUBICS.
To United Kingdom. 24. 00
To Gérmany . 13. 78
To France - 9. 87
To United States - 17. 65
TOTAL OF THE 20 REPUBLICS,

To United Kingdom 17. 79
To Germany o
To France 8, 34
To United States 81. 03

Out of a total of exports to all countries of $1,589,123,597.

I shall refer to this trade as regards South America some-
what later on.

The Senator from Ohio [Mr. BurroN] propounded certain in-
quiries, which I propose to take up seriatim. Ie surmised the
answers to the questions in his own way and made them the

. basis of his attack on the bill. He lamented the departure
from principle involved, and predicted dire conseguences if the
bill should pass. He advocated conference agreements among
shipowners, and, in its last analysis, his argument leads to a
let-alone policy, which means that there should be nothing done
and that we should acquiesce in the present situation, when our
flag is off the ocean and our foreign commerce is demoralized,
a condition of abject dependence upon competitors in trade and
utter helplessness when they fail. The Senator deplores that

influences outside the Senate move the proponents of this bill.
This compels me to lay before the Senate some evidence of influ-
ences behind the opposition to this bill

The Senator from Massachusetts [Mr. Weeks] undertook to
show from newspaper clippings that the bill has no support in

the press, and therefore he argued that there v-as no real de-
mand for it by the publiec. I will submit some press comments
of a different tone and offer some suggestions which have come
to me to account for the attitude of certain newspapers cited
by the opponents of the measure. The communications from
the Secretaries of the Treasury and Commerce refute the con-
tention as to the public demand. In the arguments of op-
ponents they lay stress particularly upon objections to Govern-
ment operation.

If the Government would only build the ships and pledge
itself to charter or lease them at once, I apprehend that opposi-
tion to the measure would speedily disappear. It is the one
word “operate” that disturbs quite a few people of great
influence. To build the ships and then lease or charter them at
such figures as might be obtainable—which, no doubt, could be
arranged by the shipping interests to suit themselves—would
be almost as good for them as their other proposal, that they
would build or supply the needed ships if the Government would
only guarantee their bonds. Just where the people generally
would reap benefit by that arrangement, without very material,
if not absolute, control over rates and routes by the Government,
it is difficult to see. It Is quite clear at a glance to see where
the shipping interests would be served by that procedure.

The Senator from Massachusetts [Mr. Weegs] joined his
colleagues in cordial disapproval of the measure mainly because
of the power given the Government's agents to operaté the ships,
I desire to eall attention fo a proposal submitted by the Senator
Iast August and the response thereto made by the Secretary of
the Navy; and I marvel that the Senator’s views, as indicated
in his speech on this bill, appear so at variance with the pro-
posals and announcements put forward by himself a short
while ago.

The Senator from Massachusetts [Mr. Lobce], in a learned,
prepared argument, ostensibly in support of his resolution, but
really addressed against the bill, assumes a case and then pro-
ceeds to attack it. He might just as well say that if this bill
passes the President will issue a declaration of war as to
say if this bill passes the United States will purchase interned
ships which will be opposed by England and France, that it will
be an unneutral act and result in a quarrel and disturbance,
with unthinkable consequences. This bill no more compels or
obliges the purchase of belligerent vessels than it authorizes a
declaration of war. There is no more occasion for complications,
national or international, or even for embarrassments of any
kind, by reason of the passage of this bill than would be
involved in a simple reiteration by resolution of what is con-
tained in the national platforms of the several parties regarding
the merchant marine,

Deplorable situations are pictured on the assumption that the
President, two Cabinet officers, and three additional patriotic
Americans will at once proceed to violate the neuntrality of the
United States and take sides in the titanic struggle going on
in Europe. All this is pure, unfounded assumption. It iz laying
down a premise erroneous and unwarranted, which, at the out-
set, of course, destroys the correctness of the conclusion.

The other side of the Chamber has indulged in some very
vigorous attacks on the President because of his patience and
forbearance respecting the situation close by. What reason
have they for supposing that he would go hunting for tronble
elsewhere? He has brought down reproaches from some of
those opposing this bill for his excessive love of peace and his
determination to avoid strife in a quarter where effort was
required to escape it. Why should he take affirmative action
and invite a quarrel where no limit to its disastrous conse-
quences could be imagined? No; the President has exhibited a
real, absolute demonstration of his devotion to the cause of
peace and his determination to secure it and preserve it at any
cost of national dishonor.

Those composing his official family, beginning with his great-
souled Secretary of State, approve and encourage the course he
has marked out and laid down in his world message at Mobile
and on other occasions; and it is to be hoped that no one in
this country or abroad will be misled by the expressions of ap-
prehension by the Senator from Massachusetts [Mr. Lobge],
followed by the Senator from New York [Mr. RRoor], who was
so conclusively answered in the great address this morning by
the Senator from Montana [Mr. Warsu].

Here again an able legal argument, in the case of the Senator
from New York, on a supposed and not a real case, was made;
here again it was assumed that the purpose is and the action
would be to purchase ships of belligerent nations in such sort
as would put the United States in the attitude. of “ taking
sides " in the 0l1d World conflict. The sentiments of the Senator
from New York respecting the importance of preserving a
strict and sincere neutrality we all share; with his views re-
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specting the significance of being careful we are all in full
sympathy. There was no occasion to laboriously argue what is
undisputed. There was a mistake in laying down by assump-
tion, even by implication, the premise which did not and could
not exist in fact.

I can conceive of no better and safer hands to which to
intrust the tranguillity and the highest interests and happiness
of the people of this country than those now holding them.

There is no need to purchase a single ship the purchase of
which would be disapproved by a single belligerent nation as
inconsistent with absolute neutrality; and yet the ships can be
acquired and provided under this bill that will release our com-
merce and relieve our producers and shippers of a distressing
and unendurable situation. To argue otherwise is only to
awaken a prejudice against the bill, to direct attention from the
real issue, to set up a bogy man in order to have something to
bowl over.

The dismal forebodings of both Senators, proclaiming the ter-
rible happenings they foresee, recall similar utterances against
the banking and eurrency bill, the antitrust bill, and about every
other bill that has been brought forward by the majority during
this administration. The country has not gone to the bad, as
they predicted it would when the Federal reserve act was passed.
Let us see, for instance, what the Senator from New York said
about that; and in connection with his observations that there
are regretful indications that this measure is attempted to be
‘made a party measure, the senior Senator from New York—and
I am commenting on his speech of a few days ago—said on
December 13, 1913, on the banking and currency bill:

I regret that the circumstiances under which the measure comes be-
fore the Senate are not more favorable to real discussion,

That is the general complaint; and yet when we discuss the
bill, after they complain that the Democrats are not giving
reason for this legislation and are not discussing the bill, and I
attempt to respond to that demand mainly to gratify their in-
sistence, I look on the other side and see that there are but
three Republican Senators there, and one who is temporarily
seated on this side, who does me the honor to listen to me, my
good friend from Michigan [Mr. SmiTH], and who I am glad to
see at the present time is in very excellent company.

Mr. SMITH of Michigan. Mr. President, if the Senator from
Florida will permit me—

The PRESIDING OFFICER (Mr. WarsH in the chair).
Does the Senator from Florida yield to the Senator from Michi-
gan? -

Mr. FLETCHER. Certainly.

Mr. SMITH of Michigan. I want to commend his patient
and thoughtful and rather heroic effort to enlighten the other
side of the Chamber. I am sure the Members on the other side
did not expect to have this privilege; that if they had known
that the author of this bill was to present his reasons for its
immediate enactment into law they would have been here in
great numbers. What they lose I feel very sure is the gain of
those who have had the pleasure of hearing the Senator thus far.

The PRESIDING OFFICER. Isthe Chair to understand that
that is the suggestion of the absence of a quorum?

Mr, SMITH of Michigan. No; I did not make the point,
because that might be termed in the nature of a filibuster; and
in that kind of a proceeding I have never engaged.

Mr. FLETCHER. I am not at all surprised, Mr. President. I
realize perfectly well that critiesim has been urged more for
other reasons than because they really desired any discussion.
I do not presume to be able to enlighten my friends on the other
side on this or any other subject; but I am trying to discharge
the responsibilities that I feel rest on me, partly by reason of
their eriticism and partly by reason of the impression they
have put out over the country that the proponents of this bill
are not willing or in position to discuss it.

Mr. POMERENE. Mr. President, if I may be permitted to
make the observation, I am quite sure the Senator from Florida
could enlighten them if they desired enlightenment on the
subject.

Mr. SMITH of Michigan. Mr. President, that this may not
seem to be a purely family party, I think I have listened with
profit to the Senator from Florida, and I think the entire dis-
cussion of to-day has been most creditable to the Senate and to
the country. It will be many days before the Senate will have
the privilege of listening to a more elaborate and painstaking
address than we listened to this morning from the honorable
Senator from Montana [Mr. Warsa], who now occuplies the
chair; and to have cut off such a discussion by a peremptory
demand that we should go to a vote without that kind of infor-
mation would have been little short of parlinmentary reckless-
ness, I am sure we ought to have time to hear discussion such

as the Senator from Florida is now conducting, and we ought to
have time to read these elaborate discussions before we are
forced to commit the country to almost an irrevocable error, if
it should turn out to be an error.

Mr, SIMMONS. Mr. President, I should like to ask the
amiable Senator from Michigan how it is possible for his party
to listen to this discussion when they are in the cloakroom or
in the restaurant? y

Mr. SMITH of Michigan. Why, I do not exactly know where
my party is at the present time. [Laughter.]

Mr. POMERENE. Mr, President, has not that been the dif-
ficulty with the Senator's party for many years? [Laughter.]

Mr. SMITH of Michigan. Obh, no. The trouble with our
party is that we have not known where our opponents were.
Most of the time we have been obliged to pursue them in the
thicket and the darkness and the fog of their political convie-
tions. We do not always have the pleasure of seeing them
arrayed as they are this afternoon, with smiles and good cheer
and hopefulness.

Mr. POMERENE. Mr. President, if the Senator and his
Republican colleagues would do us the honor to listen to this
discussion, they would have no trouble in finding out where
we were.

Mr. SMITH of Michigan. No, Mr. President; that is very
true. I do not question the whereabouts of the honored Senator
from Ohio. I know that he is wherever the President of the
United States places him, most of the time.

Mr. POMERENE. Mr. President, while I am under his leader-
ship I am quite sure I will not be led astray. It is to be re-
gretted that the distinguished Senator from Michigan does not
see fit to align himself under the same leadership. If so, he
would not have been traveling in darkness so long as he has

been.

Mr. SMITH of Michigan. Mr. President, I do not want to
prolong this friendly discussion, but perhaps I ought to with-
draw the remark that I made concerning the Senator from
Ohio. When I made the remark I had just been reading the
veto message of the President on the immigration bill, and I
supposed, of course, the Senator from Ohio would follow his
wise leadership in that as in all other matters.

Mr. FLETCHER. Mr. President, the party of the Senator
from Michigan seems to be somewhat in the chronic position
of being split up. He is in the Senate and the others are out in
the cloakroom. I want to say further that I ought to correct
the Senator’'s statement in alluding to me as the author of the
bill. I do not claim that distinetion. I am simply acting
chairman of the committee that has reported it, and I am doing
all I can to support the bill and to explain its main features,
and I am heartily in favor of the hill.

I will proceed with my reading from the speech of the Senator
gom il?;ew York [Mr. Roor] on the 13th of December, 1913.

e said:

I am not one of those who denounce caucuses and attempts to secure
united Farry action. Under my own conception of a government by
political parties, membership in siegarty involves certaln obligations to
attempt agreement upon that uni arty action which is necessary to
discharge party responsibilities. I do not think that the declaration
of afillation with a litical party should be regarded as merely a
means of obtaining office, to be forgotten after office is obtained. I
think that when by declaring himself a member of a political party a
man has secured an electlon to office by his fellow citizens, he has
assumed toward them an obligatlon to seek to do his part toward
discharging the responsibility of hls party in putting into effect the
policies which it declares.

So that I can quote the Senator in support of any action
which the Democrats have taken in reference to this bill

Then as to these forebodings which find expression now and
then with reference to measures which our friends on the other
side oppose, there are several illustrations in the same address.
He sald:

So, sir, I can see In this bill itself, in the discharge of our duaty, no in-
fluence interposed by us against the occurrence of one of those periods of
false and deluslve prosperity which inevitably ends In ruin and suffering.

Numerous expressions of that kind appear in this speech, sig-
nifying that if the Federal reserve act should pass, in his
judgment the whole country would suffer, and credits would be
put upon a basis which was unsound and unwise and destrue-
tive. In the same speech he makes this allusion:

Then as our merchant marine has practically dlulnpeared, we pay
the frelght and the insurance—certainly practicall{, all the freight one
way—on the goods exported or goods imported, however the custom
of the particular trade may be, and that freight is paid to the foreign
steamship owners.

He was speaking with reference to the amount of money
which goes out of this ccuntry. He says:

8o, sir, If we enter upon this career of inflation we shall do it in
the face of clearly discernible danger—danger, which, if realized, will
result in dreadful catastrophe.
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And at the close of his speech he said:

Ah, Mr. P'resident, we are turning our faces away from the funda-
mental princ_l{;]e upon which we have come to our high estate. We
are turning them weakly toward practices which history shows have
invarlably led to decadence, to degradation, and the downfall of na-
tions. e are setting our steps now in the Eﬂthwar which through
the protecticn of a ternal government hmuﬁ t the migh gg:er of
Rome to its fall ; and we are doing it here without a mandafe m. the
people of the United Btates. Ab, more than that, we are doing it in
violation of the express verdict of the people of the United States.

Mr. SIMMONS. That was with reference to what bill?

Mr. FLETCHER. The banking and currency bill, then pend-
ing in the Senate, which since has been written into law, and
which I believe now meets the commendation and approval of
the very people who were then opposed to it as well as of all
other people generally.

So it is no new thing to hear these doleful predictions from
our friends on the other side respecting practically every bill
that is presented from this side for consideration. Similar
predictions were made by the Senator and his colleagues re-
specting that and other measures which not only have not
proven sound, but, in the course of events, experience has shown
the futility and inaccuracy of such prophecies. The country
ought to be somewhat steeled against that sort of thing by this
time,

The argument advanced that no emergency exists is com-
pletely answered by the response of the Secretary of the Treas-
ury and the Secretary of Commerce to the resolutions of the
Senate requesting them to furnish all available information in
relation to the increased rates for ocean transportation which
have taken place since July 1, 1914, and any and all other facts
relating to ocean transportation which adversely affect or in-
Jjure commerece.

I shall not take the time to read from the communication
giving us the information desired and appearing as Senate
Document 673, parts 1 and 2. The facts set forth completely
overthrow the contention that no emergency exists; that rates
are not exorbitant, in many instances even prohibitive; that
tonnage is ample and only cargoes are lacking, as claimed by
opponents of this bill. Our commerce is obsiructed and in
many instances has ceased to flow, this being caused both by
lack of tonnage and exorbitant freight charges. The proof is
there furnished in conclusive fashion.

Referring to that report for just one or two statements, read-
ing from page 15 of part 2 of Document 673, the statement is
there made:

While this report is being written—

And this report was presented on yesterday, so it is up io
date—

information ls received that rates are higher than those given in some
of the tables herein presented, and that even at these extraordinary
figures it Is difficult to obtain cargo space for earller sailings than
March and April. -

From the foregoing tables it will be observed that ocean freight rates
on grain from New York to Rotterdam have been increased since the
outbrca¥ of the war 900 per cent; on flour 500 per cent; on cotton 700
per cent.

From New York to Liverpool the rates on the same commodities have
increased from. 300 to 500 per cent.

From Baltimore to European ports (e:ceptingdaerman) rates have
mn Increas;?d on grain 900 per cent; on flour 364 per cent; on cotton

per cent.

From Norfolk to Liverpool rates on grain have been increased from
157 to 200 per cent; on cotton 186G per cent.

From Norfolk to Rotterdam the rates on cotton have been Increased
471 per cent; to Bremen the rates have increased on cotton 1,100 per
cent, namely, from $1.25 per bale to $15 per bale.

From Savannah to Liverpool the rates have been increased on cotton
250 pert cent ; to Bremen the rates have been increased on cotton
per. cent.

From Galveston to Liverpool the rates have been increased on g;:eln
174 per cent; on cotton 361 per cent; to Bremen the rates have n
inereased on cotton 1,081 to 1,150 per cent.

And so on. The report deals further with the burden upon
American business and with the effect of high ocean freight
rates on the American farmer, which I shall be glad to have
inserted in my remarks without reading, Mr. President—just
those extracts.

Mr. JONES. Mr. President, I object to the insertion without
reading,

The PRESIDING OFFICER. Objection is made.

Mr. FLETCHER (reading)— 3

Ocean freight rates are still rising and are limited onl{hby the greed
of the steamship owners on the onme hand and by what the traffic can
stnnd on the other. ;

The Government has no power to control or regulate ocean freight
rates: it can not, under existing law, protect our foreign trade against
these extortfonate and hurtful charges. The steamship owners can in-
crease rates without notice and upen the instant, and our business men
are heipless. The steamship companies are their own masters and do
as they please with the transportation of our exports. As already
shown, they are seriously checking our foreign trade, and in some
cases, such as lumber and coal, are stopping it altogether.

(See letters of Willlam Haas & Sons, Exhibit 43: Gano, Moore & Co.,
of ng[{m}glghia. Exhibit 5; American Tripoli Co. (flour), Seneca, Mo.,

SCARCITY OF TONNAGE.

The scarcity of steamship tonnage is notoriously trne. Every daily
per which publishes shipping news testifies to thls incontrovertible
act. Attention is called to attached cilppin&‘ from the New York

Journal of Commerce of January 2, 1915, and the Wall Street Journal
of January 1, 1915 (Exhibits 78 and 79), which show eclearly the
scarcity of tonnage.

But the coneclusive evidence of the shortage of tonnage is the exces-
sive and unparalleled ocean freight rates now prevailing. Such rates
could not be maintained if tonnage was abundant.

BURDEX UPON AMERICAN BUSINESS,

Annexed hereto as Exhibit 1 is a summary of our sea trade and the
estimated freight cost of handling it from July to December, 1914,
inclusive, prepared by the actuary of the Treasury Department.

From this it appears that our toial exports by sea for July, 1014
(before the war), were $130,225,470, and the ocean freight cost was
§7.833,482, or 5.83 per cent; the totnl of ruch exports for December.

914, were $226,000,000 (esf‘.‘lmated), and the ocean freight cost was
$30,742,500, or 13.6 per cent—an increase over July of 141 per cent.

If the ocean freight cost on December exports had been at the same
rate as July, viz, 5.63 per cent, the total freight charge on our exports
for December would have been $12,723.800 instead of $30,742,500. In
other words, the increased ocean freight tax arbitrarily imposed upon
our farmers and business men for the month of December, 1914, only,
was: $18,018,700. If exports by sea continue for the 12 months o
1915 at the bacemhar. 1914, rate and the ocean freight charges are the
su.!e as ftor sbmt mber, l(ﬂllf.c}he“:\l!;erician )fal_;meraseaau:} bg;!nnuﬁ men
will pay to POWDErs. ncipally foreign crea reight char
above t{w normal rate o 521&.224.400. or more than five times {"3:
$40,000,000 which the Government proposes. by the shipping bill to
put into American ships for the protection of our forei%g commerce,

In two months and seven days the increased ocean frelght charges
above the normal rates prevailing in July, 1914) exacted on our
oreign. trade at the December, 1014, rate would amount to $£40,241,761
or more than the total amount, viz, $40,000,000, which the shipping bill
authorizes for Investment in an American merchant marine,

In 12 months, as before stated, the total increase in the freight tax
levied by steamship owners, mostly foreign, ugon our export trade, at
the December, 1914, rate wounld amount to the sum of $216,224,400.
If the same -be appled to our import trade, there would be an additional
increase of $£95,640,000, or a total increased ocean freight charge on
exports and imports by sea in one year of $311,864,400, or 141.6 per
cent over the usual cost. (8See Exhibit 2.)

Thus far we have been dealing only with the increased ocean freight
charges over and above the normal rates prevailing in July, 1914, %n-
cluding these normal rates, and assuming that the December, 1914, total
ocean freight charges, viz, $44,342,500, represent an average for each
month of 1915, the total ccean rrel'{:ht charges on American import and
export trade by sea for the year 1015 would amount to the enormous
tog?l of $532,110,000. (See Exhibit 1.) Almost the whole of this huge
snm would paid to foreign steamship owners and would have an
important bearing upon our foreign trade balances; It might, in fact,
turn these balances agalnst us,

EFFECT OF HIGH OCEAN FREIGHT RATES ON AMERICAN FARMER.

It will be observed that the greatest Increases in rates and the
heaviest tax has been imposed upon the products in which the Ameri-
can farmer is most concerned, namely, grain and cotton. These coms-
modities constitute the great bulk of our export trade and Have the
largest influence in throwing the balance of forelgn trade In favor of
this country.

While the steamship companies have imposed conscienceless taxes in
the form of increased rates on grain, amounting, as already shown, to as
much as 900 per cent to some ports, they have placed an even heavier
burden upon cotton, where the increase in rates to some ports is as
bhigh as 1,100 per cent. This increase is particularly onerous upon the
cotton producers of the South, because it comes at a time when the
effects of the war have greatly reduced the value of ecotton and when the
southern farmers are least able to bear additional burdens.

Graln, cotton, and other commedities are usually sold * delivered ™
at the port of destination, When steamship companies raise the cost
of dellvery of grain from 6 cents to 60 cents per bushel, it makes a
vast difference in the price the farmer receives for his .?roduct: and
when ocean freight charges on cotton are raised from $1.25 to $15 per
bale, the price at which the farmer sells his cotton is seriously reduced.

To show what the burden imposed on the farmers by these high
ocean freight rates means, it is necessary ounly to bring out the fact
that while the total freight cost on our exiportu by sea for December,
1914, was §30.742,500, the great commodities of grain, cotton, and
flour bore $11,782,250 for this charge—or more than 36 per cent of the
entire freight cost on all exports by sea for December, 1014,

The argument, as I understood it, of the Senator from Illi-
nois [Mr. Speramax] to-day was that this freight did not affect
the price which the farmer got for his grain; that the freight
was paid by the purchaser. Mr. President, these commodities
are sold and delivered abroad, and whereas the farmer is get-
ting a tremendous price, according to the usual standard, for his
grain in this country to-day, he would be getting more than
he is receiving now If this enormous charge for freight was
not made against the shipment. It is true the price of grain
is high and he is getting a good price for it, but that is no
reason why he should not get a better price if the econditions
can be remedied, as they should be remedied, by making them
such that he will not be made to pay 50 cents a bushel to carry
his grain acress the ocean when he paid something like one-
fourth or one-fifth that at former times, So it is with the other
products—the cost of transportation does affect the price which
the producer gets for his product necessarily, and affects it very
materially and seriously so far as he is concerned.

Mr. SIMMONS. That is why we have been trying to reduce
railroad freight rates.

Mr. FLETCHER. Precisely.
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Mr. SUTHERLAND.
a question?

Mr. FLETCHER. Certainly.

Mr. SUTHERLAND. I suppose, of course, the Senator thinks
that the passage of this bill will reduce ocean freight rates?

Mr, FLETCHER. I certainly do.

Mr. SUTHERLAND. First, I will say that I understand
under the bill $40,000,000 is to be utilized. Am I correct in

t?

Mr. FLETCHER. The bill provides for $10,000,000 capital and
$30,000,000 issue of bonds. So the whole together—the capital
and the bond issue—would amount to $40,000,000.

Mr. SUTHERLAND. Can the Senator tell us how much ton-
nage that amount of money will purchase?

Mr. FLETCHER. My information is that it would furnish
100 ships.

Mr, SUTHERLAND. Of what capacity?

Mr. FLETCHER. Not all of them, of course, are very large
ships, but ships suitable for doing the business; I should think
something, perhaps, like a million tons. I was going to say
800,000 tons, but about a million fons, I will say.

Mr. SUTHERLAND. I think some testimony given before
the House committee was to the effect that it would cost about
$600,000 to build a freight ship of 8,000 tons capacity. Does
the Senator agree with that estimate?

Mr. FLETCHER. That is only an estimate, and according
to my information is high.

Mr. SUTHERLAND. I will remind the Senator that the
only testimony upon that subject which was given before the
House committee is that of a member of the committee, as I
recall, and it was to the effect that it would cost a million or
a million and a half dollars to build a passenger vessel of from
elght thousand to ten thousand capacity, and it would cost
about $600,000 to build a freighter of like capacity.

Mr. SIMMONS. In this country?

- Mr. SUTHERLAND. In this country.

Mr., SIMMONS. .And something near half of that in Eua-
rope, I think, was the testimony, or more than that.

Mr. FLETCHER. The Senator from Massachusetts [Mr.
Weeks] estimated that $50 a ton would build these passenger
ships.

Mr. CLARK of Wyoming. No; not passenger ships,

Mr. SIMMONS. Freight ships.

Mr. FLETCHER. For ships furnishing 800,000 tons he esti-
mated $50 a ton as the cost of construction.

Mr. SUTHERLAND. It would take, I think, possibly twice
as much to build a passenger vessel of a given capacity as it
would to build a freighter of the same capacity. If that esti-
mate is correct, as I compute it, that would provide for about
half a million tonnage instead of 800,000 or a million tons, as
the Senator has stated.

Mr. FLETCHER. Fifty dollars a ton would give 800,000 tons
for $40,000,000.

Mr. SUTHERLAND. That is correct, at $50 a ton.

AMr. SIMMONS. It is my understanding that the Senator
from New Hampshire [Mr. GALLINGER] yesterday estimated
that the cost of building freight vessels would be about $50 a
ton. That is what I understood.

Mr. SUTHERLAND. Supposing that that will supply 800,000
tons, does the Senator from Florida recognize that some of those
ghips at any rate wonld be those which are already engaged in
the ocean carrying traffic? The Senator does not think that the
entire $10,000,000 would be spent to buy ships that are now
idle?

Mr. FLETCHER. I should not think so. Not necessarily so.
Some, of course, would be built; but in addition to all that, in
addition to what may be acquired by the use of the capital pro-
vided for in this bill, the bill also provides for the transfer of
the present auxiliaries in the Navy, those transports which are
not needed for the Army, and also for the transfer of the ships
of the Panama Railroad Co., so that by the charter and lease of
Government ships we have now, you have quite a considerable
fleet to begin with.

Mr. SUTHERLAND. The ships of the Panama Railroad are
now engaged in the ocean carrying business, are they not?

Mr. FLETCHELL. Yes.

Mr. SUTHERLAND. So they would not be in addition.

Mr. FLETCHER. That is true.

AMr. SUTHERLAND. The Senator does not think that we
could build ships in time to meet the emergency which is sup-
posed to exist? We would have to buy them in order to meet
any emergency that exists, would we not?

Mr, FLETCHER. We would have to buy some, I think, but
as I said awhile ago when the Senator was out, my information

Will the Senator permit me to ask him

is that you can build in our yards a 5,000-ton ship in séven
months.

Mr. SUTHERLAND. Seven months is a long time. The
emergency may have entirely passed by that time. At any rate
seven months is a long time to wait for reduced freight rates.

The ultimate question I wanted to put to the Senator, how-
ever, is this: Assuming that we can add to the ocean earryving
trade half of this tonnage—I mean by that that half of the
ships that are procured by the use of this money will be ships
that are now idle—so as to add to the ocean carrying trafiic
some 400,000 tons capacity, does the Senator think that, com-
pared with the entire tonnage that is engaged in the carrying
trade, putting that quantity of tonnage upon the ocean would
materially reduce rates?

Mr. FLETCHER. I have no question but-that the moment
this bill passes you will see a tumble in rates. I think there is
not only not enough tonnage now, but there is manipulation of
ships to help keep up these rates.

Mr., SUTHERLAND. Is not 400,000 tons, while large in it-
self, very small as compared with the total tonnage? The total
:mmage of the world, I understand, is something like 47,000,000

ons.

Mr. FLETCHER. I know that we do not need the total ton-
nage of the world for our foreign commerce. I do not know
what the total tonnage is—that is not controlling.

Mr. SUTHERLAND. It certainly would not represent .any-
thing like one-tenth of the tonnage now in use in the earrying
trade of the United States. The question which occurred to
me was whether or not the addition of that would have any
material effect upon freight rates. In other words, would it
not be a good deal like the United States undertaking to run
a freight train from New York to San Francisco once every
month at a very cheap rate? That compared with the total
business would be so small that it probably would not affect the
railroad rates. -

Mr. FLETCHER. I do not think that comparison applies
here, and I do not think there is any question but what the
effect here would be to reduce the rates and afford additional
facilities. The very strongest argument in support of that
view is the fact that the shipping interests are opposing this _
bill to-day. If executing the provisions of this bill would cut
no figure in commerce, if it made no difference as to their rates,
if it did not affect their business in any way whatever, if they
were enabled to go on with the monopoly they have and with
the combinations they have and with the levy of tribute npon
the producers of this couniry that they are now making, they
wonld say go ahead and pass your bill; but they are not saying
that. i

Mr. SUTHERLAND., If the Senator will permit me, I think
the passage of this bill will be injurious to American shipping
interests. -

Mr. FLETCHER. How could it be injurious if it does not
affect the rates or anything else they are interested in?

Mr. SUTHERLAND. It would discourage them from going
into or continuing the business.

Mr. FLETCHER. We have been trying for 50 years to in-
duce them. They not only will not go into it, but they refused
}10 go into the merchant-marine business under the American

ag. =

Mr. SUTHERLAND. I am not aware of any legislation which
has passed Congress during that 50 years that has a tendency
to induce American capital to invest in the shipping business.

Mr. FLETCHER. We passed an act some time ago that per-
mitted them to get their ships wherever they could, in the
cheapest markets of the world, and put them under our flag, but
that brought none of them under our flag, and again the act
approved August 18, 1914, and still none came except those that
were practically engaged in their own business, some 372,488

tons.

Mr., SUTHERLAND. The Senator refers to the bill which
was passed a few months ago?

Mr. FLETCHER. I refer to the Panama Canal act, approved
August 24, 1912, admitting foreign-built ships to American
register for foreign commerce, and the act of August 18 on the
same subject, !

Mr. SUTHERLAND. Tmmediately after the passage of that
last-mentioned act the bill in question was introduced. I recall
that it was introduced in the House in August, about the time
we were passing the last legislation to whieh the Senator
refers. While the act which we have already passed operated
as an inducement to American eapital to engage in the shipping
business, the bill which we are now considering and which has
been pending has been hanging over the heads of the American
shipping industry for several months, and it has bad exactly
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the opposite tendency. It has neutralized the effect of the
legislation we passed a few months ago.

Mr. FLETCHER. We passed other legislation to encourage
shipping; for instance, legislation admiiting free of duty all
material entering into the construction of ships; we passed
legislation putting on the free list material for ships and sup-
plies, and the construction of that law went so far as to admit
free of duty the furniture and the bedding and the linen and
everything on board a ship. They came in free of duty as a
special favor to encourage shipbuilding in this country; and
then we passed a law also making a differential in the tariff
act in favor of imports in American bottoms,

Mr. SUTHERLAND. I have not any doubt that if the Sen-
ator's party had been content to have left that legislation with-
out the interference which arises from this proposed legislation
it would have operated as a stimulus to American shipping.
But the point I make is that the threat of this legislation which
has been impending for months has had a tendency to neutralize
the good effect of preceding legislation, _

Mr. FLETCHER. My position is that the Senator is incon-
sistent. He is assuming that we will accomplish nothing by
this legislation, because these few ships would not cut any
figure in commerce, and then in the next breath he says we
are discouraging people from investing their money in vessels.
So one answers the other. Either this will amount to some-
thing or else there is no reason for anybody fo be discouraged
about it.

Mr. CLARK of Wyoming. Mr. President——

Mr. FLETCHER. I yield to the Senator.

Mr. CLARK of Wyoming. I want to ask the Senator a ques-
tion on the subject he was touching upon at the time he was
interrupted by the Senator from Utah, to wit, the subject of
these high rates being oppressive upon the producer in this
country. The Senator hazarded his opinion that while the
American farmer is now getting a dollar and a half for his
wheat, aceording to to-day's market, he would be getting much
more if it were not for these high freight rates. In other
words, if the freight rates were at a point where the Senator
thinks they should be and will be made by this bill, as he thinks,
the farmer will get more than a dollar and a half a bushel for
his wheat. I ask the Senator if he thinks that is altogether
a desirable thing?

I have listened to debates here. I know nothing much about
farming myself; I think I am the only one perhaps in the
Senute who does not boast of having been a farmer at some
time. I know very little about it, but I have heard from the
Senator from North Dakota, and others say, that a dollar is a
fair price for wheat and that when wheat went below a dollar
the farmer was not getting a due return for his effort.

It seems that when wheat goes to a dollar and a half and
above that the farmer has no cause to complain, and if by the
action of this bill or any other legislation we give a fictitious
profit to the farmer, which is paid, of course, by the consumer
in the city of Washington or elsewhere, we are proposing legis-
lation that is not altogether—scattered over the whole country—
for the public good.

Mr. FLETCHER. I think the Senator misunderstood me. I
do not think the passage of this bill will increase the cost of
wheat to the consumer, but it will have a good effect, so far
as the farmer Is concerned, in that instead of these unprece-
dented charges going to freight companies the benefit would go
to the farmer. Doubtless, the consumer would likewise be
advantaged.

Mr. CLARK of Wyoming. That is it exactly.

Mr. FLETCHER. And I do not believe now that the
farmer——

Mr. CLARK of Wyoming. You add to the price that the
farmer is now getting—a dollar and a half a bushel, which is an
unheard-of price—whatever reduetion in the freight rates this
bill makes. If the rate is 25 cents a bushel, you would add 12}
cents of that, we will say, to a dollar and a half, making the
people who do not ralse any grain contribute that much to the
farmer, who already is getting a very high profit on his product.

Mr. FLETCHER. The freight rate is a burden on the con-
sumer and it s also an injury to the producer. The trouble
about that business is now, I imagine, that the wheat has left
the farmer’s hands and is in the hands of other people, who
very largely would get the benefit.

Mr. CLARK of Wyoming. This is wheat that the farmer
stlll has and which he is selling to-day.

Mr, FLETCHER. As to that wheat, I expect it has very

largely been sold to the elevators or their agents.
Mr. CLARK of Wyoming. But if the farmer has the wheat,
that is what he gets for it?

-that the December freight cost, upon this basis,

Mr. FLETCHER. At any rate, there is no doubt but the
farmer would get more than he now gets if the freight were
less than it is,

Mr. CLARK of Wyoming. There is no question about that.

Mr. FLETCHER. And the consumer would perhaps pay less,

Mr. CLARK of Wyoming. There is no doubt about that;
but the Senator urged as an argument in favor of the bill that
the farmer would get more.

Mr. FLETCHER. Precisely. -

Mr. OWEN. Mr, President—

The PRESIDING OFFICER. Does the Senator from Florida
yield to the Senator from Oklahoma? -

Mr. FLETCHER. I do.

Mr, OWEN. I will suggest to the Senator from Florida
that because the farmer is getting a good price during the
European war, a thing which very rarely happens, there is no
reason why the Shipping Trust should still pocket the profit.

Mr. FLETCHER. 1 do not think the farmer very often gets
any more than he deserves. He is the one man in this country
who works for everything he earns and gains.

Mr. CLARK of Wyoming. Well, Mr. President, I have lis-
tened to that a great many times around the Senate, and I
want to give it as my opinion that the farmers of this country
are the most truly independent and the best fixed of any class
of our citizenship, and I am glad of it, because they work for
it; but they are no more worthy of good times than is any
other class of citizenship, and there is no reason on earth why
we should pass legislation one of the avowed purposes of which,
as the Senator from Florida says, is to increase the already
fictitious prices at the expense of the man who has to eat his
bread.

Mr. FLETCHER. I will refer to that a little later on; I do
not want to be diverted now.

Mr. CLARK of Wyoming.
Senator's remarks.

Mr. FLETCHER. I will take up that phase of the matter—
the effect of freight rates on prices—a little later,

I quite agree with the Senator from. Wyoming about the
farmer's independence and the satisfactory conditions which he
claims obtain in many respects; but I deny that, everything
considered, the farmer is especially favored. He depends very
largely on the seasons; either it rains too much or it does not
rain at all; thére are uncertainties as to all his plans; there are
pests and there are foot-and-mouth diseases and a thousand
and one other things with which he has to contend. He has to
labor abont 400 days out of the year, and he deserves all he
gets out of life.

Mr. CLARK of Wyoming. I agree with the Senator.

Mr. CRAWFORD. Mr. President, will the Senator permit
me to make a suggestion right there?

The PRESIDIXG OFFICER. Does the Senator from Florida
yield to the Senator from South Dakota?

Mr. FLETCHER. I do.

Mr. CRAWFORD. I do not think it is quite fair that the
gitnation with reference to the farmer be left in just this way.
The dollar and a half a bushel for wheat, so far as the Central
Northwest is concerned, is not going to the farmer to any great
extent. A great many of the farmers through the newer parts
of the Middle West, indeed most of them, have mortgages for
lands purchased and for improvements made, the inferest on
which must be paid as soon as the crop is harvested. They
have expenditures for their hired men, their thrashing bills, and
their interest. Unfortunately for them, the wheat bins on the
farm were pretty well cleaned out long before this high price
of wheat came. The people who have got the benefit of it, if
an actual benefit has been received, are the elevator men, who
have great quantities of it stored away, and the future-delivery
men.

Mr. FLETCHER. My, President, that is what I surmised,
and I made a similar statement a little while before the Senator
from South Dakota came into the Chamber.

Mr. President, I must go on, because I am approaching some
of the questions we have been discussing, and I may be able to
throw further light on them in the orderly progress of the
remarks I am making. T eall attention especially to Exhibit 2
in this communication from the Secretaries of the Treasury and
of Commerce: g

Assuming that no state of war existed, and that the normal freight
rates in force last July had remained in force in December last, and
viz, $18,353,800,
would have been the average for each month of 1914, the total ocean
frel&'ht char?:v on American import and export trade for the year

1914 would e been $220,245,600, or $311,864,000 less than under
existing conditions,

I did not want to interrupt the
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The table on page 23 of that report showing the increase in
freight rates from the United States to Europe is as follows: -

Inerease in freight raies—Average for United States to Burope.

Grain, | Flour, Meat, Lard,
per | per 100 c:‘g:l‘; per 100 | per 100
bushel. | pounds. | ¥ “| pounds. | pounds.
Cents. Cents. Cenis.
1.5 $1.15 25 25
18.6 L15 24,2 25
22.3 1.26 36 36
26 2.10 38.7 38.4
26 3.39 a7 38.8
35 4,57 a7 39.1
Increase, July to December,
o | IR 204 204 w7 48 56

It is utterly absurd to say that these rates are only such as
might be expected by reason of the conditions and that they
are not exorbitant or excessive.

The burning questions are, first, Is there a remedy; and, sec-
ond, if so, what is it? The opponents of the measure argne
there is no remedy ; they do not reach the second gquestion, We
answer both. We say there is a remedy and that this measure
affords it

Now, what is the bill? It is so simple and plain that no time
is required to explain it. Section 1 provides for the formation
of a corporation of the District of Columbia for the purpose of
carrying out the provisions of the bill under certain provisions
set forth in the bill itself and others found in the general incor-
poration act of the Distriet of Columbia. The objects of the
corporation to be formed and its powers are set forth in this
proposed act and in the general act referred to. The initial
capital stock of such corporation shall be $10,000,000, of the par
value of $100 per share. The shipping board shall: form the
corporation. The United States shall always hold 51 per cent
of the capital stock unless all the stock shall be disposed of.

Section 2 provides that the United States shall subseribe for
51 per cent of the capital stock, which may be increased on the
recommendation of the shipping board and with the approval of
the President $10,000,000, the United States holding not less
than 61 per cent of all the stoek at all times.

Section 3 authorizes the United States, through the shipping
board, to purchase or construct sultable vessels, and the Secre-
tary of the Treasury may issue and sell Panama Canal bonds to
the amount of not exceeding $30,000,000 for such purpose. The
date of the maturity of all Panama Canal bonds may be fizxed
by the Secretary of the Treasury at any time after the date of
the same he may deem adrvisable, instead of 50 years, as the
law now provides, This provision i made for the reason that
a better price may be had for bonds maturing in less time than
50 years. Time was when long-term bonds were more sought
after and brought better prices than comparatively short-term
bonds. To-day the demand for bonds maturing in less than 50
years is more active, and the Secretary will have the oppor-

tunity under this provision of taking advantage of the existing

conditions in the publie interest.
Section 4 authorizes the shipping board to transfer the ves-

sels so purchased or constructed to a corporation formed as

mentioned, and the corporation shall issue its gold 4 per cent
bonds-in payment therefor. Such vessels shall have the same
status as vessels in private ownership duly registered under the
laws of the United States. The existing rules and regulations
relating to shipping, navigation, or water-borne commerce shall
be suspended by a certain date, and the shipping board shall pro-
pose and adept new rules and regulations applicable to the
shipping and water-borne commerce of the United States.

Section 5 provides that all such vessels shall be registered as

vessels of the United States, precisely as privately owned ves-

gels, and shall engage only in foreign commerce, except that’

such vessels as are built in the United States shall be entitled to
engage in the coastwise trade, in the same way as the law now

permits vessels owned by private citizens to engage in that

trade when built in the United States.. But for this limitation
of the restriction to foreign commerce, the vessels built by the
United States in our own shipyards would be denied the privi-
leges accorded to vessels owned by our citizens, and Congress

would be not only indorsing but fostering and increasing the
coastwise monopoly.

Section G establishes the shipping board, to be composed of
the Seeretary of the Treasury, the Secretary of Commerce, and!
three additional members to be appointed by the President and

confirmed by the Senate, two of whom shall have practical expe-
rience in the management and operation of steamships in the

- Treasury.

‘companies with which he is directly competing?

foreign trade.
are fixed at $6,000 per annum, respectively.

Section. 7 provides that, with the approval of Congress, the
shipping board shall sell the stock in said corporation owned
by the United States.

Section 8 authorizes the President of the United States to

‘charter, lease, and transfer such naval auxiliaries as are.suit-

able for commereial use and not required for use in the Navy
and such vessels belonging to the War Department suitable for
commerecial use not required for transports, and cause to be
chartered,
Railroad Co. All the vessels of the corporation shall be of a

‘type, as far as practicable, suitable for use as naval auxiliaries.

Section 9 gives the President of the United States the au-
thority to:tnke possession for use as naval auxiliaries of any
vessel owned or leased by the corporation upon terms fixed
by the shipping board with the approval of the President, and
in ease of emergency such action may be taken by the President
alone and without notice.

Section 10 requires the shipping board to make report of
expenditures and receipts and of the operation of the corpora-
tion to Congress at the beginning of each regular session.

Section 11 makes an appropriation of $10,000,000 out of the
Treasury, or in lieu thereof the Secretary of the Treasury may
sell Panama Canal bonds to that amount, to carry out the
purposes of this act.

JANUARY 28,7}

-

The salaries of the three additional members '

leased, or transferred the vessels of the Panam: |

Now, let us see about the 14 questions propounded by the. -

Senator from Ohio [Mr. BusroN]. I am indebted to those who

have had experience in managing and operating ships in for-:
eign commerce for assistance and information on these points,
I do not pretend to have extensive expert knowledge on this

subjeet, though I have studied it to no little extent.
Mr, SUTHERLAND. Mr, President, before the Senator

passes to the discussion of those items will' he permit me to:

ask the purpose of one or two provisions of the bill?

Mr. FLETCHER. I do not want to occupy too much time,
but I will yield to the Senator.

Mr. SUTHERLAND, If the Senator has any objection, of/
course I shall not insist upon asking the questions at this time.

AMr. FLETCHER. I have no objection.

Mr. SUTHERLAND. The first provision I want to ask the

Senator about is that which permits the shipping board to.

make rules and regulations whieh may affect shipping, naviga-
tion, and the water-borne commerce of the United States. As
I understand, those rules and regulations are now made by
the Secretary of Commerce—formerly by the Secretary of the
Why is this power taken from an officer of the
Government and put into the hands of the shipping board,
which will itself” be engaged in mercantile shipping?

Mr. FLETCHER. Well, in the first place, it is guite an nnder-
taking to revise and' reshape all the rules and regulations as
they now exist, and it was thought that the shipping board, in
view of its personnel, congisting of the Secretary of Commerce,

the Secretary of the Treasury, and three persons appointed from- -

outside the departments, two of whom must be experienced in
the management and operation of ships engaged in foreign com--
merece, would be peculiarly qualified to reform these regnlations,
some of which are said to be rather old, to be not ealeulated to
promote the good of commerce or of trade, and not making for
efficiency or serving any other good purpose.

Mr. SUTHERLAND. But the three citizen members of the
board, counstituting a majority, would, of course, have control
of the subject. The point I desire to suggest for the Senator's
consideration is that the shipping board is really for the

United States engaged in the transportation business, and I ask |

the Senator whether——

Mr. FLETCHER: I should not say that was qguite the case.
The shipping board votes the stock of the United States in
the corporation, electing the officers, and the corporation will
then conduct the business.

Mr. SUTHERLAND. Yes; but really it will' be under the
control of the shipping board. The shipping board holds a
majority of the stock, and may, under the ferms of this bill,
remove all the trustees at any time, and apparently without
notice, so. that they have the virtual control of the business.
Now, I ask the Senator whether or not he would think it would
be wise, for example, to put into the hands of the Postmaster
General—who is conducting the post-office operations of the
Government and, among other things, engaged in managing the
parcel post—the authority to regulate and fix mtes.tm;l exp:‘;:ss

1 other

words, does the Senator from Florida think it is a wise pro-
vision to. put into the hands of the members of this shipping

‘board, who are vitally interested in the welfare of this corpo-

rate business and are competitors with the private shipping
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interests, the power to make rules and regulations governing
the private shipping interests as well as their own?

Mr., FLETCHER. I think the Senator is laboring under a
wrong impression. The Postmaster General is not a member of
the shipping board under the substitute which has been offered.

AMr. SUTHERLAND. No; I was giving that as an illustra-
tion. I was asking the Senator, as a parallel case, whether he
thinks it would be wise to confer upon the Postmaster General,
who is engaged in handling the parcel-post business for the
country, and thereby in that way competing with the express
companies, the power to regulate the express companies and
fix their ‘rates?

Mr. FLETCHER. I scarcely think that is a parallel case,
Mr. President, to begin with; and I can see really no objection
to this shipping board reforming the present rules and regu-
lations respecting navigation. As the Senator has said, that
power rests now with the Secretary of Commerce, and he is on
this board; and the Secretary of the Treasury is also a mem-
ber; and the three experienced men selected from the outside
will be appointed by the President and confirmed by the Sen-
ate. I do not see but what that board would be a very excellent

body to revise and reform the navigation rules and regulations. .

AMr. SUTHERLAND. There is just one other question I
want to ask the Senator and then I will desist. I wish to invite
his attention to the provision of the proposed substitute on page
3, which reads as follows:

Said corporation and its cn(i:!tal stock shall, so long as the United
States owns a majority of sald stock, be free from all public taxes.

Just what does the Senator understand that to include?

Mr. FLETCHER. I understand that means that the corpora-
tion and its capital stock is to be exempt from all public taxes.
As to the corporation, it means any corporation tax. It means,
for instance, that the property of the corporation shall not pay
a tax. If it shall aequire terminals anywhere, I think those
terminals will not be taxable. This is my individual view;
others may possibly hold that the ships are taxable wherever
they may be registered. If one is registered from New York,
and, under the laws of New York, such a ship pays a tax, that
ghip would be taxed according to the local law.

Mr. SUTHERLAND. That was exactly what.I had in my
mind in propounding the inquiry. The language is:

Sald corporation shall * * * be free from all public taxes.

If this corporation acquires terminal facilities in New York,
for example, and those terminal facilities are taxed by the State
of New York, then the corporation is not free from tax, is it?
Your provision is not that no franchise tax shall be assessed
but that the corporation shall be free from taxation of all
kinds, which is the equivalent of saying, as I understand the
English language, that nc taxes shall be assessed against the
corporation for anything.

Mr. FLETCHER. It is my understanding that the property
to which this eorporation may have title will be exempt from
taxation. This corporation is to be organized in the District of
Columbia. There are certain taxes levied against corporations
as such, and there may be income taxes or other taxes that
may apply to the corporation itself as distinct from the property
it might have in different parts of the country or in other places.

Mr. SUTHERLAND. Let me suggest to the Senator from
Florida—and I am making the suggestion in absolute good
faith—that, as I understand, under general law no franchise
tax could be levied, in the State of New York or any other
State, against a corporation which was organized under the
laws of the District of Columbia. I think that has been held
by the Supreme Court of the United States in more than one
case—that the franchise of a corporation organized under the
laws of one State can not be taxed in another State; but it has
been held that its property may be taxed in any State where it
is situated. Now, when the Senator, not relying upon that
general principle of law which requires no declaration of the
statute to earry it into operation, puts affirmative langunage into
the bill, saying that this corporation shall be free from all publie
taxes, is not the fair censtruction of it that it means some-
thing more than an exemption such as the corporation would
alrendy have under general law?

Mr, FLETCHER. 1 think so. I think that in effect it is
not the same thing. My own view would be that it is somewhat
like a provision with reference to national banks. The corpora-
tion is exempt from tax: but the bank's real estate which it
may own in some city, wherever it is located and doing busi-
ness, is not exempt simply because the bank as a corporation is
exempt from taxation.

Mr. SUTHERLAND, That is true, but there is no statute
which attempts to exempt a banking corporation from the pay-
ment of taxes upon its real estate.

Mr. FLETCHER. It is a corporation organized under the
laws of the United States.

Mr. SUTHERLAND. The eriticism I make of this provision
is that apparently it does attempt to exempt the corporation
from the payment of all taxes of every description. However
that may be, I ask the Senator with reference to the provision
for capital stock. The provision is that the ecapital stock of
the corporation shall be free from all public taxes, Now, ap-
parently that would cover this sort of a case:

Fifty-one per cent of this stock is to be subscribed by the
Government of the United States. Forty-nine per cent of it may
conceivably be subscribed by a citizen of the State of New York,
The stock is his personal property, held in the State of New
York. Does the Senator mean by that provision to withdraw
that $4.900,000 worth of capital stock, held by a citizen of New
York, from taxation in the State of New York by the State of
New York?

Mr. FLETCHER. The Senator means where the stock is
held by private individuals, living in some State, where under
the laws of that State any stock of theirs would be taxable?

Mr. SUTHERLAND. Yes.

Mr. FLETCHER. I had not considered that question from
that standpoint, but I think it would be exempt from taxation,
I think that is the effect of this provision.

Mr. SUTHERLANID. Does the Senator intend, by this pro-
vigion in his bill, to exempt those shares of stock held by the
private citizen in a State from taxation by that State?

Mr. FLETCHER. I think so; from all taxation.

Mr. SUTHERLAND. That is, to permit him to take funds
that would be taxable in the State, if held there, and invest
them in the eapital stock of this corporation engaged in a pri-
vate business, and then escape all taxation in the State?

Mr. FLETCHER. It is my idea to exempt the capital stock
from taxation entirely.

Mr. SUTHERLAND. If the Senator means by that that such
stock is exempt from taxation by general law, I beg to differ
with him. I think such shares of stock are taxable in the
States now.

Mr. FLETCHER. That is the language of the bill. They are
exempt under this bill.

Mr. SUTHERLAND. But, I say, under general law, in the
absence of this provision, I have no doubt that those shares
would be taxable.

Mr. FLETCHER. Yes; I do not question that.

Mr. SUTHERLAND. The Senator attempts to change the
general rule of law by this bill, and to make nontaxable what
is now taxable or what but for this provision would be taxable.

Mr. CLARK of Wyoming. Mr, President, will the Senator
yield to me to make an inquiry?

Mr, FLETCHER. I can not take up too much time. If the
Senator will ask a question, I shall be very glad to answer it.

Mr. CLARK of Wyoming. It is only a question upon the par-
ticular part of the bill to which the Senator’'s attention has
just been directed.

Mr. FLETCHER. I do not want to weary my collengues by
extending my remarks too greatly.

Mr. CLARK of Wyoming. I want to ask the Senator what
he believes to be the effect of lines 4, 5, and 6, on page 3, where
the bill says:

Baid corporation may sue and be sued in any distriet court of the
United States, and may remcve to sald courts any cause brought against
it in any other court.

I desire to ask the Senator whether that does not prohibit a
citizen of the United States who has a claim, whether for $20
or for supplies furnished to this corporation or to its ships in
the transaction of its business, from suing in the loeal courts,
and compel him, at the option of the corporation itself, to pro-
ceed with his suit in the United States courts?

Mr. FLETCHER. I think it does. He can bring the suit in
the local court, and then it can be removed by this corporation
to the United States district court.

Mr. CLARK of Wyoming. Does the Senator believe that it is
a wise provision of law to take one private corporation and give
it legal advantages before the courts of the country which no
other private corporation enjoys?

Mr. FLETCHER. I think under the circumstances, with a
corporation such as this formed here and doing a business like
this, it is perfectly proper and advisable to provide that that
corporation should be sued in the district court of the United
States.

Mr. CLARK of Wyoming. I shall want to be heard on that
point a little later. I will not take the time of the Senator
now.

Mr. FLETCHER. That is my view on that point. I think
that is a very excellent provision,
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FOURTEEN QUESTIONS ANSWERED.

Now I shall proceed to deal with the 14 questions propounded
by the Senator from Ohio [Mr. Burtox], beginning at page 1863
of the CoxerEsSIONAL Recorp. I shall not repeat the guestions.

No. 1. Speaking for myself, Mr. President, I should say that
the Government line should be conducted very much on the
same policy that would gnide any well-managed steamship
company. The routes and sailing ports should be determined
upon and altered as the vicissitudes of trade make necessary
after a careful study of the situation by the officers and di-
rectors of the Government line and approved by the shipping
board.

“The world is my field” is the motto of a certain large
steamship line—the Hamburg-American Line—and it may well
be the motto of the Government line in connection with the
development of the commerce of the United States.

No. 2. The prime consideration that should determine the
selection of routes and sailing ports should be the best interests
of American commerce.

No. 3. This question presupposes that there will be such a
large offering of freight for shipment that it will be difficult to
take care of all the business. That being so, the need for
quickly passing this bill is very manifest. The Government line
should handle this condition by distributing its facilities as
equitably as possible, always remembering that the shipping
board will insure a fair deal to all; at any rate, aggrieved ship-
pers will have opportunity for more effective redress than they
now have agninst private-owned steamship companies. 1 sub-
mit a clipping from the New York Tribune of January 19, bearing
particularly on this point:

SHIPS EARNING VALUE IN YEAR—HIGH FREIGHT RATES YIELDING GREAT
PROFITS TO OWNERS OF BTEAMSHIP LINES,

At the present freight returns for all commodities belng shipped from
American ports steamship interests are reported to be making large
enough profits to ﬁa{ back the cost of thelr ships within a year. A
man connécted with the export department of one of the large oil com-
panies finds that It is almost impossible to get freight room for oil
exports to South America because most of the lines formerly gol
from North American points to the southern continent have been divert
to European trade or are interned. On Iinquiry it was stated to him
that ships used in European trade * pay for themselves within a year
at the present average freight rates.’

An exporter found the average freight rates from ports in the United
States to various Earopean points were more than £20 a ton at the
present time, while for the same lines and the same articles the normal
average before the war started was $3.20 to $3.40 a ton.

One textile manufacturer who exports largely to continental points
had a contract rate with one line. Large amounts of goods were to
have been shipped by this line several months ago and were dellvered
to the agents. After several weeks the shipper found them still on the
dock, and discovered also that all other contract goods had been left
there, while the ships had been crowded with go paying the ruling
freight rates. The shipper went to the representatives of the Govern-
ment under which the llne was stered. His complaint was taken
up after considerable delay, and the line finally was ordered by its
Government to take his gom‘is‘

No.4. This guestion has been covered in the answer to
guestion No. 1.

No. 5. The Government line, like every well-managed steam-
ship line, should take care of the business immediately offering
before undertaking to develop new business. New trade should
be developed in the usual way; by maintaining regular sailings
as often as may be warranted, and making rates as low as for-
eign competition makes necessary.

For instance, if, as recently testified to at the Committee on
the Merchant Marine of the House, it costs 50 cents to ship a
box of oranges from New York to Liverpool, a voyage of about
8§ days, and the same box can be shipped from Jaffa to Liver-
pool, a voyage of 23 days, for 42 cents, it would be well
reduce the rate to meet the Jaffa competition, :

If it costs, as testified, 80 shillings a ton to ship onions to
New York via Liverpool, time in transit 26 days, and 40
shillings to ship the same goods from New York to Liverpool,
time in transit about 8 days, it would be well to endeavor
to develop a market for our onfons in Europe by making a more
equitable rate than here shown. Innumerable other illustra-
tions, especially of rates to South America, might be clted, but
these two will suffice. These illustrations are based on normal,
not war-time, rates.

No. 6. The Government line should operate its vessels to earn
a fair profit.

The records of Congress show that private-owned steamship
lines earn very large net profits, annual net earnings of from
30 per cent to over 50 per cent being frequent. Senate Docu-
ment No. 601 gives some specific instances. At the present time
miany vessels are earning their full cost in a single voyage.

The Government line will be able to make great reductions in
freight rates and still operate on a profitable basis, as it will
not aim for the enormous profits earned by private-owned
steamship lines.

No.7. The Government line should do as most steamship
lines do, maintain regular schedules, and when deemed ad-
visable also accept charters for some of its steamers. The
probabilities are that the Government line’s steamers will be
chiefly employed on regular routes. It may be found advisable
to send them where there is greater need, and employ them a%
times to relieve against oppression or total lack of tonnage.

No. 8. The Government should secure its ships in the markets
of the world where no breach of neutrality will be possible,
until a sufficient number of vessels have been secured with
which to commence business. Additional ships should be’
added to the fleet by construction in American shipyards so far
as possible. The transfer of naval auxiliaries and military
transports and the ships of the Panama Railroad Co. will in
themselves give us a good start. Bearing on this the special
committee on the American merchant marine of the New York
Chamber of Commerce, made up of experts in shipping, has just
reported as follows:

If a substantial tonnage fs to be created, It is idle to suggest that
it be entirely constructed in this country, for the facilities do not exist
for the work., ®* * * 1If a large tonnage built abroad is placed under
the American flag, the necessary repair work will be an important ald in
establishing American yards on a basis where they can compete with
forelgn shipbuilders.

I am assured that there will be no difficulty in obtaining af
favorable prices an adequate number of suitable ships with
which to commence business and adding to the fleet by con-
structing new vessels, as previously stated.

Mr. SMITH of Michigan. From whom is the Senator quot-
ing?

Mr. FLETCHER. I was quoting from the committee’s report
to the New York Chamber of Commerce.

Mr. SMITH of Michigan. Do I understand that they advo-
cate the building of these ships in foreign shipyards?

Mr. FLETCHER. Oh, no.

Mr. SMITH of Michigan. Does the Senator advocate build-
ing the ships in foreign shipyards?

Mr. FLETCHER. No; I did not say that. Shall I repeat
the language from the document here?

Mr. SMITH of Michigan. That is what I understood tho
Senator to say, and yet I was quite surprised.

Mr. FLETCHER. This is the quotation: ‘

If a substantial tonnaﬂ! is to be created, it is idle to gest that it
be entirely constructed this country, for the tucilltic:uflo not exist
for the work. ;

That is the view of the committee of the New York Chamber
of Commerce as expressed by them.

If a large tonnage built abroad is placed under the Amerlean flag,
the necessary repalr work will be an Important ald In establishing
American yards on a basis where they can eompete with foreign ship-
builders.

That is the end of the quotation.

No. 9. The shipping board, which ean act only with the ap-
proval of the President of the United States, can be depended
upon to do nothing with regard to the purchase of interned ves-
sels that will prejudice the guality of our neutrality.

No.10. For 50 years American private capital has had an
undisturbed opportunity to engage in the steamship business in
the foreign trade under the American flag and has not done so.

Where American capital has engaged in the foreign trade it
has conducted it under foreign flags, because it could do so
from 5 to 10 per cent cheaper than under the American flag. I
take these percentages from the report of the shipping commit-
tee of the New York Chamber of Commerce previously men-
tioned.

One of the members of this committee was Mr. George I.
Dearborn, president of the American-Hawaiian Steamship Co.
He surely knows what it costs to operate American ships as
compared with foreign ships. This committee in its report
sAys:

We desire first to point out that there has been a general misunder-
standing of the addego cost of operating American vessels as compared
with the same wvessel under a forei flag.
stated and generally accepted that the operation under the American
flag will cost from 40 to DO per cent more. We believe this percentage
shonld be applied to wages alone, for the cost of fuel, supplieg, insur-
ance, and upkeep is substantially equal for the same vessel the same
trade, regardless of flag. On passenger ships, where the wage item
may be a larger percentage of the total operating costs, the difference
in favor of forelgn wessels is somewhat greater; but with strictly
freight carriers your committee is informed that the disadvantage un-
der lwhich t;}me cg:tn t%nnagnla must labor is 5[:111::1r lotper c:;‘lltt btif trh:

- T VeSSels n Lol | able 10
E?)t:thog{x;aérig&n trade :l'f: dinsn?]avszg?ﬁc proba.bl? doesn;mt exceed 10
per cen

This committee makes this frank admission in order to ex-,
plain why American investors have been scared off from ship-
ping investments. The report says:

The steamship man must obtaln his capital for American ships from
American investors. The American investor knows lttle of the valud !

It has been frequently
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of securities of steamship companies beyond the repeated stetements
in the public press that it costs 40 per cent more to operate an Amer-
jean vessel than one owned abroad, and that, consequently, competition
{s impossible without a heavy subsidy. These statements are not cal-
culated to attraet American capital to vessel securities.

In other words, according to the New York Chamber of Com-
merce report, subsidists have for years been deceiving the
American people as to the cost of operating American ships in
their efforts to wring from Congress a subsidy to make up the
fictitious difference of 40 to 50 per cent in cost of operations,
but have only succeeded in destroying the confidence of Ameri-
can investors in shipping investments.

Mr. SMITH of Michigan. Mr. President——

The PRESIDING OFFICER. Will the Senator from Florida
yield to the Senator from Michigan?

Mr. FLETCHER, Just for a question, because I do not want
to take too much time,

Mr. SMITH of Michigan. I do not wish to interrupt the
Senator, but I would like to suggest that, if the argnment he
has just read has disconraged private investors in going into
that kind of business, what has he to say over the statement
made by the Secretary of the Treasury before the House com-
mitfee that the experiment launched under this bill will un-
doubtedly be a losing wenture, and that for a considerable
time, at least, no returns will be adequate to the investment?

Mr, FLETCHER. Of course, no one can look into the future
and tell just what the profits will be or what losses may occur,
particularly when it comes to opening up new routes. A great
deal is going to depend on the management, like any other busi-
ness enterprise. If the Senafor ecares anything for my judg-
ment about it, it may be that in the outset there will be losses
in the opening up of new routes and in the operation of such
line, but there is no need for that to continue. As the trade
grows, as the business increases, there is ample reason for be-
lieving that the ships can be operated at a profit, and that they
will be operated at a profi. I am in favor of their being oper-
ated at a reasonable profit. What I am dwelling on now is
the New York Chamber of Commerce, which has been one of
the most active and chief opponents of the measure and which
has been quoted here in arguments over and over again. I deo
not know but what the report from which I am quoting has
been read into the Recorp two or three times. The Senator
from New Hampshire read it in full yesterday. The report made
by that special committee to the New York Chamber of Com-
merce—the special committee being Irving T. Bush, William
Harris Douglas, George 8. Dearborn, Jacob W. Miller, J. Temple
Gwathmey—contains the statement which I have mentioned to
the effect that the claims which have been made in the years
gone by that it cost from 40 to G0 per cent more to operate
ships under the American flag than under a foreign flag have
not been proved ; that the public has been misled by those state-
ments; that the actual fact is they find to-day, and so report,
that it does not cost over 5 to 10 per cent more to operate
under the American flag than under a foreign flag.

What T am trying to impress upon the Senate now is that
this committee, making this formal report, declares that these
stntements which have been spread broadeast for years past
as n basis for subsidy legislation are not true; that they have
had the effect, not of producing legislation whereby these gen-
tlemen ecould get their hands into the Treasury of the United
States under some subsidy legislation, but have had the other
effect, of driving capital away from the enterprise when it was
most needed, and now they want to bring back that eapital.
They say private enterprise is ready to go into this business;
that the statements which have been made and printed over
the country for years past as a foundation for insisting that
subsidies should be granted are not true statements at all; that
they have been greatly exaggerated; and they admit now that
the mistake has been made of driving capital away from this
business by misrepresenting the facts. They say, and I aecept
their statement—I aecept it because they know more about it
than I do; I believe it is correct—that the difference is only
5 or 10 per cent between the cost of operating under the Amer-
ican flag and under a foreign flag.

Mr. SMITH of Michigan. Mr. President, the Senator from
Florida is a level-headed, sound., business man, and T think,
without exaggeration, a successful business man. I should
like to ask him whether he expects the public to promptly sub-
seribe for the 49 per ecent of the stock of the shipping corpora-
tion which is to be offered to them?

Mr. FLETCHER. Mr. President, I will not take the time
to answer that question, first, because while it may strike the
Senator as being of consequence, and I give him credit for good
faith in asking it, it seems to me utterly immaterial. It is
beside the point I am discussing, in the first place, and in the
next place it makes no difference whether the public sub-

seribes for this stock or not. The bill provides that the cor-
poration may begin its operation when 51 per cent of the stock
is paid up, and whether the public will subsecribe or not I do
not know. We can not foresee and foretell what will happen
in that regard; it may be it will; it may be it will not. It
may be the United States will have fo take every dollar of
the stock. In that event I see no obstacles in the way nor any
objection to that procedure. It will be offered, as I under-
stand it, and if the people do not want it, as capital is needed
the Government will furnish it.

Mr. SMITH of Michigan. Early in the evening the Senator
from Florida referred to criticisms that have been made upon
the Federal reserve-bank law, and evidently he feels that thus
far it has succeeded. I do not want to divert the Senator to a
discussion of that.question, but the prospects and prophecies
that were held out to the bankers that this would be a profit-
able investment for them was coupled with the threat that if
they failed to buy the stock in the Federal reserve bank their
charters would be taken away from them, I undertake to say
that if- that threat had not accompanied the privileges that
were to be derived from the Federal reserve act not one-
twentieth of the bankers of this country would have invested
in the stock of the Federal reserve banks, and I do not believe
the publie will invest in the stock of this corporation.

Mr. FLETCHER. I will not follow the Senator in an argu-
ment of that kind because we are not dealing with that proposi-
tion here. I want to confine the discussion to what is imme-
diately before us as far as possible and proceed as rapidly as
I ean. So I simply repeat that whether the public subscribe for
stock or not it in no way militates either against the feasibility
or the success of the plan.

Perhaps the “high finance” of the International Mereantile
Marine, the stock of which is to-day quoted at 1% for the com-
mon and 5§ for the preferred, par value of each being $100,
and of the Consolidated Steamship Co., which went into liqui-
dation shortly after it was organized, may also have had some-
thing to do with scaring off the American investor from ship-
ping investinents.

1t should be noted that both of the above mentioned were
simply holding companies, and their stock-jobbing fiascos in
nowise nffected the profitable operation of the various steamship
companies which made up these combinations.

Therefore, because of this state of affairs the chamber of
commerce commitfee recommends a Government guarantee of
shipping bonds *“to all whose character and standing entitle
them to it,” in order “to satisfy the investing publie that they
can safely buy bonds secured by vessel property.” * Otherwvise,”
says the report, “the steamship man is helpless, and can do
Jittle to restore our shipping, no matter what inducements may
be held out to him.”

This does not indicate that “there is a larger amount of
private capital ready for the purchase of ships which is kept
from investment by this bill than is contemplated to be expended
by the bill itself.”

Becretary MecAdoo covered the proposal of Government guar-
anties admirably in his recent Chicago speech, when he said:

Guaranties ‘h{ the Government of the prineipal and Interest of bonds
fzszued by private corporations engaged in shipping; this proposal is not
worthy of serions consideration. It would be the worst form of sub-
sidy, to say nothing of the wholly Indefensible pollcﬁ of having the
United States Government become the guarantor of the bonds of pri-
vate corporations engaged in any sort of enterprise. Once we entered
upon such a course, we should be asked to indorse the bonds of cor-
porations engaged in other than steamship enterprises. In time we
should have the same kind of sgerambling at Washington for Govern-
mental favor, in the way of indorsements of obligations of private cor-
WTEEI?“ thiat we had for bounties to favored interests under our old
tari® laws.

Now, I believe it is a fact that it does cost § per cent to 10
per cent more to operate ships under the American flag than it
costs to operate them under foreign flags, as I have stated, and
there is no assurance that after this war is over and there is no
more need for the protection and cheaper war insurance given
to ships under the American flag, that American eapital in ship-
ping will continue their vessels under the American flag at an
added expense of 5 per cent to 10 per cent; and it is even less
likely that they will add to their fleets under the American flag,
unless they receive a subsidy.

It is quite certain that Congress will never grant a subsidy
to a business so profitable as shipping simply to make up the
difference between the large profits under the American flag and
the larger profits possible under foreign flags.

From the foregoing it is very evident that there is not the
remotest likelilood that private capital will or can do anything
to establish an adequate American merchant marine.

They have said in this report that private capital has been
driven away from such investments. The report claims further-
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more that the cost of operation is 5 to 10 per cent greater under
the American flag than under the foreign flag. The whole re-
port assures the country that private interests will never de-
velop an American merchant marine unless bonds are guaran-
teed or unless subsidies are granted.

It shows that by these false statements as to the impossibility
of operating American ships except by the aid of a large sub-
sidy they have injured themselves. The fact of the matter is
that the revival of the Amerlcan merchant marine has now
become too big a problem for private capital to accomplish.
It is no longer a question of whether we shall have a Govern-
ment-owned merchant marine or a private-owned merchant
marine; the question now is, Shall we have a Government-owned
merchant marine or no merchant marine, and continue to de-
pend on the foreigner to earry our ocean-borne commerce?

Forty million dollars is sneered at as being inadequate. If
properly administered, as I am sure it will be, it will provide
a mechant fleet far greater in extent than the entire present
American merchant marine in the foreign trade, including all
the shipping that has come under the American flag since the
outbreak of the Civil War. That foreign shipping is shown
by reference to the report of the Commissioner of Navigation,
page 188, The documented tonnage of the United States mer-
chant marine employed in the foreign trade in 1914 was as
follows: Two thousand three hundred and sixty vessels of
1,066,288 tons; added under the act of 1914, 104 vessels of
372,488 tons; total, 1,438,776 tons.

Now, as to question No. 11. If it is claimed private steam-
ship companies can operate so much more cheaply than can the
Government, then private capital will welcome the Government
merchant marine, which will show the way and prove the
business, for if the Government line can show a profit on any
particular route, private steamship companies, according to
the statements being made, can show a greater profit, and
whenever any private American steamship is prepared to main-
tain a service equal to that of the Government line on any
route established by the Government line, the Government line
will withdraw from that route; there will be no necessity to
sell it. The Government line will simply transfer its activities
to some other undeveloped route.

As to guestion No. 12, there is no good reason why the Gov-
ernment line should not enfer into conferences or agreements
with existing lines if it should be deemed to be to the best
interests of all concerned, always bearing in mind that the best
interests of American commerce should be the first consideration
of the Government line, healthy competition, and good service
at reasonable rates being maintained.

As to question No. 13, fruit and meat are usually carried in
combination passenger and freight boats, and where the traffic
calls for such freight it will be a simple matter to properly pro-
vide for it. The transportation of oil is pretty well taken care
of by the oil companies. There is not any likelihood that the
Government line would be called upon to give much attention
to the earrying of oil. If it should be, it will not be a difficult
jpmblem, and the tank steamers will be excellent naval auxil-
aries.

% Q.i}estlon No. 14 is fully answered in the answer to question
vo. T.

As to the final guestion, * Is this to be a permanent or tem-
porary policy?” I will say that it will be as. permanent or as
temporary as the circumstances make necessary. This phase
of the question is discussed in the answer to question No. 11.

Mr. President, observations have been repeatedly made that
the influences outside the Senate are urging the passage of the
bill, implying that Senators on this side are not acting in pur-
suance of their own judgment. That makes it incumbent upon
us not only to deny that implied charge, but to inquire whether
it may not be prompted by those deeply interested on the other
side, and to conslder what those interests may be.

INTERESTS AND INFLUENCES AGAINST THE BILL,

There has developed considerable opposition from certain
quarters. The cry of paternalism has been raised, the eriticisms
of Government ownership has been advanced, and several of the
large news and financial papers of the eastern cities appear
daily with editorials denouncing the administration’s policy.
These papers, being the recipients of large incomes from adver-
tising contracts with the steamship companies, are naturally
opposed to a plan inimieable to the interests of their customers.
This fact may affect their vision. The greatest opposing power,
however, to the policy of the Government is the steamship com-
panies themselves.

An investigation of the shipping question and the interests
that are involved reveals some very interesting facts. In the
report of the proceedings of the Committee on the Merchant
Marine and Fisheries in the investigation of shipping combina-

tions the methods of the shipping interests are fully set forth.
It is shown that a regular system of agreements and pools pre-
vail, against which the independent shipper has no chance to
live. The committee in its recommendations states:

The committee believes that the disadvantages and abuses con-
nected with steamship aizreements and conferences as now conducted
are inherent, and can only be ellminated by effective Government con-
trol; and it is such control that the committee recommends as the
means of preserving to American exporters and importers the advan-
tages enumerated, and of preventing the abuses complained of.

In the investigation by the committee it developed that cer-
tain ships were regularly used solely for the purpose of killing
competition. To quote the exact words of the report:

Thus, in the North Atlantie ssenger service, the evidence pre-
sented in the suit against the Hamburg-American Line et al. shows
that in about the year 1908 the conference lines authorized the ap-
pointment of a committee for the purpose of selecting fighting steamers
to destroy the r:om]ictitlon of monconference lines, “fhls committee,
according to the evidence, would select suitable steamers from any
of the conference lines to sail on the same days and between the same
ports, the regular rates bein(f reduced to a point sufficlently low to
secure the traffiec. As already stated in this volume (p. IB} “ the
evidence in the Government's sult shows that such opposrtion sallings
were repeatedly instituted n%nlnst certain independent lines. * * %
Any surplus o J)assengers which were booked for the fighting steamer,
but which could not be carried by the same, would be transferred to
other conference line steamers at the reduced rates. The expenses
and loss from the lower rates resulting to any line whose vessels had
been sclected were distributed over the members of the conference.
It was thus a case of all the lines united in conference opposing every
sailing of a single opposition line. By distributing the loss over the
several members of the conferenmce each constituent line would suffer
proportionately much less than the one line which was fighting the
entire group and which would inevitably soon exhaust its resources in
the conflict with the combined power of the large lines with their
superior speed and better third-class accommodations.”

The report shows that the same methods are still in vogue
not only in passenger but in freight traffic as well,

The shipping interests look with concern upon the entrance
of the Government into the field; therefore they oppose the
Government's policy of purchasing, and especially oppose bit-
terly the Government's operating, ships. It is believed that it
is not so much Government competition that is feared, for it
is generally acknowledged that there is sufficient business, but
they fear that the entrance of the Government-owned ships
will be a protection to the independent companies which will
surely enter the field if it is known that fair play and equal
competition will be accorded to them. :

THE PERSONNEL OF THE SHIPPING INTERESTS.

The question arises as to who composes the American ship-
ping interests. An examination of the personnel of those
interestéed in the various steamship lines reveals a system of
interlocking directorates and a community of interest probably
unparalleled in the history of modern financiering. By consult-
ing Moody’s Manual of Railways and Corporations and the
volume entitled the Directory of Directors, one can readily ap-
preciate that the administration, in its desire to benefit the
people, has somewhat ‘displensed the most powerful finanecial
interests in the country.

The same interests are associated both in the foreign and
coastwise shipping. The most prominent foreign shipping cor-
porations controlled by American interests are owned by the
International Mercantile Marine, a New Jersey corporation,
This company owns the capital stock of the Oceanic Steam
Navigation Co. (Ltd.), known as the White Star Line, which
flies the British flag; the Atlantic Transport Co. (Ltd.), Brit-
ish flag; the International Navigation Co., which owns the
American Line (American flag) and Red Star Line (Belgian
flag) ; and the Dominion Line. The parent corporation also
owns the controlling interest in the Leyland Line. The At-
lantic Transport controls the National Steamship Co. (Ltd.).
The number of steamers owned by the corporation on July 1,
1913, including those under construction, was 137, with gross
tonnage of 1,280,410 tons, exclusive of tugs, lighters, and so forth.
A large majority of their ships are under foreign flags. Moody's
Manual states that the majority of the stock of the Interna-
tional Mercantile Marine is deposited under a voting-trust
agreement. The voting trustees are J. P. Morgan and Charles
Steele, both members of the Morgan firm; J. Bruce Ismay,
P. A. B. Widener, and Lord Pirrie. Transfer agents are J. P.
Morgan & Co.; and the register of certificates, Guaranty Trust
Co. of New York. Among the directors are J. P. Morgan,
Charles Steele, George W. Perkins, and E. J. Berwind.

The fleets of the United States Steel Corporation, Standard
0il Co., and the United Fruit Co. took advantage of the law of
1913 to register under the American flag. While the Standard
Oil and United Fruit Co. have considerable fleets of ocean-going
vessels, the United States Steel Corporation has only a limited
number of ocean-going ships, these being composed principally
of lake steamers. An examination of the personnel of the di-
rectors of these companies shows that J. P. Morgan, George W.
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Perkins, and Elbert H. Gary are on the executive committee of
the United States Steel Corporation and that Mr. Willlam
Rockefeller, largely interested in Standard Oil, serves on the
hoard of directors of the National City Bank with Mr. J. P.
Morgan and Mr. Frank A. Vanderlip and others, who it will be
later shown are largely interested in coastwise shipping. - The
United Fruit Co. is largely composed of Boston interests,
though it is said the Standard Oil Co. interests are large in-
vestors.

Investigation of the coastwise shipping interests develops a
sitnation equally interesting. Nine-tenths of the Atlantic coast
shipping is owned by the railroads and two corporations. The
report of the House Committee on the Merchant Marine and
Fisheries says:

The steamers of the raillroad-controlled lines, combined with those of
the Eastern Steamship Corporation and the Atlantie, Gulf & West
Indies Steamship Lines, number 199, or 84.7 per cent of the above-
mentioned total for the 28 lines, and represent 516,050 gross toms, or
93.9 per cent of the total gross tonnage. Not only do the rallroads
and the two shipping consolldatlons dominate over nine-tenths of the
tonnage, but it is significant that very few of the principal rontes on
our entire Atlantic and Gulf coasts are served by more than one regular
steamship line,

The railroad-controlled lines referred to in the report of the
committee are the Southern Pacific, or Morgan Line, the 0ld
Dominion Steamship Co., the Merchants’ & Miners’ Transporta-
tion Co., and the Ocean Steamship Co., or Savannah Line.
These, with the Eastern Steamship Co. and the Atlantic, Gulf,
and West Indian Steamship Lines, generally known as “Agwi,”
constitute practically the entire coastwise shipping for the At-
lantic seaboard. It is a remarkable fact that the interests
allied in the owmership and control of all of these coastwise
lines are also associated in the foreign American shipping. Tak-
ing the companies in the order above named we find that in the
Southern Pacific Mr. Henry W. De Forrest, a prominent di-
rector, serves on the board of the National Bank of Commerce
with Mr. Henry P. Davidson, with J. P. Morgan & Co., with
Mr. Frank A. Vanderlip, and Mr. Willlam Rockefeller, of the
National City Bank. Mr. L. F. Loree, another director, is on the
board of the Seaboard Air Line Railroad and part owner of the
0ld Dominion Line. Mr. Ogden Mills, another director, is asso-
ciated with the Pacific Mail Steamship Co., and he, with Mr.
Cornelins Bliss, another director, are on the board of the United
States Trust Co. of New York, on which board the same inter-
ests are found dominant.

The Old Dominion Steamship Co. is controlled by the Atlantic
Coast Line, Seaboard Air Line, Southern, Chesapeake & Ohio,
and Norfolk & Western Railroads. The same interests appear
here. Mr. Frank A. Vanderlip, of the National City Bank, ap-
pears on the boards of two of the railroads. Mr. Charles Steel,
member of the firm of J. P. Morgan & Co., Mr. Elbert H. Gerry,
chairman of the board of directors of the United States Steel
Corporation; Mr. Victor Morowitz, a prominent member of the
board of the National Bank of Commerce; and others of the
same interests are found on the boards of these railroads. The
Merchants’ & Miners' Transportation Co. was, until recently,
owned by the New York, New Haven & Hartford Railroad,
which, from recent investigations by the Interstate Commerce
Commission and the Department of Justice, it was disclosed
that this was controlled by J. P. Morgan & Co. The Government
required the railroad to sell the Merchants' & Miners' interests.
The new owners, however, belong to the same aggregation.
The chairman of the board of directors of the Merchants’ &
Miners is on the board of the Atlantic Coast Line Railroad, of
which J. P Morgan & Co. are the fiscal agents, and others have
similar affiliations. The Ocean Steamship Co.—the Savannah
Line—is owned by the Central of Georgia Railroad. On its
board are found gentlemen who are interested in New York
banking houses with the Morgans and Rockefellers,

The Eastern Steamship Co. is a bolding company which con-
trols and operates 11 different steamship lines of the New
England coast and controls practically the entire trade of that
region. According to Moody’'s Manual, on June 380, 1913, the
New England Navigation Co. owned two and a half million
dollars in the stock of this company. Mr. J. P. -Morgan is a
director of the New England Navigation Co. The Eastern
Steamship Co. is understood to be financed and largely con-
trolled by Hayden, Stone & Co., of Boston and New York.
G. 1. Stone and J. W. Hayden of that firm are on its board
of directors. The same firm are understood to control the
Atlantie, Gulf & West Indian Steamship Lines, of which
conipany G. L. Stone is vice president and H. R. Mallory, a
member of the board of directors of the Eastern Steamship
Co., is president. This company owns the majority of the stock
of the Clyde Line, the New York & Cuba Line, Mallory Line,
and the entire stock of the New York & Porto Rico Line and

the Texas City Steamship Co. Mr. Edward J. Berwind, one
of the directors of the Atlantic, Gulf & West Indian Steamship
Lines, the holding company for the various subsidiary lines, is
also a director in the International Mercantile Marine, along
with J. P. Morgan and George W. Perkins, and is on the
board of directors of the Guaranty Trust Co. with Mr. T. W.
Lamont, of the firm of J. P. Morgan & Co., and on the National
Bank of Commerce with Vanderlip and others. Mr. Berwind
is also the head of a big coal company in New York City, whose
business is that of furnishing coal to the various steamship
lines, one of which is said to be the Hamburg-American. His
brother, Mr. John E, Berwind, is also an official of the Porto
Rico Line and is president of the Maritime Register, the lead-
ing shipping paper of the country.

To sum up the entire sitnation, I am assured that an investi-
gation will prove that over 90 per cent of the coastwise and
practically the entire foreign American shipping is allied
through interlocking directorates with the Natlonal City Bank,
United States Trust Co., National Bank of Commerce, Guaranty
Trust Co., all of which have for their fountain head the
RockefeHer-Morgan-Perking interests,

It is against this aggregation that the administration, repre-
senting the American people, finds itself. The shipping interests
realize that the entrance of the Government into the field will
break the chain by which they have the independents shut out.
Government-owned vessels are what they most fear, for it
means a breakwater—a bunker—a protection for the inde-
pendent who now dares at his peril to invest a dollar in ship-
ping against the powerful organization, but who would be
willing to invest if fair play was allowed. My information is
the same interests own, or are interested in, several of the big
eastern newspapers. The vision of these papers is colored,
and others are affected by revenues of steamship advertising.
Therefore you find a stalwart opposition by the eastern news-
papers to the Government policy.

In further reference to the question of American shipping the
reason has been shown why the eastern papers and the Ship-
ping Trust are opposed to the bill. The argument has been
advanced by some of the eastern papers that the Government
should not purchase ships, for the reason that there is no money
to be made in the shipping business, and the Government would
lose vast sums.

In rebuttal of this argument the following extracts are taken
from Special Diplomatic and Consular Reports prepared for
the use of the Committee on the Merchant Marine and Fisheries
of the House of Representatives in dealing with the methods
and practices of steamship lines engaged in the foreign carrying
trade of the United States.

The following extract is from the report of Mr. H. P. Beecher,
vice consul at Havre, France:

While the steamers of many lines run between Havre and varlous
ports of the world, there exist between them no agreements, pools, or
other combinations for the purpose of fixing tariffs, either for freight
or passengers, of giving rebates, ial rates, and other privileges or
ndvantaﬁles. or for the purpose of pooling or dividing thelr earnings
and destroying competition.

On the other hand, there exists between certain navigation com-
anies (whose vessels, however, neither call at Havre nor are affected
¥ French law beyond the enforcement of port regulatlons, dock dues,

and pilomg& an agreement or combination.

It will suffice to name two of these:

First. The International Mercantile Marine Co.

This combination Includes the White Star, Dominion, Leyland,
American, Atlantic Transport, Red Star, and Holland-America Lines,
the last-named cog?any having been absorbed since the company's
organization in 1902,

In that year there was formed in the United States a shipping trust
for the purchase and control of the stock of the first six named com-

anles. ntil that year the White Star Line, for example, was owned
B a British company, the Oceanic Steam Navigation ., and nearl

afl the stock was held in Great Britain. But on February 4, 1902,
an agreement was concluded between the American s icate and the
White Star Line for the purchase of its shares. iach holder of a

ghare of £1,09) In the Geeanle Steam Navization Co. recelved £4,106

In cash and £6,000 in ferred and common shares of the trost. The

ﬁlmimgars of the line, Messrs, Ismay, Imrie & Co.,, received 10 times
elir

rofits for the Eear 1900 and undertook for 14 years not to asso-
cinte themselves with any other shipping enterprise trading 1o perts
which the White Star hiail used.

The Dominion Line also recelved 10 times its profits for 1900, and
Messrs. Richards, Mills & Co. the same. The leyiand Line wsas paid

,347,000 in . The American, Red Star, and Atlantie Transport
Lines, which had been acquired earlier and formed the nuclens of the
trust, were taken over for the payment of £6,831,00) almost entirvely
in trust shares.

The trust created the following capital:

Common. stock, dividend ltmitedﬂto 10 per cent until 4}

per cent debentures beé paid o Lerrsa i e Lees £9, 980, 000
Preferred stock, cumulative interest at § per cent__—___._ 340,
43 per cent debentures. 10, 650, 000
D per cent debentures. 3, 710, 000

Total

34, 610, 000
{(Or $169,000,000.)
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Besides_ this, there are £1,376,000 of debentures in the companies
constituting the trust.

The best asset of the trust has been the White Star Line, which In
1010 earned a net profit of £540,000 on a eapital of £750,000, after
writing off £370,016 for dnpmiat{on.' A dividend of 30 per cent was
paid in that year by this company alone, and a balance carried forward
or placed to various reserves, among which was an insurance fund, for
which £100,000 was set apart, in view of the increase of the fleet. At
the same time the best part of the insurance was underwriiten at
Lloyds. -As an illustration of the White Star's prosperity it may be
uhserve(% that in 1908 the dividend was 10 per cent and in 1909, 20
per cent.

On the other hand, the earnings of the combination have not been
ns great as anticipated, and the limitlng of the interest on the common
stock has been superfluous. No dividends have yet been paid on either

referred or common stock, and the former, with a nominal value of

100, is quoted at $64. : =

The purchase by an American trust of so many British ships cansed
considerable concern in England, -where sharp critielsm was aroused,
As a matter of fact, British law forbids a, British ship to be owned
br a foreign corporation. As a compromise a s 1 agreement was con-
cluded between the American syndicate and the Government, of which
Mr. Balfour was then premler, an agreement which provided that
British vessels—Ii. e., American vessels flying the British flag—should
be controlled by a committee of British subjects,

As a sequence to this, and while Mr. J. Pierpont Morgan remained the
grmcipal power, Mr. J. Bruce Ismay, Lord Pirrie; E..C. Grenfell, H. A,

anderson, and other British subjects constituted the elements required
by law. In this manner the centention of the British Government that
“ghares and not ships " had been sold was complied with.

In the meantime Mr. Morgnn was negotiating for the purchase of
the Cuonard Line, a fact which decid the British Government to
take drastic sction to prevent that compnu]vl‘ls vessels from ng into
the hands of the trust. Such a purchase, connection with an agree-
ment which the American financler had concluded with two great Ger-
man lines, would have given the syndicate a monopoly of the Atlantic
passenger and a part of the freight trade. This was felt to be unde-
sirable and dangerous. ;

The British Government consequently concluded an agreement with
the Cunard Line by which the ships of that company were to remain
British, The money required to build the Mawretania and FLusitania
was advanced by the State at a rate of 2§ per cent, and a special sub-
\'e?th(:f of £150,000 a year for the working of the two lines was guar-
antee

Congressional report shows the existence of pooling agree-
ments among practically all the lines. Mr. Robert P. Skinner,
consul general at Hamburg, in his report states:

The most common devize of the German shipowners for the mainte-
nance of rates is the division of territory and the rebate system. It is
stated that since 1890 this s{stem has not been applied in trade with
the United States. These pooling and rebate arrangements are national
and international. A most striking example of these undertakings is
the North Atlantic Q_Fssenger pool, to- which the conference lines, so
ealled, are parties. hese. llnes include all the best-known companies
transportl emigrants from Europe to New York. As far as Germany
iz concern the mechanism of the arrangement whereby all emigrants
passing through Germany are directed to conference-line steamers Is
as follows: The Prussian Government has established 10 sanitary con-
trol stations at various points along the frontier of Russia, It is a
requirement of law or regulation, with ample means for making it
effective, that every emigrant arriving in ussia shall first sojourn
at one of these stations, where he is routed to the United States and
forwarded to the seaboard. The carrying out of the administrative and
sanitary sides of this work is Intrusted the Government to the
Hamburg-American Line and to the North German Lloyd Line, acting
jointly as concessionnaires.

Agreements also exist regarding frelght rates, The congres-
sional report further states: '

Between the following trans-Atlantic steamship companies, Ham-
burg-American Packet Co., in l]nml;uég: North German Lloyd, in
Bremen ; Holland-America™ Steamship Co., in Rotterdam; R 'Star_
1;12’0, in Antwerp, the following freight agreement has been arrived at
o-day : 3

The pu of this freight agreement is to bring about a mutual
understaugin regarding rr’seight rates to be mnlntaglned on a corre-
sponding basis and to preserve to each separate company Its share of
the total income from the freight traffic.

This freight agreement comg:!ses the total freight traffic of the
above-mentioned lines from ports of the North German seacoast, Hol-
land, and Belgium to ports of the United States; it further Includes
the traffic with chartered vessels as well as with the lines' own
steamers, and it further includes the freight for dead weight as well
as for llve stock. ,

As a rule, a meeting will be held every four weeks by the representa-
tives of the freight departments of the combined lines for the purpose
of agreement regarding freight rates to be maintained and for the
exchange of opinlons regarding the status of the business and meas-
ures to be taken to meet competition. The fixing of rates, however,
iz not done by majority vote but by way of oﬂen agreement. The fix-
ing of trelg‘?et rates, even when such go below the fixed minimum freight
rates, can done, viz, for all ports by majority vote, for single ports
by consent of all parties. Furthermore, the cancellation of freight rates
can take place by majority vote.

Not only with Germany but with practically all the European
countries these pooling agreements exist. Following the report
of Mr. T. J. O'Brien, former American Ambassador to Italy,
the congressional committee states in reference to the traffic
with Italy:

Coples of the pooling agreements between the 12 gteamship lines re-
ferred to in Ambassador O’Brien’s report have been furnished to the
Committee on the Merchant Marine and Fisherles by one of the inter-
ested lines. One is- called the * Mediterranean freight-traffic agree-
ment of Deéecember 15, 1911," and has for its object the assurance to
each group of lines (group 1 comprixinilthe gix Itallan lines and grou
2 reiatl'nf to .the -Anchor- Line, the Hamburg-Amerlcan Line, Nort
German Lloyd, White Star Line, Cunard Line, and Austro-Americana)
a certain proportion of the fml%lt on_cargo loaded at all ports of Italy
and Siclly to all ports in the United SBtates of America and Canada.

The other a ment §s called the “ Mediterranean steerage-traffic
agreement of February 8, 1909." By way of explanation, one of the
companies interested draws attention to the fact that the steerage
agrecment was originally concluded In 1909, and in 1911 was renewed
in its present shape with the exclusion of the Fabre Line; the latter
company, although in prineciple willing to rejoin the contract, not hav-
ing n satisfied with the participation quota offered to them,

This system of freizht-pooling arrangements has not only
existed between the Ameérican-European ports, but also between
the United States and South American ports. The following is
from the committee’s report regarding South American traffic:

The reader is referréd to the testimony of Mr. Christian J. Beck
rrelght traflic manager of the Hamburg-American Line, on pages 518
to 541, inclusive, of the hearilngs before the Committe: on the Mer-
chant Marine and Fisherles In the Investigation of the so-called shlrpm
combine, In his testimony Mr. Beck submitted the several freight an
yassenger agreements entered Into between the Atlas service of the
hamhurg-Amerlcan Line and the Royal Mall Steam Packet Co.

Briefly summarized, the agrecment of February 21, 1908, provides

or— 1 '
R freightr-Pmun arrangement on the basis of 773 per cent to the
Hamburg-American Line and 223 per cent to' the Royal Mail Steam
Packet Co. A margin of & per cent on the above proportion, however,
is to be allowed each comlpnny. and if at the end of the year it Is
found that the actual total earnings of each company have amounted
to less than the respective proportions of 724 per cent by the Hamburg-
American Line and 173 per cent by the Royal Mall Steam Packet Co.,
then the difference between these minimum proportions and the pro-
portions in the earnings shall be adjusted in accordance with certain
rules adopted in the agreement. It is also agreed to ascertain, month
by month, the quantity of -carga carried by the two-lines, with a view
to arranging the carriage in the agreed proportions, as far as possible.

2. A joint freight tarill to be agreed upon between the agencies of
the companies in New York. 'The parties further agree to run their
passenlgcr steamers between New York and Colon alternately, as far as
ossible.

s 3. A division of territory. The Royal Mail Steam Packet Co. agrees
not to extend its service to Haitian ports and Santa Martha, as far as
sallings to and from New York are concerned, except in ease of war
with {ge Roﬁ Dutch West India Mall Line, in which ease the Roval
Mall Steam cket Co. is to receive the privilege of calling at Hai
ports served by the Dutch Line.

It should be stated here that the Atlas service of - the Hamburg-
American Line and the Royal Duteh West Indla Mail Line have an
agreement with reference to the division of Haltlan ports between
themselves, a copy of which is found on page 524 of the hearings in
the investigation of the so-called shipping combine. - The Royal Mall
Steam Packet Co. also expresses its intention not to extend its present
service to the port of Port Limon, and in case this should be done the
two companies agree to meet, with a view to making such arrange-
ments as will least interfere with the interests of each. other. n
turn, the Hamburg-American Line agrees not to call at Trinidad and
Grenada from and to New York, excepting with their cruising steamers.

The Hamburg-American Line, however, reserves for itself the service
between New York and Puerto Barrios, but if. more than a four-
weekly steamer should be required the Royal Mail' Steam Packet Co.
’?11 ltto have the option to share alternate steamers for the additional
sailings, .
" On October 7, 1908, an agreement supplemental to the one of Feb-
ruary 21, 1908, was entered into between the two lines. This agreement
provided, among other matters:

1. That certain steamships of the two companies shall be dispatched
from New York to Colon on alternate weeks.

Mr. Beck testified that these agreements had been renewed and are
in existence to-day. He also testified that his line has no hard and
fast agreement with the United Fruit Co., which also operates from
New York to Jumaica and other poris enumerated in the above-men-
tioned agreement. but stated that it Is tacitly understcod that the
United Fruit Co. will observe the same rates and conditions as the
Royal Mail Steam Packet Co. and the Hamburg-American ILine. This
understanding with the United Fruit Co., however, I8 only a rate-
fixing arrangement and does not involve a pooling agreement.

In reference to the methods of killing competition, the fol-
lowing is quoted from the report of Mr. Robert P. Skinner,
consul general, Hamburg, Germany :

Any account of the methods and practices of the German steamship
comganios would be incomplete without reference to the Syndikats-
Rhederei, a corporation through which are operated the fighting ships
of the six largest Hambu companies engaged In extra-European
trade. Nominally, the Syndikats-Rhederei is a vessel-owning company,
with a capital of $1,428,000, engaged in commercial transportation
enterprises. Actnally, it is a defensive corporation owned, in respect to
its capital shares, as follows:

Hamburg-American Line __
Hamburg-8outh Ameriean Line_
German Steamship Co.__

§785, 400
- 160, 600
154, 700

German-Australian Steamship Co 130, 000

C. Woermann _- 119, 000

German East Africa Co-- .4
1. 428, 000

The above distribution of shares s apportloned with reference to
the tonnage of the companies named. This fighting corporation was
organized on December 19 and registerad on December 23, 1905, and
one-half of the original capital was pald in immediately. Four com-
paratively small and inexpensive ships were purchased, and these, with
such others as may be chartered from time to time, are hired out to
the six owners of the company to meet dangerous competition and to
drive it away. The fighting ships handle chiefly bulk gocds, leaving
merchandise, which requires prompt transportation, to the care of the
parent company, which maintains its nominal rates as far as possible,
the stress of competition being borne by the fighting shl;:n R\:lnclpaily.
In times of peace the fighting shl?s engage in regular trade on time
charters. As this corporation i{s not one for profit prlmnrllz, the Invest-
ment in reality is a new sort of Insurance. ‘The Syndikets-Rhederei
made no money at the beginning of its hilstory, this fact indicating that
the ships were all actively engaged In commercial warfare, but last
ﬁear the returns were- favorable, as rates, generally speaking, were

igher and the regnlar lines reguired less ex sive support. ‘T'he man-
ager of the company is Mr. Christian. Friedrich Bransloew, who 1s
known to be a very careful and competent man.
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The purchase of Government vessels wonld mean a constant
yvigilance against these secret combinations, Therefore it is
against the interest of the Shipping Trust for the Government
to own vessels, and they will do everything in their power to
prevent the passage of the bill. An examination of the special
diplomatic and consular reports, prepared for the use of the
Committee on the Merchant Marine and Fisherles and edited by
Mr. 8. 8. Huebner, will show a mass of evidence of the existence
of these pools and agreements between various steamship com-
panies plying to all continents of the world.

Following this up, may we not find clearly accounted for the
resolutions of certain chambers of commerce which have been
produced in the arguments on the other sidle—New York, Boston,
Philadelphia, and New Orleans? The same controlling influ-
ences will appear in them all.

I requested Mr. Philip Manson, of New York, to advise me
respecting the action of a committee of the New York Chamber
of Commerce, and to give me as full information as he could
regarding the officers and their associations, and as to the rea-
sons for their opposition to this bill. I have his permission to
use his letter. I think you will agree that Mr. Manson under-
gtands his subject thoroughly, and, while he frankly sets forth
the facts, he is fair and without ulterior motives. His stand-
ing, character, and intelligence I do not believe can be ques-
tioned. This is his letter, dated January 18, 1915:

THE ATLANTIC C0AST STEAMsHIP Co, (LTD,),
299 Broadway, New York, January 18, 1915,

Hon, Doxcay U. FLETCHER,
United States Senate, Washington, D. O,

My Dear SeNaTOR: I have to-day received yours of Januargclﬁ and
the coples of the report, the Eroposed substitution, and cretary
McAdoo's address, for all of which I thank you very much.

Your report is a masterly document, and I am amazed that the news-
papers, In spite of their bias, did not give their readers the benefit of it
to a greater extent than they did. It sim[ﬁly shows to what an extent
the newspapers are owned, controlled, or influenced by the interests that
would prevent the shipping bill from i)asslng‘ This is a sad commentary
on American journalism, but I know it to be true, as I was in the news-
paper business before I became interested in the steamship business.

he o ition to the shipping bill comes chiefly from two sources,
namely, ?Egﬁsteamship interests and the so-called Wall Street interests,

The steamship interests are opposed to the blll because they don't
want additional competition, either governmental or private.

Wall Street interests are op to the bill for two reasons: First,
because of the sienmshl% interests which they own or control, and, sec-
ond, because they fear that the success of this Government enterprise—
and a great success it is bound to be—may result in Government owner-
sih!p of telegraph, telephone, railroad, and other public-service corpora-
tions.

Without going into the pros and cons of Government ownership, the
reat concern tﬁnt Wall Street has with regard to that is that under
overnment ownership the large profits which Wall Street receives from

privately owned corporations every time they have a bond or note issue
or other form of financing will be done away with.

However, Secretary McAdoo In his address has shown that the objec-
tion to the ah;pplng i1l on the ground of Government ownership is not
tenable even If we were bound to consider it.

The opposition of the steamship interests is of the least importance,
as they have not in themselves a very great influence with our legis-
lators ar the press,

The opposition of Wall Street influences is n much more serious prob-
lem to contend with. I am sure that they are spending large sums of
money to kill this bill. A few weeks ago I learned of a fake marine
associatlon called the National Merchant Marine Assoclation. After
some difficulty I located this alleged marine association in the offices of
the New York Life Insurance Co., and after interviewing the secretary
I became satisfied that it was formed for the sole purpose of killing the
shipping bill.

It Is well known that the New York Times and the New York Bun
are confrolled by Wall Street interests. The New York Evening Post
derives its existence from Wall Street. The Journal of Commerce is
supported almost entirely by the foreign shipping interests and Wall
Street. These are the sapers that most stronglg oppose the shipgoi.ng
bill. Newspapers outside of New York City attiribute to the above
pa];ers a superior knowledge of shipping matters nnd follow their lead.

'he position of such Republican papers as the New York Tribune and

the New York Press on this bill ean well be understood; nevertheless,
being free of Wall Street influences, their party bias has not prevented
them from indorsing the purpose of the bill and some of its features
and to offer subsidy as a substitote, whereas the first-named papers
damn the bill throughont, get offer nothing in its place, the reason for
which has already been indicated.

I now come to the request you make in your letter for information
as to the men who control the New York Chamber of Commerce.

For manry geﬂrs it has been repeatedly charged that the New York
Chamber of Commerce was not representative of the business interests
of New York, but that it was controlled by Wall Street Interests. The
shipping interests are also owned and controlled by Wall Street inter-
ests, 8o the two are bound “&. in each other. )

The following will prove this:

The president of the chamber of commerce is Mr. Seth Low, formerly
E‘msldcnt of Columbia University aud a former Republican mayor of
New York City. Mr. Low's present activities are confined to holding
honorary positions, and his office as president of the New York Chamber
of Commerce s acded as one of them. Mr. Low may be depended
upon to follow the lead of his fellow officers in the chamber of com-
merce, and it Is with them that we are most interested.

Interlocking directors are indieated by letters, thus,

A.).
The officers and executive committee are as follows : iE. B.) J. Pler-

pont Morgan, vice Ere.u!dent: director of the International Mercantile
Marine ( N): New England Navigation Co. (B.) ; New England Steam-
ship Co.; National Bank of Commerce of New York (C.) ; United States

LIT—156

practically a monoaly of the steamship business

Steel Corporation; Western Union Telegraph Co. (D.) : New York Cen-
tral & Hudson River Railroad; New York, gZew Haven & Hartford Rall-
road (E) ; Northern Pacific Rtailroad ; West Shore Railroad : and others.

Frank A. Vanderlip, member of executive committee, President and
director of Natlonal City Bank of New York (H.) : director of National
Bank of Commerce of New York (C.); Farmers an & Trust Co., of
New York; American Security & Trust Co., of Washington ; and Riggs
National lia‘nk, of Washington. Trustee of Consolidated Gas Co., of
New York (I.) and Mercantile Safe Deposit Co., of New York: director
of New York Edison Co.; Union Pacific Railroad; Chesapeake & Ohlo
Railroad ; Hocking Valley Railroad; Missourl, Kansas & Texas Rail-
road ; Norfolk Southern Rallroad; Oregon Short Line Railroad: Oregon-
Washington Rallroad & Navigation Co.; and Seaboard Alr Line Rallroad,

James Talcott, vice presldent. Director of the Manhattan Co. Bank,
of New York.

William D. Bloan, vice president and member of executive committee,
Director of National City Bank, of New York (H.); Guarantee Trust
Co., of New York (K.); Guarantee Safe Deposit Co., of New York:
Eastern Steel Co.; Mahoning Coal Rallroad Co.; Central & South Amer-
ican Telegraph Co.; and Standard Roller Bearing Co. Trustee of
United SBtates Trust Co., of New York (L.).

A. Foster Higgins, vice president. Director and vice president of
Compania Metallurgica Mexicana, and Sombrerette Mining Co. Di-
rector and president of Mexican Northern Rallroad. Director of Monte-
zuma Lead Co., Mexican d Co., Potosi & Rio Verde Rallroad, Tezint-
%13 C?tppée; Mining Co., Crocker-Wheeler Co., and Knickerbocker Safe

pos

George B. Cortelyoun, vice president. President and director of Con-
solidated Gas Co., of New York (I.), and director of New York Edison
Co., which, with other companies, in all of which he is an officer or
director, control the lighting and power business of Greater New York
and vicinity. Also director of National Bond & Mortgage Insurance
Co. and National Surety Co. (M.)

John 1. Waterbury, vice president. Director of International Mer-
cantile Marine (A.); Western Unlon Telegraph Co. (D.) ; American
Telegraﬁh & Telephone Co.; Western Electrie Co.; Audit Co., of New
York (N.); Chase National Bank, of New York (0.); United States
Guarantee Co. ; The Pacific Coast Co. ; Chicago, Indianapolis & Louisvilla
Railroad ; and "Louisville & Nashville Railroad (R.). Trustee of Alliance
Insurance Co., of London.

% Witt Cuyler, vice president, Director of Audit Co., of New
York (N.); New York, New Haven & Hartford Railroad (E.); and
Interborough Co. (the New York subway) ; also director in many other
transportation companies,

Frank K. Sturg? vice president. Member of the governing com-
mittee of the New York Stock Exchange. Viece president and director
of New York Quotation Co. and Standard Safe Deposit Co., of New
York.

James G. Cannon, vice president. Member of executive counnell
American Bankers' Association. Trustee of Associated Simmons Hard-
ware Co. Chairman of the board of H. W. Johns-Manville Co. (Y.).
Director of Bankers’ Trust Co. (P.) ; Fidelity Trust Co., of New York;
Fifth Avenue Bank, of New York (Q.); Metrogo]itan Trust Co., of
New York (U.); Security Bank, of New York (A. A.); Transatlantic
Trust Co., of New York; United States Mortgage & Trust Co., of New
York (F.); United States Casualty Co.: United States Guarantee Co.;
sindkstandard Milling Co. Trustee of Franklin Savings Bank, of New
[OT

Anton_A. Raven, vice qpresldcnt. President and trustee of Atlantic
Mutual Insurance Co. (T.). President and director of American Bu-
rean of Shippi Vice president and director of Home Life Insurance

)i

Co, Vice president and trustee of Metropolitan Trust Co., of New
;oﬂé (U.). Director of Atlantic Safe Deposit Co.; Bank of New
Ork ; an

Fidelity & Cnsunlt{ Co. (V.).
William Skinner, vice president. Of Willlam SBkinner & Sons, silks.
Member of board of managers of Silk Association of America. Vice
president and director of Pacific Bank of New York. Trustee of
American Surety Co. (G.). Director of New England Navigation Co.
{B.) ; New York, New Haven & Hartford Rallroad (E.): Boston &
Maine Railroad; Boston & Lowell Railroad; Boston Railroad Holding
Co.; Central New England Rallroad, Hartford & Connecticut Western
Maine Ceatral Railroad;: New York, Ontario Western

Poughkeepsie Brldfe Rallroad ; Rutland Railroad; First
National Bank of Boston; Irving National Bank of New York; Massa-
chusetts Muatual Life Insurance Co.; and Equitable Life Insurance Co.

William H. Porter, treasurer; also member of executive committee.
Member of firm of J P. Morgan & Co. (E. E.). Director of Bankers’
Trust Co., of New York (P.); Chemical National Bank, of New York
(W.'}; Astor Trust Co., of New York (X.&: Astor Safe Deposit Co.,
of New York; Fifth Avenue Bank, of New York (Q.) ; Guarantee Trust
Co., of New York (K.):; Title Guarantee & Trust Co., of New York;
Pere Mar&uette Railroad ; Fidelity & Casualty Co. (V.) ; H. W. Johns-
Manville Co. (Y.) ; and Remington Typewriter Co. (Z.). Vlice president
and director of United States Life Insurance Co. (D. D.).

Franklin Savings Bank (8.) and Mutual Life Insurance Co.

E. H. Outerbridge, chairman executive committee. Director of
United States, Bermuda & Caribbean Steamship Co. His family, as
agents for the Quacbec Steamship Co., a British corporation, have had
etween New York
and Bermuda and between New York and the Windward Islands for
over 30 years. Mr. Outerbridge is also secretary, treasurer. and
director of the Pantasote Leather Co. and director of the United States
Life Insurance Co, (D. D.).

Welding Ring, member of executive committee. Director of Fourth
National Bank of New York and Security Bank of New York (A. A.).

:

stee of

Secretary and director United States & Australasia Steamship Co.
Philip A. 8. Franklin, member of executive committee. Vice presl-
dent of International Mercantile Marine (A.) President, manager,

and director of Atlantie Transport Co. (Ltd.). Director of Atlantic
Mutual Insurance Co.; Nntional Sorety Co. (M.); International Ele-
vator Co.; and Terminal Warchouse Co, \

Samuel W. Falrchild, member of executive committee. Treasurer
and director of Fairchild Bros. & Foster, chemists. Trustee of Bowery
Bavings Bank, of New York

Darwin P, Kingsley, member of executive committee. President and
director of New York Life Insurance Co. (B. B.) ; trustee of New York
Trust Co. of New York: director of Citizens’ National Bank of New
Yﬁﬂ“ Natlonal Surety Co. (M.); and Louisville & Nashville Railroad

Isaae N. Sellgman, member of executive committee. Member of
I. & W. Seligman & Co, bankers; member of advisory committee of
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Aundit Co. of New York; trustee of Rossla Insurance Co. of Russla;
direetor of Anglo & London-Paris National Bank; Lineoln Trust Co. of
New York; Mount Morris Bank of New York; and United States Sav-
ings Bank of New York.

Alexander E. Orr, member of executive committee. Vice president
and director of Mechanies & Metals National of New York;
trustee of United States Trust Co. of New York
Produce Exchange & Deposit Co.; director of Con
ance Co,; Federﬁe Insurance Co.; Fidelity & Casualty Co. (V.) ; Harper
& Bros. ; and Queens Insurance Co. of Ameriea.

A. Barton Hepburn, member of executlve committee. Chairman of
board of directors of Chase National Bank of New York 0.} ; director
of Bankers’ Trust Co. of New York (P.): Columbia- nickerbocker
Trast Co. of New York; First National Bank of New York (C. C'.r];
First Security Co. of New York; Fldelity Trust Co. of Newark, N. J.;
Mlgr land Trust Co. of Baltimore, Md.; New York Life Insuranee Co.

.) ; Amerlean Cotton Oil Co.; F. W. Woolworth & Co.; Remh;ﬁ;on
pewriter Co. (Z.) ; Safety Car Heating & Llﬁhﬂn%m(io.: United ar
nufacturing Roebuck & Co.; Studebaker Corporation;

0. ; Bears,
and American Car & Foundry Co.

John Clafin, member of execative committee. President and director
of H. B. Claflin Co.; trustee of Atlantic Mutual Insurance Co.; Com-
mercial Union Assurance Co. (Ltd.) of London; United States Trust Co.
of New York; and Palatine Insurance Co. &L .} of London ; director of
Commereial Union Fire Insurance Co. of New York; German-American
Insurance Co.; Home Insurance Co.; New York Life Insurance Co.;
Astor Trust Co.of New York; Morristown Trust Co.; Natlonal Bank
of Commerce of New York ; and New York Life Insurapce & Trust Co.

The committees of the chamber of commerce contain such names as:

Alexander J. Hemphill, president of the Guarantee Trust Co. of New
York, and connected with numerous other large banking institutions.

Mortimer L. Schiff, of Kuhn, Loeb & Co., bankers, and connected with
many other banking and rallroad companies.

Joseph B. Martindale, president of the Chemical National Bank of
New York, and connected with many other large hnnkh;ﬁ institutions.

Walter B, Frew, president of the Corn Exchange Bank and connected
with other banks.

The committee on harbor and shipping has for its chairman, P, A, 8.
Franklin, vice president of the International Mercantile Marine. The
other members of this committee are Herman Winter, an officlal of the
Cunard Line; L. B, Stoddart, vice president and director of Bowering
& Co., who own and operate the Hed Cross Line, a British steamshi
company ; Charies Sooysmith, civil engineer; Gustav Lindenthal, ci
engineer ; Charles D. Norton, president of the First National Bank of
New York: and McDougal Hawkes, lawyer,

The committee of five that hande& in the resolutions of protest inst
the Government shipping bill had for its chairman. Irving 'T. Bush,

resident of the Bush Terminals, which depends for its existence on the
?orelgn steamship lines which use their docks and wharves.

This committee also included :

George B. Dearborn, president of the American-Hawalian Staamshﬂp
Co., which is ﬁ?alterably opposed to the idea of more steamship facili-

g except o 8 OWn.
t!eJMob '%V Miller, formerly of the New England Navigation Co., but
now vice president of the Cape Cod Canal Co., bullt by August Belmont
& Co., bankers. t may be well to mention that the charges of the
Cape Cod Canal Co. for tolls are so high that there is a considerable
agitation for the Government to step in and take charge of it.

Youn will therefore see that the resolutions which the New York
Chamber of Commerce gamed against the shlpping bill are in effect
the resolutions of Wall Street and the shipping interests in thelr most
econcrete form. 1 venture to say that the facts shown by this list of
officers of the New York Chamber of Commerce and the shlpgtn com-
panies and rallroad companlies and banking institutions In which they
are directors, and in which they interlock to such a large extent, will
be a surprise to most of the Members of Congress,

You will note that 1 have also shown the larger of the manufacturing
corporations in which some of the officers of the chamber of commerce
are directors., My reason for this is that a few days ago some of the
papers published reports to the effect that the manufacturers of the
country were against the shipping bill. It would indeed be strange if
the manufacturers were oi:qlmsed to this bill which has for its object im-
provement of shipping facilities and lowering of freight rates, all of which
would be decidedly for the benefit of the manufacturers. ut when you
note that the manufacturers who have declared themselves against the
bill are controlled by Wall Street interests their action is not so strange.

Regarding the Boston Maritime Assoclation, the membership of that
assoclation is of the same nature as that of the New York Marltime
Association. It consists of the shipping people of Boston, including
officials of the forelgn steamship lines. ey naturally are opposed to
the possible competition of a Government merchant marine,

1 ];mve before me a copy of thelr protest, and it is like all of the
protests that I have seen against this bill, very much involved and
without merit. It states the same fallacies as contained in the minority
report of Senator Burrox; in fact, it appears to me that the minorl
report made use of the Boston Maritime Association protest for mu

of its argument.
Yours, very truly, PHILIP MANSON.

I received this letter from Mr. Bush, which explains itself:

_Busa TERMINAL Co.,
100 Broad Sireet, Now York, January 19, 1915,

Hon. Duxcax U. FLETCHER,
United Btates Benate, Washington, D. 0.

Drar Smn: I inclose a copy of the report of the special committee on
merchant marine to the Chamber of Commerce of the State of New York,

In so doing 1 desire to make it clear that the report was not adopted
by the chamber, and therefore represents only the views of the com-
mittee, which was composed of men acquainted with shipping matters,
but without selfish interest in vessels in foreign trade.

Yours, very trul
% i Ievise T. BUsH.

So I wrote Mr. Manson that he must be mistaken about the
report being adopted or the resolutions passed. He replied
as follows:

THE ATLANTIC CoasT STEAMsHIP Co. (LiD,),
200 Broadway, New York, January 21, 1915,
Hon. DuxcaN U. FLETCHER,

. United States Senate, h?uMuaion, D. 0.
My DEAR SENATOR: Your letter of January 20 recelyed, for which I
thank you.

Relative to the action taken by the New York Chamber of Commerce
on the ahl@plng bill, the news@:,gers last Fri featured thecract that
the New York Chamber of mmerce, according to action taken at
their meeting the day previous, was opposed to the shi p[nge?ﬂl.

I _to-day called on the assistant secretary of the eham and he
confirmed the fact that & resolution introduced by, Mr, Bush had been
e ush’s resolution, as

voted upon and adopted. He read to me Mr,

“Resolved, That the Chamber of Commerce of the State of New York

geg]t)-?pseﬁ to the so-called Alexander bill and is opposed to its enact-

Gwynne, the assistant secretary of the chamber of commer:
with whom I talked, explained to me !tth the Bush report consisted c:f
fwo sections—one declaring that the chamber was oilposed to the ship-
ping bill, and the other recommending certain substitute plans to take
the place of the proposed legislation. ’

Mr, Gwynne said that the portion of the report that disa
the shipp bill was voted on and adopted. That part
the comumittee.. Tt in pelng rovives aad miif o

. revis: w acted upon
Bealig o e chamiet B e oot shande seoaer
view of e foregoing nk that the only change nec
my statement under that head is to change it tol;'ea.d: < o o
Ch‘;n?ggr z}ucmﬁc;gfum see that thhg treisglutigiz \ivnhicl";mthe New York
) erce passed agains e 8 is, in eff
e el P e
o change the won resolutions ” on the first line of pa
of my letter to the singular. DaBe- 9

I noticed a certain degree of uneasiness in the chamber officials’
discusslon of the matter with me. Mr. Gwynne tried to minlmize the
im&)rts,nee of the chamber's favorable action on Mr. Bush's resolution.
I think their action of last Thursday Is meeting with some objection
among th:i mez;he]:uh.‘lp. ; 3

As to Mr. Bush's statement that his committee * was composed of
men * * * without selfish interest in vessels in the foreign trade,”
these are the facts:

Mr. Bush is the head of the Bush Terminals (docks and warehouses
which are used by the tullmw'ir.lg‘:l steamship lines, all of which ags;
strongly opposed to the shipping bill for perfectly obvious reasons:

American-Hawailan Steamship Co., Russlan-American Line, Amerl-
ean E¥oneu' Line, Austro-Americana Steamship Co., Bocleta Ano-
mima Trasporti Mestre, America-Levant Line, American & Manchurian
Line, American & Ausfralian Line, Norton Line, American & African
%ieamsll‘zlip g..lﬁe. éfn;arlcag ﬁ !uc}‘i.i::e Btl‘g:m?]hi%‘}.meh Ihctgch East Indies

ne, oy razileiro, Prince y nch, ye . Lines, Royal
Dutch West India Mall Line, (4

There may be more lines using Mr. Bush's docks and warehouses,
but the above are sufficient to indicate that Mr. Bush's position in this
matter is not totally disinterested.

Mr. George 8. Dearborn is the head of the American-Hawailan Steam-
ship which, as you will note from the above 1llst, uses Mr. Bush's
terminals. Mr. Dearborn’s steamship company i3 benefiting tremen-
dously from the present shippin tuation, and is hardly likely to
approve of additional steamship facilities.

Mr. Jacob W. Miller, formerly of the New HEngland Navigation Co.
(New York, New Haven & Hartford R. R.), and now of August Bel-
mont & Co. and the active head of the Cape Cod Canal Co., which ma
have to fight being taken over by the Government because of the higE
tolls they are charging, is naturally adverse to a Government mer-
chant marine.

The other two members of the commitiee, AMr. Willlam Harrls Doug-
las and Mr. J. Temple Gwathmey, so far as I know, have no particular
knowledge of or interest in ahigplng. For them to conform to the
views of the three members of the committee who do knew the ship-
ping business is entirely natural,

Yours, very truly, Pmivre Maxsox,

On the 22d of January Mr. Manson wrote as tdllows:

THE ATLANTIC CoAsT STRAMsHIP Co. (LTD.),
200 Broadway, New York, January 22, 1913,
Hon. Duscax U. FLETCHER,
United States Senate, Waghington, D, C.

My Dear BENaror: I inclose n copy of the shipping report of the spe-
cial committee of the New York Chamber of Commerce, They are, of
course, unalterably opposed to a Government merchant marine, but in
trying to make out their case they have rather helped the eause of the
shipping bill. | .

The fallure of the chamber to adopt the suggestions made in the re-
port was because of that. It was undoubtedly a surprise to the powers
that be in the chamber to have this committee repudiate the time-
honored Republican doctrine that a subsidy is absolutely essential for
the revival of the American merchant marine, and the correlated fiction
as to the high cost of operating American wvessels. According to the
published accounts of the meeting last Thursday there was much objec-
tion to this part of the report.

The report says that the only vital thing necessary to induce private
eapital to establish an American merchant marine is for the Government
to guarantee the honds of steamship companies * whose character and
standing entitle them to it.” They modestly refrain from saying who
might qualify.

I have always maintained, based on my own experience, that there is
not over 10 per cent to 15 per cent difference in operating costs between
American and foreign passenger ships, and the difference is much less for
eargo boats, the chamber of commerce committee confirms my
contention.

1 believe that the subsidists’ clalms, which the
positive assurance, that it costs from 40 per cent to 50 per cent more to
aperate American vessels, caused Secretary McAdoo, at the House hear-
ings on the Alexander bill, and the President in his last message, to
say the Government line might run at a loss for a time. The opponents
of the bill have seized on this to call the bill a * diairu.lsad subsidy.”
Now that there is a statement from this expert committee, unfriendly
to the bill yet disproving the Republicans’ ¢lnim of much greater oper-
ating of American ships, their pretext for calling the shipping
bill a * disguised subsidy " may be disposed of.

It is an absolute certainty that, if this bill is passed, the Government
line will be a big finanecial success, mssuming, of course, that competent
people are in charge, and there need be no difficulty on that score.

Yours, very truly,
PHILIP MANSON,

proved of
1at recom-
bill was referred back to

Now

made with such
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On the 27th came more light on the shifting position of the
chamber of commerce, as shown by Mr. Manson's letter of the
26th, as follows, inclosing a clipping from the Times. He says:

THE ATLANTIC COAsT StEAMsHIP Co. (LTD.),
290 Broadway, New York, January 26, 1815,
Hon. Doxcax U. FLETCHER,
United States Senate, Washington, D. C.

My Deir SexaToRr: I inclose clipping from to-day’'s New York Times
containing a aummu{ of the revised report to be submitted by the
speelal committee of the New York Chamber of Commerce on Thu y-

Inasmuch as the shlpgmg bill's opPonents are making much capital of
the opposition to the bill by certain chambers of commerce, and the
newspapers opposed to the bill are basing editorials on such actions, I
thought it well to point out to you that the New York Chamber of
Commerce committee has turned a complete somersault on the most
important points in their original report.

heir original report, repeatedly and with much detail, showed the
falsity of the subsidists’ claim that it costs from 40 per cent to 50 Etelr
cent more to operate vessels under the American flag; that in fact the
difference was 5 per cent to 10 per cent only. The report showed that
because of this false bellef as to the greatly increased cost of operating
American vessels, American investors have been scared away from ship-
ping investments. The report repeatedly stated that a subsidy was not
necessary ; that only Government guarantee of private shhiping com-
panies’ bonds would enable sufficient capital to be secured with which to
establish an American merchant marine.

The revised report, s!gnedclgg the same men, now says that our ship-
ping industry can not be pla on a successful basis without subsidies,
and proposes “ a central board to ascertain, within a very few dollars,
the exact difference in cost, ship by ship an& voyage by voyage, between
the operation of a vessel under the American flag and under ang rore!{nu
flag.” The report continues: " Much as this committee would like
believe that our merchant marine can be reinstated with a smaller
amount of Government ald than this report proposes, as men of experi-
ence, and looking all facts in the face, the committee is bound to say
that, in its omnfon, nothing substantmn{ less than is contemplated by
this plan can be expected with any sort g about
satisfactory results on an adeguate scale.”

The foregoing is heralded as their answer to Secretary McAdoo's chal-
lenge in his Chicago speech for opponents to offer a practicable sub-
stitute for the present shipping bill.

It will, of course, have occurred to {on that before their plan ean
be acted upon it will be necessarf to walt until shipping conditions
frelght rates become normal, as It would be quite useless for the “
tral board” to work with present rates and conditions.

Rates and condlitions 1 not be normal until a long time after the
war ends; no one knows how long that will be. 8o even if one were to
give serious attention to the recommendations of this committee, which
so completely reverses itself, thelr plan is not a practicable one, and I
believe that Secretary McAdoo and also you in the Senate called for a
practicable plan.

Anything to delay action is the aim of the opposition. When the
Alexander bill was up last session they said: * Put it over until the
next session.” Had action been taken then, the Government merchant
marine would have been in operation to—da{. Now they say: “ Postpone
action until next December.” (See New York Sun, Jan. 9, clipping in-
closed.

1 nn:)i sorry to have troubled you to return the cogy of the Journal
of Commerce letter. The notation to return which it bore was an old
one. The Journal of Commerce did not publish that letter. That, how-
ever, doesn't alter the facts it contains,

In case they contain facts for you not previously stated, I inclose
coples of recent letters to the New York Times and the New York Sun,
neither of which were published, although letters opposing the bill find
instant publication in those papers.

ours, very truly, PHILIP MAXSON.

In this connection I submit some correspondence which has
been placed in my hands by the Senator from New Jersey [Mr.
HuceuEs]. This indicates the activities of certain people against
this bill and the methods employed. Here are * influences”
which are “outside the Senate,” and the country should know
about them.

This is a letter to Mr. A, Rothschild, of Newark, N. J., dated
January 15, 1915, on the letterhead of the United States Mer-
chant Marine Association, 50 Church Street, New York City.

New Yorg, January 15, 1915,

of confidence to br

and
cen-

Mr. A. ROTHSCHILD,
Rtengel & Rothschild, Newark, N. J.

Dean Sir: The administration at Washington will continue to press
to the limit of its power the so-called Alexander bill (H. R. 18666), pro-
osing Government ownership and operation of merchant vessels, the
go\?ernment investment to be $30,000,000 and ogerating losses man
more millions. This is a soclalistic scheme, wit
fications. The dangers to our Government and to
volved in this startlin roject are so far-reaching
will gladly heig us to defeat it.

Will you not immediately write to each of the Senators and Repre-
sentatives from your State and to any other Senators and Representa-
tives in Congress whom you can appeal to—and it would be well worth
while to address them all—a speclal letter containing your strongest
arguments and protests against a proposition so obviously and over-
whelmingly bad?

It could not helr. but prevent, future merchant marine development.
No American capital would enter the business in competition with
Government owned and operated ships, and, worse yet, Government
owned and operated ships -could not compete against privately owned
foreign vessels. Government owned and operated merchant vessels
competing for private business against foreign merchant vessels owned
by private interests would certainly cause international and
friction and sooner or later would bring-about war, a fact w itself
ought to make this socialistic scheme impossible.

Ve are mailing this letter to 5,000 Prom[nent business men through-
out the country, asking for a good. solid, American protest against this
Govemmentawm—mhlﬁ scheme. We should, and would, mall 20,000 or
50,000 letters if we had the funds for stationery and stamps. If youn
will inclose your check for $10, we will immediately devote the mon
to spreading this protest Lroadcast. The patriotic, conservative busi-

international rami-
rivate business in-
hat we Dbelieve you

ealous;
ch o

ness le of this country can n a
qulckﬁon ry ot be aroused against thiz peril too

I give you my personal assurance that we shall Jeave nothing un
done, night or day, to win. Will you not write these letters? Will you

not write ns?
Faithfully, yours, WALLACE DOWNEY, Director.

Mr. POMERENE. Mr. President:

The PRESIDING OFFICER. Does the Senator from Florida
vield to the Senator from Ohio?

Mr. FLETCHER. I do.

Mr. POMERENE. . If I may interrupt the Senator, I wish to
say that I think that letter has had pretty general circulation.
A similar letter was sent to me by a large manufacturing firm in
Cincinnati, and, as nearly as I ean carry it in my mind, it is an
exact duplicate of the letter which the Senator has read. Can
the Senator from Florida inform us as to who this association
are and whom they represent?

Mr. FLETCHER. I have no information on that except, as
I say, from their letterhead and the letter of Mr. Rothschild to
the Senator from New Jersey [Mr. HueHES], transmitting the
letter of Mr. Downey. I really do not know. I have said I
have no information on the subject, but I should say I have no
information that I should feel like vouching for. It has been
reported to me that Mr. Downey was once in the shipbuilding
business and he may be so yet. I am not sure as to that. I
really can not say as to the association. Mr. Downey appears
here, and he signs his name as director.

Mr. POMERENE. Mr. President, four or five days ago I
wrote to this gentleman, in substance stating to him that, in
order that I might be able to determine the weight which should
be given to his protest, I should like to know who composed
the association, and what interests they represented; but I
have not been honored with an answer to my letter.

Mr. FLETCHER. I doubt if the Senator will get any reply
to that. The accompanying copy of a letter to Mr. Downey
from Mr. Rothschild reads in this way:

Mr. WaLrace DowNEY, Director,
United States Merchant Marine Association,
Church Street, New York City.

Dear Bie: I have your circular letter of the 15th instant regarding
the proposed shlp})ing bill, H. R, 18666. In reply thereto I beg to say
that I am not afrald of any bill which may pass in regard to this
matter, as I certainly think that the Government ought to do somethi
about shipping facilities, whether through temporary Governmen
ownership or otherwise, in order to relieve the shipping congestion and
exorbitant shipping rates in force at the present time, Repub-
lican Party when in power had passed the necessary legislation for
subsidizing American ships, the present legislation would not be neces-
sary ; but any attempt of this kind was always defeated by the shipping
combinations In New York. This countr d not go to ruin when a
bill was passed to build the Unlon Pacific Rallroad, and I do not be-
lieve it will go to ruin if the Government sails some merchant vessels
to relleve American shipping. I do not feel, therefore, like subscribing
to any obstructive campaign to relieve the present situation,

Yery truly, yours,

JANUARY 18, 1915,

A, ROTHSCHILD,
The letter of transmittal from Mr. Rothschild to the Senator
from New Jersey is as follows:
NewaRrg, N. J., January 18, 1915,
Hon. WiLLiAM HUGHES,

United States Senate, Washington, D. C.

DeAr Sie: I received this morning the inclosed letter in regard to
the proposed shipping bill, H. R. 1 6. I thought it might be of
interest to you to know what was being done against it, and 1 am
therefore sending it to you with a copy of my reply thereto for your
personal perusal, and with sincere regards, I remain,

Yery truly, yours,
A. RoTHSCHILD.

Mr. SMITH of Michigan. If the Senator will permit me, I
listened with a great deal of attention to the previous letter,
and it rather indicates that this man is in favor of a subsidy.

Mr. FLETCHER. 1 presume he is a Republican in New

Jersey. -

Mr. SMITH of Michigan. Obh, no; he can not be a Republican,
because he said he had no influence there in that party in ob-
taining a subsidy for our ocean-going ships; but I should like
to know whether he regards this proposition as a subsidy, and
if it is quite satisfactory?

Mr. FLETCHER. I only know what he states in his letter;
but I do not find that he states that he had no influence with
the party. He indicates that the Republican Party when in
power should have passed certain legislation, and it rather im-
presses me he would have been in favor of it.

Mr. SMITH of Michigan. He indicates that it was his de-
sire that we should pass some subsidy legislation, and he
bemoans the fact that the Republicans when in power did not
do it.

Mr. MARTINE of New Jersey. Mr. President, I should like
to inquire was this Mr. Downey——

Mr. FLETCHER. No; the last letter was a letter from Mr.
Rothschild to the Senator from New Jersey [Mr. HucHES]
transmitting a copy of his reply to Mr. Downey’s letter.
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Mr. MARTINE of New Jersey. I recall very well the name
Downey. Mr. Downey is connected with some shipbuilding or-
ganization, I think, in the State of New Jersey or in Delaware.
I myself have received several communications from him, urg-
ing that * this iniguitous bill be stayed in order that the Re-
public might stand.” I responded to him in quite emphatic
terms, telling him where I stood on the subject.

Mr. FLETCHER. That is one of the letters, I take it, which
iz similar to the one I first read, sent out by Mr. Downey as
director.

The junior Senator from Massachusetts [Mr. Weexks], the
Senator from New Hampshire [Mr, Garringer], and others have
inserted in the Recorp various newspaper articles which signi-
fied that the press of the country was all one way. I am
tempted to refer to some clippings, which give facts in some
instances and opinions in others, which are not in accord with
those which those Senators have read. I do not care to wade
through all of them, but I should like to insert some of them
as a part of my remarks.

The PRESIDING OFFICER. If there is no objection, the
request will be granted,

Mr. JONES. If it is understood that we shall take a recess
when the Senator from Florida is through, I shall not object to
his printing in the Recorp the matter to which he refers.

The PRESIDING OFFICER. Is there objection to the re-

his remarks the newspaper clippings to which he refers?

Mr. JONES. If it is understood that we are going to take a
recess when the Senator gets through, I shall not obhject.

The PRESIDING OFFICER. The Chair hears no objection
to the request of the Senator from Florida, and it is agreed to.

Mr. FLETCHER. I make the request in order to save the
reading, though I should really like an opportunity to read
some of them, as I think they might do some good.

Mr, SMITH of Michigan. I should like to hear them read.

Mr. JONES. I would not object to the Senator reading them.

PRESS COMMENT AND PUBLIC EXPRESSION,

The newspaper articles referred to are as follows:
[From the New York Journal of Commerce of December 7, 1914.]

5,000,000 Toxs Orr SHIP MAIKET—LOSS IN SUPPLY OF VESSELS
Srxps Up FREIGHT RATES—EFFECT OF WAR oN COMMERCE SHOWN
IN TiB-UP OF GERMAN MERCANTILE MARINE—REGULAR Jaxes Have
DOUBLED AND TREBLED CARGO RATES—CHARTER RATES INCREASED—
BPECTACULAR ADVANCE IN GRAIN FIXTURES.

A total of 5.000‘000 tons in mercantile ships have been lost for a
time to the world's commercial aetivities, bringing an era of high
charter and berth rates as one of the direct and important resulrs
caused by the Eunropean war.

With 7s. 9d. the top figure puld for grain tonnage and 20s. per gross
fon Per month for a general cargo boat, rates for full-cargo steamers
continue thelr upward advance with tittle indication that the crest of
the ascending movement has been reached. Throughout the past two
weeks factors in the chartering market have been watching rates in-
crease and, in view of the extraordinary tendency In this directlon, have
not been inelined to commit themselves as to future prospects. The
dominant factors in the present charterlng situation are as follows :

First. The complete tie-up of the German and Austrian mercantile
marines, with their many ramifications in the seven seas, {8 an im-
portant factor in the movement of the world's commerce.

Second, The continued withdrawal of British steamers from com-
merclal service for use by the Admiralty. This has been variously esti-
mated, but authorities figure that at least 500 vessels formerly em-
plojs"e in commerelal services are now unavailable,

Third. The improvement in the forelgn exchange situation, enablin
the financing of cargoes, creating a speculative activity in exports o
food products, shippers belng assured of quick and profitable returns.

Fourth, The increasing demand for n from Europe, it belng estl-
mated that export purchases in this country were amounting to
1,000,000 bushels a d{u;.

Fifth, The comparatively low levels at which war-rlsk Insurance is
obtainable, removing one of the important obstacles that hampered
commerce at the outbreak of hostilities.

Sixth, The reduced services by the regular lines operating to Eum?e.
forcing American manufacturers who have taken contracts for supply-
ing war materials to charter vessels in order to make a deliveries,

Seventh, The high space rates charged by the regular lines, berth
charges being from 100 to 250 per cent higher than before the war,

Bighth. Owners of vessels available for charter are demanding com-

ensation on a time basis in order to avoid losses In the event of being

1d up by the British authorities for examination and the probability
of delay at the discharging ports in FEurope, where the best dock
facillties have been commandeered by the warring Governments,

It has been estimated that fully 5,000,000 tons in commercial ship-
ping have been taken from service. The following table shows how
tonnage has been affected by the war:

Number. | Gross tons,

Total German and Anstrian steam tonna > 438 3, 507,331
British vessels commandeered.......... = 500 | 11,700,000
British vessels seized by German; 83 1 265,000

essels lost by mines, efe 230, 633

TRORRE. . o X e S e Fa s Al M b e m s e WAL Kt ik &, 803, 014

1 Based on reliable estimates,

quest of the Senator from Florida for permission to insert in.

These res are not entirely complete and do not include any oth
losses of nch, German, Austrian, or Turkish wvessels, It ln,I the:::-
fl?;:t?t,fa to Infer that at least 5,000,600 tons have been taken out of tho

The total German mercantile marine, including both sail and stea
vessels of over 100 tons, amounts toah.szl vesssels of 2?082’:'06‘11 tfm':l
It is estimated that German shl[fgl::s of a tonnage of 672475
tons has been seized by the Britlsh authorities, while 406 German
vessels, with a total gross tonnage of 974,226 tons, has been ea
tured or sunk by the allies. In Russian ports German shipping
the extent of 114,488 gross tons has been se » While a considerable
amount is held in French %orts. When the Germans captured Antwerp
82 German vessels, amounting to 114,000 tons, selzed by the Belglans,
were blown u? by the retreating British troops,
m%‘ihme: nﬂf? ng tubulls(tjl&? oalsmt thfnactua t&rlma of the maritime

s having over 1,000, ons mercantile shi a
ginning of this year: ROIE k FHio 7 det

Solland | Gross tons. | Steam. | Net tons.

veee| 9,214 | 18, 606, 237 514 | 11,109,580
ot 2,073 | 1,735,300 f:ass ’ 915, 950

ToRE = oot e i Pl = 11,287 | 20,431,548 | 10,000 | 12,025,510
Am%ﬂmm : 2,608 | 2,008,457 | 1,209 | 1,230,053
o e et TP el B R
TOtal. oo enroniievnimanstanenas| | 37400 | 5,437,636 1,571 | 3,092, 604

2,321 | 5,082,061 2,019 2, §77, 887

2191 | 2, 457,89 1,507 | 1,122,577
r r
1,552 | 2 201,164 087 | 1,029,113
1,436 | 1,047,270 | 1,043 551, 964
427 1,011,414 419 629,
7 1309, 62 794, 540
1,114 | 1,521,042 501 773,818

RATES DROPPED WHEN WAR ETAI!TED.'

With the advent of the war chartering rates slumped heavily, Many
steamers that had been fixed in June and July for August loading
were canceled, causing a surplus of tonnage in Atlantic ports. Owners
of these vessels were giad to take any rate in order to keep their
vessels in operation, with the result that a large volume of tonnage
was filxed at figures under 2 shillings for various kinds of freights
and voyages. ne grain. vessel was taken at Montreal to the United
Kingdom with grain at 1s. 9}d. This was the lowest rate touched in
the downward movement. On last Saturday the highest rate for grain
to the léﬁited Kingdom from Baltimore (Montreal now being closed)
was 78, 9d

The downward movement did not last very long, however. It con-
tinued through the month of August. The high rates demanded for
war-risk insurance were a repressive factor, but when the European
governments began to take stock and found that war supplies were
urgently needed, and orders began to pour in on Amerlecan manufac-
turers, the first improvement in charter rates came into evidence,

The surplus of tonnage gradually diminished and then chartering fac-
tors began to perceive that a scarcity was inevitable, This was at-
tributed to the t[e-ug of German vessels, and it was at once seen that
the volume of freight that was to be moved from the United States
to Furope would necessitate the use of steamers of other neutral na-
tions. Numerous small Norwegian, Swedish, Dutch, Italian, and Greek
steamers, that never before had made trans-Atlantie voyages, were char-
tered on the other side to come here and take away merchandise,

The European Governments, belligererft and nentral alike, took an
active interest in the chartering of steamers, so that the much-needed
supplies of war materials and foodstuffs could be secured from this
country without delay. Rates for full cargo vessels began to advance,
and when 3 to 4. shillings was paid for grain tonnage charterers
thought that the erest of the advance had been reached. Then word
began to filter in that British tonnage, formerly available for commer-
cial services, was being withdrawn for war purposes at a steady rate,
First estimated at over 1,000 wvessels, shipping authorities now feel
that fully 500 steamers, ranging from 2,000 to 8,000 tons, are in the
employ of the British Admiralty.

With the volume of freight constantly increasing and the prospects
of fewer vessels being available, charter rates continued their upward
trend. Starting about the middle of October, rates moved higher week
hg week without a reaction of any sort op to the present, when fur-
ther advances are anticipated.

PREDICT 10 SHILLINGS FOR GRAIN,

Chartering factors who were interviewed on Saturday declared that
10 shillings for grain tonnage was a probabllity before the end of the
year, while rates for other commodities would also continue to advance.

When the St. Lawrence closed, recent grain charters have been made
out of the leading American ports. New York, Boston, Philadelphia,
Baltimore, and Galveston are dispatching from two to three steamers a
dny each with full car of grain. In spite of this heavy movement
which has continued for over two months, the demand from Europe
has not been satiated. Chartering of grain tonnage durlng the past
week for December and January loading indicates that the heavy move-
ment will continue well into next year.

One factor in the grain situation is that exports from the Argentine
will be resumed in January. A ecable recelved by the National City
Bank on Saturday from its branch in Buenos Aires follows:

“ The minister of agriculture of the Argentine Republie requests you
to advise shipowners generally that excellent grain rates will be ob-
tainable here from January to July for steam and sail tonnage.”

Additional ecable advices to the National City Bank report that the
e rtable surplug of imin from the Argentine will be as follows:
Wheat, 135,000,000 bushels; oats, 75,000,000 bushels; linseed, 60,000,-
000; and corn (estimated) 40.000.0&0. It Is also reported that th
corn crop is now completed, wheat by January 15, oats by December
81, and linseed by December 10D.
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URGEXT DEMAND FOR COTTON.

In ihe past month the foreign demand for cotton has grown to large

roportions, but the volume of chartering has not been wery heavy.
gne of the most important factors in t trade is the movement of
sotton to Germany. American tonnage is absolutely essential for this
movement in order to secure war-risk insurance. Cotton landed in Ger-
many is worth from 14 to 18 cents per pound, while the average price
here is about 8 cents.  The factors in t movement who have ehar-
tered five American steamers to load during the early part of this
month are eharging from 2 to 3 cents l{)el- pound freight rate, as com-
pared with 30 cents per 100 pounds paid for the same movement at this
time a year ago.

Recently quite a few foreign vessels have been chartered to take
cotton to Seandinavian ports, reeeiving from $1 to $1.30 per 100
ounds. The higher freight rate obtainable on grain charters has,
rowever, caused vesssl owners to ignore the cotton movement. But
with the demand for cotton urgent and shiPper secking tonnage, rates
will no doubt advance to a level that will make cotton a competing
factor with grain.

The American steamers that have been taken for cotton movement
are being compensated on a basis that will yield almost one-half of
the value of a good-sized steamer in two trips. It is reported that a
small vessel of 1,414 net tons will receive $20,000 a month, while several
vessele of larger capacity are to receive proportionately greater returns.

HOW CHARTER RATES COMPARE WITH A YEAR AGO.

In December of last g:ar. with the charter market holding fairly
steady and normal tra conditions ob g, grain tonnage from
Baltimore to the United Kingdom and the Continent was obtainable
at — 104d. On Saturday similar charters commanded 7s. 9d. and
upward. Cotton fixtures a year ago to Liverpool, Manchester, or
Bremen were made at 258, to 27s. Hates now range from §1 to $1.30
per 100 pounds. Last December general cargo beats were obtainable
at 13 shillings. Now tonnage can not be secured under 16 shillings
for the trans-Atlantle trade.
BERTH RATES MORE THAX TREBLED.

The regular lines, operating with a fewer number of vessels and sail-
ings of the German lines stopped, have advanced berth rates from
double to treble the rates in force at this time a year ago and, in faet,
effective just before the outbreak of the war. The following compara-
tive table shows the berth rates -effective on Saturday, those oted
early in September when the rates first began to move upward, the
charges made at the beginning of July when normal conditions ob-
tained, and the rates demanded in December a year ago:

LIVERPOOL.

Dee. t. 5 July 1, Dee.
Nu.s' S?Bu, 4 194, 19;3?'
2
17s. %:% 203%3'
20c. 30e.
10¢. ldc.
178, 6d. 17s. 6d.

10¢. 14c.
13s. 0d. 138, 0d.
Dec. 5, 5, July 1, Dee.

1914, 1. 191" ot
b 31 @ 34d. 1id. :
2e. 2le. 1le. 14e.
20z, 0d. 17s. 6d. 17s. 6d. 17s. 6d.

GLASGOW.
ad. 24,
225, 6d, 20s. Od. mﬂﬁ
22, 13e. 17e.
25s. 0d. . Bd. 17s. Bd. 17s. 6d.
TAVRE.
...... St 2s, 6dl. 2s, Od. 35.1:.’!%-
s1 21¢. 5. 100,
40e. 300. 1Re. 2%,
£10 5 1124, 1 124e.
L Cabic foot.
[From The New York Press of December 14, 1914.]
A BIG MERCIIAXT MARINE FOR BIG FOREIGN TRADE.

Since the storm of war burst over Europe the disadvantage and folly

of belng destitute of a great and flourishing merchant marine such as
this country once possessed has come home to the American people with
stunning force.

We are a trading nation. We trade with ail the world. The sum
total of our forelgn commerce has become a prodiglous thing; it grows
with the years, the months, and the very days.

In the last half dozen years our foreign trade has risen from some
£3,000,000,000 to some §4,000,000,000 a year. Even with the dis-
turbance eaused first by the new taril a then by the war, our im-
ports for the twelve months ending with last September were $1,874,-

776,089 ; our exports were $2,218,134 580, or & combined total of very
nearly $100,000, more than $4,000,000,000,

Now, as we are always to be a trading nation, and as we mean
never to be at war because of any spirit of aggression on our part,
what an Inconsistent, stupid, irrational thing it is that we, who are
to be far and away the greatest international traders in all the world,
and that we, who are more immune from the natural causes of war
than any other t power in the world, should have our vast foreign
commerce entirely at the merey of the other powers.

Just for lack of ships. Qur neuirality Is of no avail if other powers
at war ecan not let us have their ships to freight our cargoes across the
seas. Our stupendous products, the greatest surplus of food or of any-
thing else, ean be of no purpose in foreign trade whenever those nations
upon whose shine wo must rely to earry our exports as well as onr
imports are not free to sail the oceans,

e have relled upon Germany to earry a very considerable part of
our fore trade, not only as between us and Germany, but as between
us and other corners of the earth. The flects of the allies have driven
the merchant fleets of Germany off the seas. And so, though we are
at peace with all the world, though we have a’ surplus of products in
all manner of things, and though many peoples in this hemisphere and
in the other hemisphere have been beseeching us to send them some of
our supplies, we have not been able to respond to the fullest measurc
of their demands and to the fullest capacity of our supplies, because wo
lacked those German ships upon which we had been dependent for a
certain part of our overseas traflic.

We have had the use of British vessels, or rather such wessels as
Great Britain and France could spare for onr traffic, and with these
we have had to make ont as best we could, doing no trading at all with
many, many eities and lands begging us to send them food or goods or
whatever it might be they wanted.

But coneeive what it would mean to our neutral commerce if, instead
of England having swept the seas clear of the Germun merchant marine,
the Germans had swept the seas clear of the British fleets of commerce.

And conceive what it would mean to us if there were so nearly an
even balance of sea power between Germany and England that the com-
mand of the seas were still in question, were being contested on all the
waters of the globe. Then it would he as unsafe for English mer-
chantmen to be abroad on the high seas as for German merchantmen.

We should still be neuntral. ‘e should still have abundant surplus
supplies. The rest of the world would be asking for our surplus sup-
plll;s, but we should be able to get no ships at all to carry our over-seas
COmMmeree,

What a position for a Nation to be in when it is destined to be the
reatest trading Nation in the world! What a preposterons thing that
ts foreign commerce, even as between neutrals and nentrals, should
always have to suffer just as if it were at war, just as if it were bot-
tled up as Russin Is bottled up by Germany and as Germany is bottled
up by England.

But, peace or war, it is economic lunacy to be building the greatest
foreign trade of all nations and yet to be permitting other countries to

dictate the ocean {reight rates, the insurance rates, and similar charges
that forelgners might exact from our vast foreign commerce to eat up
all its possible profits and advantages,

Conecelve, If you will, a foreign trade not of $£4,000,000,000 a year,
but of $10,000,000,000 a year. It is just as sure that we shall go to the
£10,000,000,000 from the $£4,000,000,000 as that we have gone in no
very qug time from a few hundred miilions to forty hundred milllons,

And then concelve that this vast foreign trade of ten billions a Eear
divides itself evenly, or nearif even?. into itggorts and exports. on-
eeive that it divides itself Into $£5,100,000,000 of exports and into

4,900,000,000 of {mports—or a trade balance In our favor of

200,000,000 & year.

But conceive that to get that irade balance of $200,000,000 in our
favor on ten billions of foreign trade we have to pay freight, insurance,
and similar charges twice or three times, even four times as much !

The net result of doing that sort of business is clear, isn't it?

If we are to be the greatest trading Nation In the world, we must
have a great merchant marine to carry our foreign commerce whenever
wars among other powers deprive us of their merchant marines, which
are the only bottoms we now have to do our carrying for us.

But if we are to be the greatest trading Nation, and if there arc
never to be any more wars by anybody anywhere, we still must have a
great merchant marine to save for ourselves hundreds and hundreds of
millions of ocean freight charges a year which can sponge off all our
trade credits abroad and leave ns very much to the bad to boot.

[From the New York Journal of Commerce of November 16, 1014.]

CHARTERING MODERATE—STEAMERS IN URGENT DEMAND FOR PROMPT LOAD-
ING—RATES STROXG AND TENDING UPWARD—SCARCITY OF BOATS AVAIL-
ABLE FOR NOVEMBER-DECEMBER LOADING,

A moderate amcunt of chartering of a miscellancous character was
reported in the steamer market, includi.u% several boats for grain and
cotton eargoes to Enrope. There {8 no falling off in the general de-
mand for tonnage, and, as has been the case for some time past, the
bulk of the orders are for prompt boats for trans-Atlantie business,
Rlates are very strong and continue to favor owners, due to the scarcity
of boats in position to make November-December dellvery at the load

rts. Grain freights offer free[x and there is an Increasing deman
'or cotton ecarriers from South tlantie and Gulf ports. In other of
the trans-Atlantie trades, such as coal, deals timber, and general cargo,
there is a steady moderate demand. Tonnage Is also wanted for long
voyage and South American business, but boats offer sparingly for busi-
ness of the kind. 'The sail-tonnage market continues dull, and there
are no indications of improvement any of the various trades, and but
little is doing in chartering.

[From Journal of Commerce and Commercial Bulletin, Monday, Janu-
. ary 11, 1915.]

EXTRA SAILINGS TO MOVE OCEAN FREIGHT—BERTH-ROOM EATES STEADY,
WITH TENDEXCY HIGHER—STEAMSHIP LINES IAVE DISPOSED OF MOST
OF BARLY GRAIN SPACE—MARCH AND APRIL SHIPMENTS TO UNITED
KINGDOM IN DEMAND—LIXES USING CIARTERED VESSELS TO COPE
WITH FREIGHT.

In order to cope with the lumv{ movement of freight to Europe
the trans-Aflantie lines have scheduled quite a few extra sailings dur-
ing the months of January and February. uiry at the offices
of various lines and among the large forwarding houses indleate that
the volume of merchandise bound to the other side shows no falling
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off. In fact, the demnand for cargo space tends to indicate an increased
movement during the fist guarter of the new year.

Quite a few of the large trans-Atlantle lines have already disposed
of their grain space for the balance of this month and for rt of
February. Grain-berth rates to the west coast of England are holdin
firm at 9d4., while an extra half-pence is charged to the east coas
ports. It was stated on Baturday that the recent activitiv in the grain
market portends a continnation of the heavy movement of wheat, flour,
oats, corn, and rye to Europe. Bales o&gmin for export during the

ast week have been estimated at 7, ,000 bushels. During the
atter part of the week just closed, quite a little berth room for graln,
April loading, to the United Kingdom was disposed of at 9d. The
demand for cnrﬁm space to the Mediteranean still continues In excess
of tonnage facilities, and on Saturday 12d. was being pald for late
January and February loading.

To ndon the Atlantic Transport Line has scheduled 10 sailings
beginning January 14 to Februoary 13. The steamers Manhattan and
Manitou are to dispatehed on Thursday, to be followed by the
Minnetonka on Saturday. - The Marquette sails January 20 ; Menominee
and Kansas, -Tnnuary 23 Minnewaska, January 30; inneaioalis, Feb-
ruary 6; Meanitouw, February 10; and Minnehaha, Februa 3.

Twelve sallings to Liverpool have been arran;;ed for the period be-
tween Janua 3 and Febrnary 6. The Megantie (White Star), sails
on January 13; Orduna (Cunard) and Philadelphia (American), Janu-
ary 16; Georgic (White Star), January 19; Lapland (White Star),
January 20; St. Louis (American), January 23; Transylvania (Cu-
nard), January 23: Baltic (White Star), January 2T; Lugitania (Cu-
nard), January 30; Arabic (White Star), February 3; New York
(American), February 6; and Franconia (Cunard), February 6.

The Wilson Line receiving a large amount of frelght for trans-
portation to Rotterdam with transshipment at Hull. The Buffalo salls
on the 16th, to be followed by the Afarenge, Ghazee, and AMorocco on
January 23, the Aleppo on January 27, the Colorado on January 30,
and the Francisco on February 6.

To Glasgow the Anchor Line has the following steamers: Anconia
on January 21, Cameronia on Jannary 30. and Tuscania on February
13, while the Bristol City Line will dispatch the steamer Wells City
on January 16, Bristel City on January 23, Ezeter City on January
80, Kansas City on February 7. and Chicago City on February 14.

Ballings to Christiania and Copenhagen are planned by the Scandi-
navian-American Line as follows: Toemsk, January 16, and Osecar II
Fehr:mrly 4. The Swedish-American-Mexican Line will send the Nordpo
on the 13th; Inland, 14th; Sydland, the 18th: Preston, the 23d; Balto,
the 28th; Serland, 30th; and New Sweden, February 5 to Gothenburg.
The Barber Line will sail the Taurus to Gothenburg on January 31.

Holland-America Line sailings to accommodate the inerea move-
ment of foodstuffs to the Continent are as follows: Zyldik and Gor-
redyk on January 11; Nieww Amsterdam, the 16th ; SBommeladyk, Janu-
ary 192; Potsdam, the 23d; Rotterdam, the 28th; and Ryndam, Feb-
ruary 2.

The French Line, Fabre Line, Greek Line, and the Italian Lines will
each have several sailings during the month.

Not only from New York is the movement of trans-Atlantic frelght
very heavy, but also from Boston, I"hiladelphia, Baltimore, Newport
News, Norfolk, and Savannah quite a few steamers are to leave with
shipments of foodstuffs to relieve the scarecity in Europe.

he tendency In the carge space market is upward. The demand

for tonnage in the various trades shows no abatement, while the supply

?ﬁ atva.ién le steamers does not begin to approach the requirements of
e trade.

[From the Marine News of January, 1915.]

FREIGHT MARKETS OF THE MONTH,
- L] * L] L3 * -

No more than a year ago a steamer was thought to be doing well if
earning under charter $5.000 a month., It now excites little astonish-
ment to hear of her receiving $50,000. Carriers of grain are now get-
ting 8id. and 9d. in freight money, compared with 2d. and 3d. half a
{3&1‘ taggb The rate for general cargo had similarly advanced from

8. to 30s,

But cotton has for the time being become the dominant factor. The
freight rate for cotton advanced toward the end of last year from 35
and 40 cents to $3 a hundred pounds. To put it in another way, the
cotton freight rate is from 2 to 3 cents per pound as compared with
30 cents per hundred pounds paid a year ago.

In the scarcity of tonnage available for the cotton movement Amer-
ican steamers were engaged recently, rece!ving compensation on a basis
that yielded almost one-half of the value of a good-sized steamer in
two trips. Atﬁesr ago grain tonnage from Baltimore to the United
Kingdom and the Continent was obtainable at 1s. 104d. Similar char-
ters have now commanded T7s. Od., and upward. or general cargo
boats which were obtainable at 13s. can not be procured under 18s,

With the trans-Atlantic cotton rate of $£8 taken as the basic rate, all
other rates automagically rose in sympathy, This brought about its
own check, and by the end of the year a falling off was noticed in
westbound trade. The employment of chartered boats to carry special
exports from Germany, like aniline dyes, potash, and other chemicals,
put a further premium on bottoms, while the employment of vessels for
relief supplies at heavy prices furtber enhanced tonnage rates,

Owners naturally held back their boats, waiting higher bids. The
effect of this was seen particularly In the Rotterdam trade, when the
Holland-American Line, finding that the westbound frc!ﬁht offering was
falling off, ceased chartering on the liberal scale which had led them
to engage more than 20 suppiementary vessels. Tunnage prices became
s0 prohibitive that other intending charterers retired from the market
for the time. The difficulty of procuring freight space was thus mate-
rially increased, especially on the ships of the smaller regular lines of
the neutral countries. Since most of the available space was taken up
with foodstuffs and materials which the various Governments were
taking for their own use, miscellaneous cargo was shut out and much
left behind to congest the piers and warehouses.

Delays in contract deliveries and ecancellations of orders consequently
served to Inercase the irritation of shippers. Complaints found ex-
pression at Washington through the reports made by the Secretarles of

the Treasury and Commerce to the SBepate in response to the resolution
calling for an investigation of the advance in ocean freight rates.
The first Amerfean steamer to arcive at Rotterdam was the 4. A.

Raren, from Wilmington, with ©¢.G00 bales of cotton. The freight
charges were reported by cable to be $10 per bale, or five times ¥he
normal rate. The rate from Galveston to Bremen, according to the
report of the Commerce Cominittee of the Senate, is ten times that
which prevailed a year or more ago. The rates were driven higher by

the alarmists’ reports about the navigation In the North Sea, while
underwriters show a strong disposition to refuse td take risks excepting
at premiums which altogether offset the prospects of exceptional profits,
Meantime the great activity of the shipyards in England with orders
for new tonnage and the large amount of second-han tonnage likely to
be put on the market helped to strengthen the opinion that the only
cure for high freight rates would be the inevitable increase, sooner or
later,hln the su?plg of tonnage, the trouble thus working out Its own cure,
At the end of the year rates were advancing in other routes in the
Far Fast and Australian trades. The South African agents found it
necessary to advance their rates, and in the coast-to-coast route the
low rates which had been set on the opening of the Panama Canal
similarly took a strong upward tendency.

THE SHIP SHORTAGE QUESTION,
[Tampa Times, December 23.]

The Savannah (Ga.) News delivers itself of an editorial on the ship
pu_l:chase bill which is well worthy of perusal. Says the News:

The Senate Committee on Commerce Is going to hold open hearings
to determine whether there is a shortage of ships at this ti%‘em to trans-
port American products. The committee will ﬁulckiy be convinced that
there is. The evidence of it Is aﬁparent at this port and, it is fair to
assume, at other ports. Practically all of the German ships engaged in
the ocean carrying trade are now locked up in either home or foreign

rts, and there are scores if not hundreds of them, and hundreds of

ritish ships are in the public service as transports. The amount of
American products to be transported abroad is as great as in any pre-
viQ‘us year, if not greater. No better evidence of a shortage is neeged‘

The President is Insisting that the Government shall begin the
bullding up of a merchant marine by buying and building merchant
ships. His purpose is to lead the way, since private capital does not
seem to regard ships as a good investment. It is true, of course, that
American ships can not be operated successfully in the foreign carrying
trade in competition with foreign-owned ahlgs under existing conditions,
but it is clearly the gmrpoﬂa of the President to bring about a change in
these conditions. If the Government owns ships, as is proposed, Con-
gress will have the evidence brought home to it as to what changes in
our mlvlﬁu.tion laws are necessariv to make it possible for American-
owned ships to compete successfully with foreign-owned ships.

“ Of course, the Republicans are %oins to oppose changes in our navi-
gation laws use of the protective prineciple in them. They have
always advocated the bulldlngeup of a merchant marine by means of
subsidies. But a subsidy system within reason can be made to assist
only swift, mall-carrying steamers. What this country particularly
needs are frelght carriers.

“If Con should appropriate money for the purchase or con-
struction of ships to be employed in commerce, they would be of a sort
that could be used as transports or colllers, of both of which the Gov-
ernment is greatly in need. In transporting troops to Vera Cruz the
Government had to hire ships at a ver¥ great cost, something like

,000 a day for each ship. The money it paid out for transports in
hat little affair was enough to build several la merchant ships,
So if the President's plan of inaugurating the building of a merchant
marine were adopted the cost to the Government would be practically
nothing, since when it desired to out of the ocean carrying business
it could turn the ships over to the Department of the Navy, which
greatly needs transports and colliers.

“ It 18 doubtful if this Congress will settle this question of using the
Nation's money to build uim a merchant marine, but it is almost certaln
that the next Congress will. Government ownership of merchant vessels
for a time is the most fmctlcnl way of sweeping away the barriers that
prevent the United States from having a great merchant marine.”

THE SHIP-PURCHASE BILL,

Republicans in Congress and the Senate, who are lined up against the
ship-purchase bill, are identically the same as those who tried to pass
the ship-subsidy bill—a measure that did not propose to have the Gov-
ernment own or have any volce in the ownershlp of ships. It was a big
benefit to ?rivate owners, and one on which the Government was to pay
the freight. The arguments used for a ship-subsidy bill were that the
shlppinﬁ of the world was Inadequate to the task of carrying all the
trade of the world, and that in consequence the United States, being
one of the smallest ship-owning countries, her trade suffered more for
lack of ships than any other country. The further argument was used
that the cost of labor in this country was so great that American ship
builders and owners could not build and man the ships at as small a
cost as other countries could do it, therefore there must be concessions
from the Federal Government to enable the owners to exist as a busi-
ness proposition.

Now that the Federal Government proposes to step in and do for
the peoPIIe of this country and our business interests what these men

were e\15 ling that the Government should pay to have done, they are
opposed.
g.'here is no logic in the situation. There is little logic in anything a

Republican Benator, who has always had his nose in the pork barrel,
would do or would not do. The whole thing that invites this o{)gosltlnn
to the ship-purchase bill is that the measure provides that the Gov-
ernment itself shall build or buy ships and operate them, and if there
is a profit that profit shall go to the Government, as would any loss
that might occur. This seems to be the only reason for opposition,
that the passage of the bill would forever bar the way to any sub-
sidies to grivate OWNers.

There has mnever been a time since the United States became a
Nation that it is as important as it is now for us to have a merchant
marine. It is an opportunity as well as a duty we owe the balance of
the world. We are the only great, resourceful, producing nation not
at war, and we are the reliance of all the other neutrals to keep things
going along a straight line until the havoc In Europe is ended.

[From the New York Tribune, January 20, 1015.]

SHIPS EARNING VALUE IN YEAR—MIGH FREIGHT RATES YIELDING GREAT
PROFITS TO OWNERS OF STEAMSHIP LINES.
At the present freight returns for all commaodities being shipped from
American ports steamship interests are reported to be making large
enough profits to pa{ back the cost of thelr ships within a year,
man connected with the export department of one of the large oll com-
panies finds that it is almost impossible to get freight room for oil ex-
orts to South America because most of the lines formerly going from
orth American points to the southern continent have been diverted to
European trade or are interned. On inquiry it was stated to him that
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ships used in European trade * pay for themselves within a year at the
present average freight rates.”

An exporter found the average freight rates from ports in the United
Btates to various Eunropean points were more than $20 a ton at the
present time, while for the same lines and the same articles the nor-
mal average before the war started was $3.20 to $3.40 a ton. b

One textile manufacturer, who exports largely to continental points,
had a contract rate with one lipe. Large amounts of goods were to
have been shipped by this line several months ago and were delivered
to the agents. After several weeks the shipper found them still on the
dock, and discovered also that all other contract goods had been left
there, while the ships had been crowded with goods paying the ruling
freight rates. The shipper went to the representatives of the Govern-
ment under which the line was registered. His complaint was taken up
after considerable delay, and the line finally was ordered by its Gov-
ernment to take his goods.

[From the New York American, Monday, December 28, 1914.]

MRE. M'ADOO'S SIIPPING QUEST AND WHAT SHOULD COME OF IT.
Secretary MeAdoo's call for information concerntn%.the scarcity of
oeean-going vessels, the lack of cargo space, and the high ocean freight
rates exacted by those vessel owners who bave space to offer should

have the widest publiclty. ,
It has a vital bearing upon the question of the rehabilitation of our
received

American merchant marine,

The Secretary of the Treasury says that letters alrea
“show that the scarcity of vessels is so ghrsat and the t char 3
are so high that American foreign trade is being seriously handicapped.”

This official statement should put a quietus tz[pon the chief argument
ndvanced by ¢ertain newspapers—notably the Times and the Evening
Post—against any governmental effort to build up and extend our
merchant shipping.

To every suggestion for the purchase or building of ships by the
TUnited States Government to replace those withdrawn from the lanes
of commerce by the war these newspapers have veh tly objected
“ There are plenty of s‘ths." they cried. *“ What is needed is cargoes,
not shlps. argo space is &m!ng bﬂzglaﬁ." And so on, until the few
readers dependent for knowledge of public affairs upon newspapers of
this type might well have believed that there was no need for a larger
ocean shipping list—American or otherwise,

f course anyone with intellige-ce enough to read the sailing lists
fn the dally newspapers conld see .or himself that the course these
opponents of a truly national policy was one of deliberate falsehood.
The published sailing lists, however do not cover fully the carrlers
of 75 per cent of ocean cargoes—the * tramps,” or other purely freight-
carrying ships. It Is among these that war's demands for auxiliary
ships and the high rates of war insurance have caused a searcity of
available cargo space, ,

AMr. McAdoo's Inguiry will elicit faets with which the shipping com-
munity is well enough acquainted, but which it Is well fo have in
official form. DBut when he has the facts, what is he going to do
nbout [t?

- - - * - - L]

When Mr. McAdoo's- inguiry has demonstrated, as it tn.nullblg will,
that American commerce is handicapped and hobbled by a lack of ships
to earey it on, the National Government shonld proceed to provide those
ships. But it should not go about it in a way to provide fat pickings
for a lot of favored politiclans and contracts a few years hence, when
the shipping lines have proved profitable.

“American ships for the American people™ should be the guiding
maxim: a small group of beneficiaries of publie favors are not to be
regarded as the American people. What the Government builds and
develops It should hold for the common good. The blunder of Pacifle
railroads must not be repeated on the ocean.

[From the New York American, Thursday, January 21, 1915.]
STUPID AND UNPATRIOTIC FIGHT ONX SHIPPING BILL.

In the fight they are ]eading against the bill providing for a mer-
chant marine the filibustering Nenators are fighting against the people
of the Unitéd States.

Every day that they suceeed In prolonging their filibuster is a day

lost to American commerce, :
This country needs ships. It needs them now. TUntil it has them its
Until there is a way open over-seas American

commeree must stagnate.
goods most remain in storehouses, or taking the long chance of fallin:
into the hands of countries for which they were never intended a
which wiil never pay for them. ]

The Lill has defects. That is admitted. But defects can be remedied.
There s plenty of time for that.

The erving need of the moment s ahigs. The Uhited States must
buy those she needs for immediate use, She must build a fleet of her
own as soon as possible.

Filibustering Congressmen and Senators must
It is stupid and onpatriotic to oppose the bill.
the immediate interests of the whole people.

None of the SBenators in this filibuster has any
that can compare with the argument which grows out the real needs
of the American people. '

Here is a case which reguires the assistance of eteg patriot in
l(fulnm‘ess, be\:htch demands the use of all the Influence the Executive can
iring to r,

The prosperity of the Nation, now and hereafter, depends on the up-
building of its merchant marine. Delays are worse than dangerous
in this case, they are calamitous.

If the opponents of the bill can not be made to see the truth, they
must be suppressed. The fight they are m'(t[erclf on an immediately
Necessary re is too da ous to be tolera

ﬁet out of the way.
is fighting against

ment to offer

[From the Tampa Times, January 23, 1915.]
PASS THE SHIP-PURCHASE BILL.

Secretary of Commerce Redfield put someé concrete facts before the
National Convention on Foreign Trade at 8t. Louis yesterday concern-
ing the feeling of Great Britain and France toward the proposed law
to enable the United States Government to purchase ships and put
them in the ocean freight-carrying trade. Mr. Redfield, who ought to
know, says Great Britain does not object ; and from equal knowledge of
the condition of the ocean freight-carrying business he is authority for
the statement that the shippers in this country are being robbed right
and left by the steamer owners, i

Dealing with the statement made by varlous opponents to the ship-
purchase bill—it was rather a coincidence that Senator Lodge of Mnssn-
chusetts was making the statement before the Senate at Washington
even as Mr. Redfield was addressing the convention at St. Louis—that
the United States is working In the Interest of Germany and intends to

German ships now interned in this country, thus actually aiding
the German Government, the Secretary of Commerce uttered a stout
denial and backed his statement with Tact. He showed that offers to
sell outright had been made in ang number of instances recently b
English and French shipowners, who are anxious to get out of bnsi
ness until their countries are through fishting. * Last week we could

t English Bhﬂ” immedintely ; buy them by cable. I have propesitions

ere now,"” sald the Secretary. “T am getting weary of being told not
to do certain thi which we never thought of doing.”

Mr. Redfield had with him letters and contracts showing that ocean-
going freights had advanced as much as 300 to 400 per cent, and that
shipowners are constantly breaking contracts and compelling shippers.
to Jpay exorbitant advances,

The Panama Steamship Co. earned a profit of $314.000 from its
steamship operations in the 12 months ending June 30. That was after
charging 6 per cent per annum depreciation on the ships,” said the
Secretary. * Extortion Is closing Ameriean factories t ay and caus-
ing cable-stop orders at the time of our biggest opportunity. - The vio-
lation of written contracts by shipping eompanies makes the robber of
the middie look like a public benefactor.”

Mr. Redfield said the steamer lines were doing things just now that
would land any rallway man who attempted similar ho dups in jail,
He continued :

Two groups of private interests have asked that we hold up what
we propose to do, and when I have asked them in return what they
would do I got silence only. They come to me with prospectuses of
steamship companies, admirably drawn, and the people are of the high-
est chl‘amcter and are sincere. ~ When I put squarely to them this ques-
tion: * Will you operate a line of steamers that will take into primary
consideration the interests of American commerce, that will take into
account all the circumstances of the times, the extra cost arising from
war risks, the de!n{n. and the extra insurance ' they say nothing.”

The shipping inferests are busy at Washington in an effort to kill
a measure which, if enacted into law, is destined to build up our mer-
;frl::& aé-iarl.na and relieve our shippers of the extortion now being

[From the Washington Post, Monday, Janunary 25, 1915.]
PROVIDIXG AN AMERICAN MERCHANT MARINE IS A NATIONAT NEED, NOT A
PARTISAN ISSUE.

Providing the Republic with a merchant marine to fiy th nntry’s
flag shonld not be made a political nor a partisan qunstisc')nt. i &

For more than 30 egesrs the Republiean Part{ has failed in every
respect to keep the gL ges of its national conventions upon this subject.

he Demoeratie rty in its years of political power has made no
better record as to its promises of a merchant marine.

For more than 10 years the Post has persistently urged action by the
Congress upon this subject of such paramount importance fo every citi-
zen of the United States, but it was not until the present crisis as to
ocean transportation arrived that serlous efforts in Congress have been
put forth to secure the needed lezislation.

The losses in cotton to the planters of the South doring the year 1914
wonld have paid for a score of dreadnanghts and for the construction
of 100 first-class steamship freighters, and those losses could have been
prevented if the Nation had possessed the ships.

As it is, the people have sustained the losses, and both dreadnaughts
and steamships will have to be provided if the survival of our com-
meree is to be regarded.

Both Lg»o‘litica] parties have been guilty of criminal neglect as to this
and both partics should unite to give the country the very wisest and
the best legislation to provide for the present and the future.

Several things are clear as to what must be done if the interests of
the Nation are made the prime object of the legislation.

Private capital alone will not and can not provide the country with
a satisfactory ce. Private capital has not occupled to any con-
siderable extent the fleld vacant now for mearly 50 years. DPrivate
capital is fully aware of the coet and the impossibility of its competing
for the world’s ocean transportation as against cheaper vessels, lower-
waged crews, efficlent organization of foreign shipp l;lg combines sub-
sldized in various forms by foreign Governments, vate capital in
the United States is just as selfish and avaricious as is private capital
abroad, and private capital in control of the operations and of rates
would mean combination with foreign shipping combines and no relief
to the interests of our merchants, our manufacturers, or those of the
masses of the people of the United States. .

The control of operation and of rates should lle with the Govern-
ment, and the financial support in some form must be given by the
Government, otherwise this country muost remaln at the merey of its
commercial competitors.-

The Post does not advoeate the admiristration measure as it stands
to-day. It can be greatly changed for the better, amended, and trans-
formed to serve the country in a practical, permanent, and successful
way ; and the leaders of the Democratic Party are but delaying action
upon a vital national affair if they persist in trying to foree the meas-
ure through as it reads at this time. They are doomed to fallure in
any such attempt,

e Republican Party has had 40 years of thought on this subjeet.
What concluslon has its representatives in Congress reached? What
measure have they to present as the line of Republican thought and
action on this issve?

They have been charged with evolving no new idea on any political
topie during the past 30 years. Are they about to plead gullty so far
as the merchant marine of the United States {s concerned?

They can not afford to play only the rile of obstructionists to &
Democratie bill. Let them prove thelr statesmanship by offerinz some
better measure, by pointing out the defeets of the present bill, and
offering practical remedies for such defects.

The Republic must have legislation quickly for the establishment of
its own marine.

- The Post looks solely to the advancement of the interests of the
country and to the prosperity of the masses of the people and con-
sldersr{»oth politieal organizations pledged to these resnlts.

Partisanship should set aside, politieal conslderations promptly
dismissed, and the Members of the Congress of all parties shonld unite
upon legislation that will meet the demands of the Amerlean people.
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[From the Florida Metropolis.] ' ¥
AMERICAN MERCHANT MARINE.

There has never been an opportunity and duty like the present since
the American Colonies decla their independence in 1776 and became
the nucleus of a Natlon. That duty lies along the line of producing
and supplylng the world with food and clothing and the necessities of
life while Europe wars. The opportunity lies in seizing the trade
openings all over the world and putting American products of mine
and mart and factory into every mook and corner of civilization.

- Europe has lei‘t'tie plow and the forge and the machine shop and
pursue the dark death valley of war and waste, and Ameriea
of the great nations left to supply the world while Europe

Wars,

What does It matter If we raise cm?:

douhlty ﬁrent, and If our fac-
torles Increase their output twofold, our foodstuffs, clothing, and
supplies lie and rot in our flelds and factories and on our docks and in
our storeliouses? What does it benefit Europe or us?

There is but one way to avold such a calamlty as that, and that one
way lles in the buying or building and operating in this country under
the American flag a merchant marine not only large enough to carr,
everything we have to sell, but everything that must be transport
from place to place the world over, to continue trade and industry
among the nations of the earth,

Commerce has been the forerunner of civilization. IHad it not been
for trade there would not to-day be half the globe covered with eivilized
people that are now representing civilization and human progress and
enlightenment. It is trade that must keep the fires burning on the
altars of civilization. It is trade that must snpgl{'tlm world with food
and raiment while Europe wastes her men an er energies and her
opportunities on fields of battie.
" No other nation that is neutral stands any show of being able to
build, man, and operate ships. It is left for America to do that. Our
'I}twn prosperity and progress depends on our doing it, and we must do

now,

the shIP to
is the last

- The Democrats in Congress and the Senate have made a start in the
right direction to secure a merchant marine. The ship-purchase bill is
not on as broad a scope as it should be, but it is a step In the right
direction. It 18 a movement that means the accomplishment of great
things for America, and every American citizen, no matter where he
lives or what he does, or what his interest, ought to stand as one man
behind the Demoeratic Party for the passage of the ship-purchase bill,
and ought to speak in tones not uncertain as to thelr meaning and help
the psssaﬁg of this important measure,

And it the duty of every Democrat to toe the mark and stand by
his party In Conﬁress. and by his country, and demand that every
Democrat in both Houses of Congress do his duty and pass the bill

GOVERNMENT BSHIPPING BILL.

WasHINGTON, D, C., January 21, 1915.
Editor WasHINGTON PosT,
Washington, D. C.

Dear Sir: The opportunity presented to American manufacturers to
secure a large share of the business of neutral countries due to the
European war should not be translated to mean that the bulk of this
business will come to us of its own accord. In each one of the neutral
countries will be found most efficiently equipped industries that will
prove strong competitors. It therefore behooves us to study the ways
and means of securing this dislocated trade in the quickest possible
manner in order to become sufficiently intrenched to maintaln a per-
manent advantage.

In the process of developing forelﬁn
is .necessary—an understanding of the particular products adaptable
to each and every country, a knowledge of the methods of packing,
proper banking facilities, and last, but not least, prompt and regular
transportation service.

Our business with foreign nations will not be confined only to staple
products, raw materials, and foodstuffs, but to the thousand and one
gpecialties that at present contribute to the comfort and efficiency of
our own highly develo, civillzation,

After resident agencies and wholesale distributors are established and
direct intreduction to the larger interests is secured our manufacturers
will find themselves flooded with small sample orders, given with a
view of testing the quality and serviceability of the product and its
adaptability to the purchaser’s requirements. But one of the most
Im;l)ortunt considerations will be the promptness in delivery, particu-
larly durlng the present world-wide depression which necessitates' buy-
ln{; from hand to mouth. These orders will come not only from coun-
tries and important ports where we have at present fair shipping
facilities, but from countries and ports where we have directly abso-
lutely none. The transportation cost to many ports are now beyond
all possible ?roﬂt on what would constitute even liberal-sized sample
orders, and in many cases the present minimum charge alone would
eat up not only all profit, but much of the principal involved so as to

reclode making small shipments. But the same products shipped
n bulk or large quantities would prove handsomely profitable to steam-
shig companles.

ur larger manufacturers who have for years been deve[opin% foreign
trade are now Bhiﬂ)ing in sufficient volume to be indifferent to any
suggestion that will overcome this condition, but the smaller manu-
facturers who are about to exploit forelgn markets will find the serious-
ness of this situation.

The Government shipping bill introduced in Congress will open up
at the earliest pessible moment avenues of transportation not only to
ports now amply covered by established steamship lines, but to coun-
tries and ports where such facilities are inadequate or do not exist.

Private capital will not engage in what would be for some time at
least an unprofitable proposition, rticularly at this time, and for the
American }aulple to wait for individual enterprise to fulfill the nire-
ments as }nd cated would simply mean blocking every effort for trade
expansion that is so necessary to the early return of prosperity to our
country. The development of the West would have been retarded a
generation had not similar foresight been exercised by the Government
in its generosity toward the railroads.

Letters of inquiry regarding American products are pourin
{g:lporlrlﬂeg and exporting concerns from every country on the

(-] obe.

Algo we going to embrace this opportunity of creating a world market
for our varied products, or are we going to allow partisan polities and
the selfish interest of a few powerful shipping concerns, not only
American but forelgn, to prevent the passage of this most vitally
necessary law?

trade much preliminary work

into
ace of

When a sufficient volume of business is established private enterprise
will be gquick to embrace the opportunities presented, and gradually, but
surely, will competing independent lines established to take over
the business previously handled by the Government line.

Obviously, subsidies to private companles could not produce the
immediate results required.

If this bill is passed, the writer sincerely believes that our Interna-
tlonal market will expand beyond the expectations of most people
unacquainted with the poskibilities, and that every trade route over the
seas will be regularly sailed by a highly efficient and healthy compet-
ing American merchant marine.

War. T. BUTLER.

Emmn‘—l{[. Butler was until recently general manager of the
Manufacturers’ International Sales Co., 820 Broadway, New York City.

[From the Evening Star, Washington, January 26, 1915.]
THE MERCHANT MARIXE,

:l‘he Baltimore platform made this reference to the merchant marine :

* We believe in fostering, by constitutional regulation of commerce,
the growth of a merchant marine, which shall develop and strengthen
the commercial ties which bind us to our sister Republics of the south,
but without imposing additional burdens upon the people and without
bounties or subsidies from the Public Treasury.”

At that time the matter was on the old basls. Everybody favored, or
so declared, the rehabllitation of the American merchant marine. As
we had once been a carrying power on the sea, it was essentinl that we
should become one again, and especially as sea traffic had grown to enor-
mous proportions, and we were paylng some hundreds of millions annu-
nll% In freight rates to the forelgn owners of forelgn bottoms.

he controversy was over the method of mceﬁure. How could the
thing be done? Some advocated straight subsidies, and pointed to the
fact that those nations with sea power of the carrying kind had estab-
lished and were maintaining it by the grnnunf of subaﬁiiea. How could
we, It was asked, compete by other means? nd by what other means?

This was opposed, on the ground that subsidies were un-American,
and with us would lead to rorrugtion and scandal. Better no merchant
':m;ﬂi:“ etdm};l one egtabi!sp&d an a;gtgta{nedﬁon such a basis f and old-
ashion emocrats quo repea eclarations of their par ins
all policles of a subsldy nature. s e it

e war gave a new twist to the question.
selves in dire need of a merchant marine. We had none, and had not
the time to bunild one for the emergency. Hence the proposition that
the Government go into the sea-carrying business temporarily in order
to relleve the situation, and buy ships owned abroad and now Interned
in American ports as a result of the war.

The Presldent stands for the ‘propositlon. and so stoutly that he is
willing to risk an extra session of Congress in pushing it. any Repub-
licans and a few Democrats oppose it, the former on the ground that
it polnts and may lead to State socialism on a large scale, and the lat-
ter on the ground that it is a more objectionable ?orm of subsidy than
that their i)arty has been thundering against for years.

While this proposition was known last fall, it did not figure promi-
nently in the campalgn. The tariff and business depression overshad-
owed all other fssues, and In large part accounted for the rebuke to the
administration administered at the polls. Public opinion has not yet
been taken on this question.

Suddenly we found our-

[From the Nashville Tennessean and the Nashville American, January
25, 1915.)

FIGHTING THE PURCHASE OF SHIPS.

A certain class of newspapers and public men who have favored all
the emergency measures adopted DE the Government to meect a remark-
able situation brought about by the European war are now throwing
up their hands in holy horror over the proposition for the Government
to purchase ships to meet the emergency in the shipment of exports.

When emergency currency was proposed, these men and newspapers
sald it was just the thing; when it was proposed for the Government
to advance millions to bring stranded Americans home from the war
area, these men and newspapers said it was a proper thing to do; they
favored any and all measures that were meant to give relief to the
money centers; they were so ?uiriotie and considerate of the public
welfare that they were willing for the public to come to the ald of any
tottering industry or great, though struggling, commercial interest;
they even wanted to allow American ships to pass throogh the Panama
Canal withont paying toll, and whenever the American ships wanted
to hold up the Government for a subsidy they were for it ; but now when
the Government proposes to purchase ships to meet an urgent necessity
these same men and newspapers strenuously oppose it, because they fear
the Government will refuse to get out of the business after the war !s
over.

Those who are fizhting the shipping emergency bill are the ones who
have always been the champlions of a ship subsidy in whatever form 1t
may have been gresented. No doubt they would now favor a bill pro-
viding for shipbuilding, for then the Shipping Trust would have a
chance to get its hands into the fund; but they are not willing for the
Government to buy ships for immediate use and to meet the emergency.
because such ships would come into competition with ‘Privately owned
ghips which, though inadequate for handling the traffic, the owners want
to retain whatever monopoly they have always enjoyed.

The Louisville Evening Post, a newspaper that is sound on economics
and democratic principles, calls attention to the faect that the ship-
ping charges have advanced on account of a shortage in ships and the
shipping combination, and that now it costs $15 a bale for cotton where
the charge was formerly only $1 a bale for carrying it across the ocean;
and that 17 cents a bushel on wheat 1s now the rate, whereas formerly
the rate was from 4 to 5 cents a bushel; and yet the eastern news-
papers, that paper says, point to * high prices " for farm products as
demonstration that the farmers are the most richly rewarded tollers in
the world.

The i‘ost glves the opponents of the shipping emergency Lill this nut
to erack:

“ Let them go back to the primal market. Let them go back to the
farms and see what the farmers are getting for wheat and cotton and
corn and cattle—for all of these food products that Europe is clamoring

for.

“ They will realize then that a good part of these faney prices ls
absorbed by speculators, middle men, transportation lines on land and
sea, and that the greatest extortioners arve the shipowners.

“1t Is to break this combination that the President has urged upon

Congress the bill to purchase ships.
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“ Why should we not purchase shl]%s to meet this emergency? We
purchased the Panama Rallroad, we built the Panama Canal for the
relief of traffic, we subsidized with land grants and bond issues our
transcontinental railroads: last summer we sent ships abroad for the
relief of the interned or imprisoned Americans in the different nations
of Europe.”
; Cricaco, Iun, January 22, 1915,
ITon. Duxcax U. FLETCHER,

United Statcs Senate, Washington, D, C.:

The direciors of the Illinois Manunfacturers’ Association in special
meeting Jnnunr{ 20 make the following presentation to the Senators
and Representatives from Illinois in Congress: 4

“The manufacturers of the Middle West want Congress to pass the
ship-purchase bill because they believe that American ships are the
only means by which the ocean rate competition ean be met. Thelr
foreign trade can not be developed with foreigners fixing the tariff for
the hauling of their goods.

“The Illinois Manufacturers’ Association has been the greatest
agency in the Middle West for the stimulation of forelgn trade. It has
consistently and persistently kept up the agitation for years. It be-
leves the American manufacturer is about to reap a harvest. Interest
is developing in every direction. One thing, and one thing only, stands
in the way, and that is that America does not control the ships carry-
ing the American preduets.”

You are therefore respectfully requested to use all lTm:ur influence
and to vote to secure the passage of the ship-purchase bill.

Epwanrp N. HurrEy, President.

JACKSONVILLE, FrLA., December 23, 191).

Whereas It has been brought to the attention to the board of governors
of the Jacksonville Board of Trade that there is now pending a bill

. before the United States SBenate to anthorize the United States, act-
ing thrcugh a shipping board, to subscribe to the capital stock of a
corporation to be organized under the laws of the United States,
ete., and numbered Senate bill 6856 ; and :

Whereas this organization thinks that this Is a bill calculated to be of
immense help in opening up routes of trande and getting our products
to market : erefore be it
Resolved by the board of gorvernors of the Jacksonville Board of

Trade in regular session assembled, That we most heartily approve the

Bbill and urge fts passage. Be it further
Resolved, That our Hepresentatives in Congress, and particularly our

Benators, be requested to use their best endeavors to secure the passage

of the bill at an early date.
[sEAL.] JACESONVILLE BoArD oF TRADE,

CHAS. H. MANN, President.

W. N. CoNoLEY, Secretary.

Mr. FLETCHER. I desire to submit a letter from Mr. Sid-
ney Story, of Louisville, Ky., who has had experience and
gained a thorough understanding of this subject, particularly
as relating to South American business. Mr. Story wrote me on
November 16, 1914, saying:

I read In the Cincinnat! Enguirer of the 11th instant a report giving
your views in regard to the * Need for an American merchant marine.”

It is not only refreshing, but encouraging to note expressions of this
kind from men of your standing and influence nationally. -

The letter then discusses the general subject, particularly
with relation to South American trade, and I will ask to insert
it without further reading.

The PRESIDING OFFICER. If there is no objection, the
request will be granted. The Chair hears none.

The letter referred to is as follows:

KorTH aA¥D SovTH AMERICAN Trapixe Co.,
Louisrille, Ky., U. 8. A., November 16. 191}.
Senator DuxcaN U. FLETCHER,
Washington, D. O,

My Desr SExaTOR: I read in the Cincinnati Enquirer of the 11th
instant a report giving your views in regard to the ** Need for an Ameri-
can merchant marine.” 1t is not only refreshing but encouraging to
ngr{ c: j!’QSSiO“S of this kind from men of your standing and influence

onally.

We are a Natlon enjoying profound Bence. with a bountiful overproduc-
tion from forest, field, and actor{. ur foreign commerce is seriously
handicapped, simply because we have no delivery wagons to take our
manufactures and foodstuffs to the nations who need them. This
plight of ours is indeed pitiable, not to say humiliating.

1 have given some thought to the study of this question, for in 1911
and 1912 1 made two lengthy visits to South gmeﬂm and negoti-
ated with one of those Latin Governments south of the Equator a mail
contract for aa American line if installed, The contract was for not
less than £500,000 a year for a monthly service, the ships to be of not

less than 12,000-ton capacity and 16-knot speed, and three years were
gli\l'c!u t[?ctsilldtﬁroposed American steamship company to build Ameriean
ships, bat in

e meanwhile sald American company to have the right
:o use by charter or purchase foreign ships oF -4 &
onnage.

Trere were many other privileges granted in this contract by the
South American nation. One of the conditions of said contract was that
the Amprican steamshlp company should at least raise $3,000,000 by the
sale of its stock and secure from the Government of the United States a
mail contract to Brazil, Uruguay, and Argentina.

The dense ignorance of the American people in regard to the need
for ocean transportation prevented these plans from developing. * The
response of business men and shippers in America to an appeal for ald
to nn American shipping proposition has always been * Let George do
it,” which means we are satisfled with the service given us by our com-
mercial rivals—England, France, and Germany,

These same smart, intelligent, American business men, who are close
figurers at home when it comes to the question of railroad tariffs, dis-
play an amazing ignorance as to ocean freight rates In the expansion
of our foreign trade.

The foreign subsidized American newspapers have for years molded
Publlc sentlment to believe that Americans can’t run ships and that it
s better for us to employ the delivery wagons of our fore commercial
rivals, who wring annual tribute from our commerce to the tune of

reasonable speed and

hundreds of milllons, and by their arbitrary and discriminatory tariffa
keep us out of Iucrative markets which would be ours if we only con-
trolled the earriers.

Forelgn subsidized newspapers, as well as certain press bureaus in
this country, financially supported by foreign boards of trade and foreign
steamship trusts, have been potent factors in hllnding the Feople of
America. Sinister influences have capitalized the prejudices of sections
and parties to becloud the issue ind make the voters take fright when-
ever the bugaboo of subsidy or preferentials is mentioned.

The South American nations are as great sufferers as we are. Like
ourselves, they have little or no shipping and have bheen dependent
entirely upon the foreign European ocean octopus to handle their for-
elgn commerce.

Sinee the beginning of the European war it is not difficult to realize
that forelgn influences have been at work to defeat legislation that
would give us relief from the present unparalleled, humiliating, and
impotent situation in which this great Nation finds itself as regards
its foreign commerce. No sooner is a measure passed by Congress
which contemplates the purchase of German ahlgs marooned in our
harbors than diplomatic strings are pulled and the bugaboo of inter- -
natlonal intervention and treaty violation are waved in our faces,
This is done to frighten Americian capital from investing in American
steamship lines,

No one is fool enough to belleve that we can buy any British, French,
or German ships which have been withdrawn from the sea and are now
anchored within fortified harbors. The Europeans are not such asses
as to sell us their g ships so that America might bulld up a mer-
chant marine and take possession of the ocean trade routes and thereb;
accomplish European commercial strangulation. Both Germany am
England can better stand a 10-year war than to see America take pos-
session of the trade routes with an American merchant marine. . * Uncle
Sam,” who has been developlng some aggressivencss during the last
decade in the South American fields, is coming in for a share of this
envy and jealousy, and it won't be long before powerful rivals will
be trying to clip our wings. o

In this connection I beg to attach an interview which I Erepared
for one of our papers last spring. You will note it refers to the exag-
gerated reports that reach us via London and France about things
generally in Sonth Amerfca. I think it would be well worth your time
to read this interview.

The European nations have been indeed clever at the game, Thelr
statesmanship has been farsighted and aggressive, and It has kept
pace and, in fact, in the lead of their commercial advance,

With the control of the cables to South America; with the control
of native newspapers, published in their own languages In all the
leading centers of Latin America; with their European bank system
controlling the finances and gobbling up all the federal, state, muniel-
pal, railroad. and industrial bonds; and with their control of the news
service, which enables them to furnish North and South America with
a few items concerning each other after said items were first censored
in London; and with the absolute monopoly of the ocean carryin
trade, no wonder we have not been getting more than 15 r cent o
the immense foreign commerce of these Latin-American nations.

To him who is familiaz with the history of America the fact is self-
evident that Europe, and notably England, has been fighting America’s
effort to build up her maritime Interests since 1782, You will remem-
ber that after the Revolutionary War England passed in her Parlia-
ment many drastic laws aimed at United States shippinz. She cven
ferbede Ameriean ships nnder the American flag to enter British gorts.
and our Continental Congress In 1782 granted in retaliation a 10 per
cent preferentinl to all goods imported In American bottoms, This
resulted in the development of our maritime interests so that in 1812
we carried 85 per cent of our foreign commeree, whereas to-da{ we
only earry 5 per cent, and yet have 93,000,000 more people in the land
with an annual foreign commerce of four and one-half billion dollars.

The War of 1812 was forced on us because England was jealous of
our maritime development. In 1814 we signed the treaty of Ghen$

ractically at the point of a bayonet, which gave us peace, but sealed
ghe doom of American merehant shipping, for the signing of sald treat

was conditioned on President Madison repealing the 10 per cent pref-
erential, which, in 1782, had been granted by the Continental Conl%ress
and which had built up her maritime supremacy in a few years. From
1814 to 1860 the history of the American merchant marine is full of
struggles and disasters, due to the ignorance of backwoods leglslators,
whose minds are molded and prejudices capitalized by the subtle in-
trigues of tureignhl:nds. who are determined that America shall remain
a vassal among the nations, paying tribute to Europe for the earryin

of American commerce, hizs humiliating chapter in the annals o
our country bears out the warning of the immortal Washington, who,
in his message to the Amerlcan Congress urging le{:is!ntlon for the
ggbulldiug of our merchant shipping, said, “The nation that controls

e sea will control your commerce, and the nation that controls your
commerce will dominate you politically.” Every President, from Wash-
ington down to and Including Woodrow Wilson, has ardently and
strenuously advoeated legislation favorable to an American merchant
marine ; but, strange to say, Congress has never hearkened to their
appeal. Even now the preferential in the Underwood bill, which wonld
grant relief to American shipping, is hung up in the courts by the for-
elgn European shipping trust.

The present European troubles should teach us a great lesson. The
American people, from ocean to ocean, are discussing the war and its
effects on American commerce, and I believe the American people are
now beginning to realize the humiliating and impotent state of this
great Nation In respect to its foreign commerce. I believe the Amerl-
ecan people are beginning to see that, internationally speaking, * We
have been asleep at the switch" and that our statesmanship has been
shortsighted.

President Wilson not very long ago, In an address of his, sald, * We
must build a merchant marine if we want to expand our foreign com-

merce. If not,” sald Mr. Wilson, * we must then be content to rcmain
within the confines of our own domestic development.” This, of
course, would mean stagnation as well as retrogression. President

Wilson further stated on another oceasion, * We have now reached the
time when we must rise to greater heights and take a broader view of
affairs internal and external.” The President no doubt “meant it is
about time, for the American people should not be satisfied to remain
a nation of peddlers and bome traders; that we must cease to be con-
tent with swapping jackknives among ourselves, as we have been doing
for half a century past, and must step out Into the arena of inter-
national commerce and build up our commerce so as to bnild up a
trade balance in our favor that will show an annual net profit.

The trade balance which “ Uncle SBam ™ publishes annually of sev-
eral hundred millions is misleading. Against that enormous trade bal-
ance should be charged up the millions we pay to foreigm shipping to
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carry our commerce; the milllons we pay to foreign banks, through
whom we finance our foreign commeree ; the millions some of our coun-
trymen send to their families in Europe annually; the millions Ameri-
can tourists annually take out of American and sgend in foreigm mPI-
tals; the milllons we pn{ in the nature of dividends on foreizm ecapital
invested in American enterprises. When we charge off all these items,
instead of a trade balance In our favor we will find a trade balance
against us of several hundred million dollars annually, which accounts
for our tremendous shipments of gold to Europe.

The conclusion is that the basic foundation of all development is
transportation. It ls the base of the triangle, of which ngriculture and
indns are the other two sides. This spells commerce, which s the
lifeblood of nations. It is time, therefore, for American statesmenship
to realize that government and business must be partners; that inter-
national statesmanship must march hand in hand with our foreign com-
mercial development.

We have just built a great eanal at the cost of $400,000,000, and yet
we have but few American ships engaged in transmarine service to use
it. We have built it, therefore, for the use of our foreign commercial
rivals, to enable them not only to extend their further commercial con-

uests, made easier by the shortening of trade routes due to the Panama

%anal. but to enahle them also to take away from us what commerce we
now have. What we should do is to get busy. Now is the time for
action. Now is the time when we can capitalize the psychological mo-
ment and lay the foundation for the building of a merchant marine
under the American flag, without which it will be impossible for this
Nation to maintain prosperity within her borders.

We are exporting leas foodstuff every ge-nr. England is nding
millions nnnna!ls;] to develop the cotton industry of other countries in
order to insure her independence of American cotton. This is simply
following out her old policy, which we must all agree is a wize and
sagacions one from the English standpoint. England aided and en-
couraged the development of cattle ranising in Argentine in order to in-
gure independence of American beef, and to-day Argentine, or rather
previous to the European war had been, supplying Europe with beef,
whilst Australia has been supplylng the world, practically speaking,
with mution and wool. For some years bhack England has been en-
couraging the growth of rubber in st India to emancipate her from
dependence on Brazilian ruobber. This she can very well do, since she
controls a monopoly of transportation, not only on the sea, but on the
Amazon. The Britlsh East India produetion of raw rubber to-day
equals that of Brazil and Is fast displacing the Brazillan produce, be-
cause England has practically a monopoly of ocean transportation. In
time the Brazilian rubber indu , which now faces a crisis, will be
destroyed and the world will be dependent on the British East India
production. Following her wise statesmanship, England will see to it
that the British manufacturer gets the inside track. Where will AMr.
American Manufacturer get his raw rubber? He will be dependent on
the British East India production, which will favor the English manu-
facturer first, and Mr. American Manufacturer will be compelled to
close down his rubber factory and remove to England. The only thh;g
that can deflect such a possibility is American transportation, operat
in the interest of American commerce from the ports of our country to
South Ameriea and the world generally.

The commerce {s there waiting for such lines, and the rates of freights
are profitable to such investments, as evidenced by the dividends
recvntlly declared by the Hamburg-American and other steamship lines,
as well as by the volume of commerce which flows In and out of this
Nation annnally.

T will say for your information that you will note from the testi-
mony taken before the merchant marine congress on :{nnung 7, 1913,
that 1 was a witness in the forelign steamship trust Investigation, which
revealed the doings of some of our foreign friends in the South Ameri-
can fields in their efforts to keep * Uncle S8am " out.

I am a member of the New Orleans Associntion of Commerce and a
member of the merchant marine committee of sald a tion.

Awaiting the pleasure of hearing from you, I beg to remain,

Yours, very cordially,
BoxEY Stomy,

BOUTH AMERICAN TRADE,

Mr. FLETCHER. Mr. President, dealing somewhat forther
with the trade of South America with a little more particu-
larity, but in a condensed way, I desire to call attention to
some of the opportunities for extending South American trade.

Argentina is a very prosperous country. It is largely agri-
cultural. Of all the exports of the world to South America
Argentina takes above 60 per cent. Of all our exports to
South America Argentina takes about 40.3 per cent. That Re-
publie affords an important market for manufactured products.
Vessels are needed to meet the demands of commercial inter-
change. Small cargoes and trustworthy agents, the minister
points out, are the main factors required to organize the trade
which should be placed on a similar basis of credit as that
practiced by European countries. Agricultural implements and
manufactured goods of all kinds are wanted, and the minister
estimates that the consumption market of Argentina can be in-
ereased $100,000,000 over present exports to that country. That
market includes unrefined naphtha, wood, iron, machinery,
petrolenm, furniture, typewriters, machines, coal, steel rails,
galvanized iron, woolen goods, pig and sheet iron, cement, loco-
motives, railway cars, refined sugar, automobiles, steel wire,
rail joints, sheet zine, cotton fabries, printing paper, electric
wire and cables, iron piping, household articles, clothing, and
g0 forth. Return cargoes include hides, wool, quebracho, tan-
nin, and so forth. The laws of Argentina permit the establish-
ment of branches there by United States bankers.

In Uruguay the great packing houses on the River Plata are
under American control. This is largely an agricultural coun-
try, needing agricultural implements, machinery, and manufac-
tured articles, and goods similar to those mentioned above for
Argentina. Both these countries have hides to sell. We could

send them shoes, belting, valises, and other goods in exchange.

Colombin and Paragnay have hardwood for sale. Let them
have axes, tools, machinery, and furniture in exchange. Colom-
bia will exchange Panama hats, coffee, rubber, sugar, vegetable
ivory, precious stones, and her varied products for cotton goods,
implements, grain products, and manufactures of various kinds.

Brazil wants a market for coffee and rubber, and she needs
conveyances, engines, machinery generally, our flour, and our
cotton goods. Antwerp has heretofore taken a considerable
portion of Brazil's rubber. We can exchange automobile tires
and rubber goods for it.

Venezuela needs our oils, cereals, lumber, and manufactured
goods. With these we ean buy her eacao and coffee.

Bolivia wants locomotives, which we can swap her for tin.
She furnishes abouf one-fourth of the world’s annual output of
tin, which has been going to Hamburg.

Ecuador furnishes about one-fifth of the world’s supply of
ﬁ';?.“"' We can exchange cocoa and chocolate for the cacao

NS,

Chile would like to sell her nitrates. We ean send her harves-
ters, tractors, implements, and machinery of all kinds, as well
as manufactured goods. :

American trains are running on American rails on top of the
Andes. American steel and cement are found in the high
tresties of the La Guayra-Caracas Railway. American tractors
are doing service in Chile. -

The time has passed when any country desiring to take care
of its people and to move forward can ignore its water trans-
portation facilities. As Mr. Kirkaldy, in his work on * British
Shipping,” says:

A century ago the shipping of the world was, for the most part,
em?loyed in supplying luxuaries solely for the well-to-do members of
soclety. To-day it is the mass of mankind It benefits.

England has realized this and has taken advantage of every
opportunity to provide for this important need. Mr. Kirkaldy
further says:

The teeming population of England could be nelther clothed nor fed
were not foreign supplies obtainable,

Another English writer, Mr. Owen; in his Ocean Trade and
Shipping, says:

Seeing that we are an island state, depending entirely, both for our
export trade and for the import of our food su{)plies and raw ma-
terials, on our shipping, 1t is clear that any hostile interference with
our vast over-sea transport system might be fraught with consequences
of the utmost gravity. If our raw materials ceased to come to us and
we were cut off as well from the markets for which our manufacturers
produce, the trade of the country must perforce come to a stop; there
would be no work, and conmuentl{ no wages for the workers; the
country would be smitten with paralysis. Stlll more serious, however,
would be any interference with 'our food suPpljes. and the mere

ssibility of such a dire calamity 1s a * heel of Achilles” to the
Impire. Of every five loaves we consume four have been sold to us
over the ship’'s rall; about two-fifths of our meat; conslderably more
than half of our eggs, butter, and cheese; and =0 on. In food, drink,
and tobaceo we lmport annually about 250 millions sterling. This
mfl:;n? 685,000 pounds a day, ,000 pounds an hour, 475 pounds o
minuvte,

I ask permission at this point to insert two brief newspaper
clippings bearing on the question of South American trade.

The PRESIDING OFFICER. If there is no objection, per-
mission is granted.

The clippings referred to are as follows:

GREAT OPPORTUNITY IN SOUTH AMERICA FOR COTTON GOODS—CURTAIL-
MEXNT OF EUROPEAN MILLS OPENS DOORS—SOUTH AMERICAN AGENT
SOUTHERN EBAILWAY CALLS ATTENTION TO SOME FERTINENT FACTS AND
FIGURES,

Great opgortun!ties for expansion of the cotton-goods trade with
the South American countries are open now that the European mills
have been curtalled, and a number of southern cotton mills are taking
active steps to capture a generous share of this trade, declares Charles
Lyon Chandler, Sonth American agent of the Southern Railway, who
calls attention to the following figures:

f the §14,000,000 of cotion goods Imported by Chile In 1912 only
$770,000 came from this country. Germany, whose trade is now cut
off, supplied §3,400,000 and Great Dritain the rest. In the same year
Argentina hougr t $35,700,000, of which $5,527,000 came from Ger-

many, over $17,000,000 from England, and only $445,300 from this
country. Of the £18,000,000 of cotfon goods imported by Brazil
83,80 came from Germany, §11,000,000 from England, and only

3'3:29,0'00 from this country. Figures in regard to woolen goods and
cutlery into the South American countries show similar opportunity,

SOCTH AMERICAN TRADE—THE OFPORTUXITY GIVEN BY THE WAR TO THE
UNITED STATES,

To the EpiTOR OF THE SUN:

Sm: I have recently returned from an extensive journey which
embraced Venezuela, Colombia, the Canal Zone, and a number of the
islands of the Caribbean Sea, On this journey, through our *sphere
of influence,” I, like all Americans who travel there, regret the absence
of the fl of the United States. We see it flying over our legations
and consular offices, but with one exception nowhere else.

War news reached us first at Colon; we found Jamaica under mar-
tial law. Our steamer ran dark all the way home from Colon, but wo
did not sight anything in the way of a war vessel. At Puerto Colombia
Cartagena. Colon, and Panama numerous German steamers were lieti
ggﬂat neutral wharves, but the English vessels went on about their

ness, .
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It was a pleasure to learn that a bill was before Congress to reestab-
lish our merchant marine, and now the President has signed it, to the
delight of all who travel, especially in the Caribbean and the coast of
South America, It only seems a pity that the coastwise steamship
owners and other inteérested parties can not at this time put aside their

tty jealousies and all work tor the commerce of the seas that is right-
ully ours. Everywhere abroad you see American goods in ever-increas-
ing quantities, but all earried in foreign ships. Do you want to travel,
you pay the foreigner for the privilege. Do you want to do business,
youn must do it through foreigners. Why, with this wonderful oppor-
tunity caused by the European war, do our people not awaken to the
inortnnIty that is theirs for the taking? Be sure that England,
still mistress of the seas, will not neglect to grasp the enormous Ger-
man trade. At least a share of this is ours. All we need is the ships,
and we now have the chance to secure them. Why all this pettifog-
ging about neutrallty and coastwise shipping? 1t Is foolish in the
extreme, and arises elther from supreme orance of the situation or
from selfish personal reasons. Can we Americans mever rise to an
international viewpoint; must we, a world power, still be colonials?

There is but one American steamship line trading to Venezuela and
the Caribbean, and its fleet Is com: of four vessels, the largest of
3,000 tons and 235 years old; the second of 2,500 tons, 30 years old;
then two of 1,800 tons and one of 630 tons., It was my good fortune to

see at Curacoa three of these, with the combined capacity of 4,930
tons, in the harbor of Wiltemsi:ad, all fiying the American at the
same time. This line has a United States mall subsidy and is old in

the service of the flag and the almighty dollar, It is a well-known
fact that since its inception this line has made fortunes for everyone
who has been interested in it. Yet the ery goes up continuously—the;
almost believe it themselves—that it costs too much to run an Ameri-
can ship. The boats go heavy laden with frelght and passengcrs. If
they would purchase some of the fine ships now for sale, they could
and would grasp and hold the largest part of the traffic of the Carib-
bean Sea, Why not? They have the money and here is the chance;
South Americans, West Indian islanders, all want us to come to them
with ships and good: The busi people who understand welcome
us, the ignorant hardly know us; the politicians hold us up as a bogy
man for their own parposes.

There are vast ogport‘unlties in South America, especially in the
countries least in the public eye. Brazll, the Argentine, Chile have
been exploited and financed to death; but Pern, Venezuela, Ecuador,
and others offer golden chances for banking and trade. They want us
to come to them. to know us not as the northern bully but as a helpin,
friend. Can we not stop talking and attend to business? Let us se
them the goods direct, not through England and Germany, for our
southern neighbors use American goods in quantities, but they are
shipped first to Europe and then to South America in foreign ships.

me instance: Domino sugar retails here at 6 cents a pound, in
Caracas at 26 cents a pound, and that within sight of local sugar mills
whose product of brown sagar retails at 11 cents a pound. And so
with other American goods.

We have the greatest anortun[ty in the world; now is the time to
act. Send out men who know South America, the people and their
ways, and who speak Spanish. BSend many, but send them now. Buy
ships, put our flag on them, and do it now. Stop talking and get busy.
The greatest chance in the world is ours,

Our ministers and consuls are alert and glad to help—a better class
than the representatives of any other country.

F, WALNY MORGAN DRAPER.

New Yorg, September I8,

Mr. FLETCHER. The New York Tribune said, as I reecall,
that if this measure were limited in its application to Latin-
American countries it would be unobjectionable.

NATIONAL DEFENSE. :

Now, Mr. President, I come to the question of national de-
fense. This bill is intended to provide auxiliaries for the Navy
and military transports. I have heretofore called attention to
Senate Document No. 225, Sixtieth Congress, first session, pages
30-34 and 4147, showing the need of ships as naval auxili-
aries and as transports at that time. I have requested the
Navy Department and the War Department to bring those re-
ports down to date, and I present communications from the
Secretary of the Navy and the Secretary of War, respectively,
which give the present requirements. I ask to have those com-
munications inserted in my remarks. They show authori-
tatively, from the standpoint of these departments, that the
enactment of this measure should not be delayed. They speak
for themselves and require no elaboration.

The PRESIDING OFFICER. If there is no objection the re-
quest will be granted. The Chair hears none.

The matter referred to is as follows:

NAvY DEPARTMENT,
Washington, January 12, 1915.
Hon. Dexcaxy U, FLETCHE

]
United Statcs Senate, f'F_‘asMugi‘an, D. O.

My Dear SENATOR: I beg to acknow]ed%e the receipt of your letter
of December 22, regarding the pending ship-purchasing bill (8. 6856)
and calling attention to the report made by the General Board to the
Secretary of the Navy, dated November 23, 1905.

You 1n%lllre as to what changes, additions, or modifications should
'{Jte ‘m:hdet o-day to the General Board's letter on the subject to bring

a date,

The matter has been referred to the General Board, and T am in-
clositng herewith for your information a copy of the board's indorse-
ment. ]

Sincerely, yours,
i [Second Indorsement.]

JOsSEPHUS DANIELS.

Jaxvary 12, 1915.

G. B. No. 423.
From : President General Board.
To : Secretary of the Navy.
Subject * Letter of Senator FLETCHER re ship purchasing bill (8. 6856).

Character of auxiliaries.

Returned.

Second. The General Board Interprets the first indorsement to refer
to auxiilaries which might be obtained for service In war from the

merchant vessels that are provided for in Senate bill 6856, and there-
fore reports as follows:

Third. Merchant vessels which would be most suitable for use in the
Navy in time of war may be divided into three classes, viz, (a) Scouts;
(b) Cargo vessels; and (c) Transports and hospital ships.

éa) SBcouts: Fast passenger ships of not less than 23 knots speed,
and of as great a steaming radius as possible.

(b) Cargo vessels: Cargo ships to be used as colllers, ollers, supply
ﬂll&)ﬂ. repalr ships, etc.,, of a minimom displacement of 10,000 tons,
and a sustained sea lsipeed of 14 knots and at least 6.000 miles radius.

(e) Transports and hospital ships. Passenger vessels capable of a
sustained sea speed of 14 knots and of at least 6,000 miles radius, and
capable of carrying a regiment of at least 1,000 men with their im-

en
Fourth. In the light of the terms of Senate bill 6858, of the letter
of SBenator FLETCHER, and of the department’s indorsement, the Gen-
eral Board has no recommendations to offer in this connection con-
cerning the other smaller auxiliary vessels referred to in its letter of
November 23, 1905.
(Bigned) GeorcE DEWEY.

NAvVY DEPARTMENT,

Washington, January 20, 1913,
Hon. Duxcay U. FLETCHER, & s
United States Senate, Washington, D. C.

- My DeAr SexNaToR: In reply to your letter dated January 14, 19135,
requeatim; information as to the nnmber of auxiliary vessels that are
required for the Navy of the United States in time of peace and the
number of various types that would be required in time of war, you are
informed that, in the opinion of this department, the number of
auxiliary vessels recommended in the building program, together with
t]r'IOM now in service, will meet the present neegs of the Navy in time
of peace.

As a wmatter of fact, the Navy of the United States maintains more
aullllﬂ.’f vessels in time of peace than that of any other nation, but
by the lack of an adequate merchant marine, upon which other naval
%owers depend for a snﬁ{)lﬁeof auxiliary vessels in time of war, the

nited States Navy wou serjously handicapped if we should go to
war under the conditions which now exist in our merchant marine.
All pations utilize their merchant marine as an adjunet to the regular
navy in time of war, and, in fact, depend upon it for supplying the
auxiliary vessels of their fdeets.

The active flieet of the United States in order to opernte against
any one of the possible enemies will need upon the outbreak of war the
following number of auxillary vessels:

1. Forty vessels for scouting purposes with a possible sustained speed
of not less than 20 to 23 knots.

The 10 armored cruisers and the 5 first-class eruisers now in service
will be used in the scouting line, and it will therefore be necessary to
obtain by purchase or otherwise for scouting purposes 25 auxiliary
vessels of great steaming radius and high speed.

2. Five mine depot vessels.

Two are now in service, which leaves 3 to be obtained at the out-
break of hostilities.

. Twenty-five colllers of great capacity and with sufficient speed to
perinit of their accompanying the battle flect.

There are at present in service 10 colliers which would be utilized
for this purpose, and It will be necessary to acquire 156 more to accom-
ﬁany the fleet and an additional large number to maintaln a supply

ne,

4. Ten oil-tank vessels with sufficient speed to accompany the fleet.

There are at present 1 of these vessels in service and 2 building.

55. Five supply and refrigerating ships.

There are at present in service 4 old supply vessels that can be
utilized and the construction of a new one is authorized.

6. Five hospital ships.

ne is now in service.

7. Fiye repair ships,

The Navy at present has 2 such vessels and it will be necessary to
acquire and outfit 3 more,
mt'egllzil: transports suitable for carrying advanced base expeditions and

There are at present 3 such ships available and 1 under construetion,

9. Ten dispatch boats of 18-knot speed.

10. Ten seagoing tugs.

There are at present available 2 Iarge fleet tugs and 3 smaller ones
that can be u for work in the open sea. It would be necessary to
ac«iulm 5 more seagoing tugs,

- 11. Five ammunition ships.

One is available, leaving 4 to be acquired.

12. Four destroyer tenders and repair ships.

b E:I]fee of an inferior type are now in service and 1 new tender is
uilding.

In agd!tlon to the above a large number of vessels suitable for harbor
and coast patrol, submarine tenders, mine sweepers, and dispatch boats
would be necessary for the harbor and coast defenses.

For this purpose the smailer cruisers, gunboats, and monitors would
be used, and such additional merchant vessels as necessary purchased
and converted. -
vesTs];la Navy has at present built and building the following auxiliary

5:

Five supply vessels,

Twenty-two coliiers.

Three oil-fuel vessels.

Four torpedo-boat tenders.

Four transgorts.

Two mine depot ships.

Forty-four tugs (two large seagoing tugs. five large enough to be used
at sea, and the others suitable for inshore and harbor work).

It will be necessary at the ourbreak of hostilities to acquire for naval
ggrpoaes. b{ purchase. charter, or otherwise, at least the following num-

r of auxiliary vessels:

Twenty-five merchant vessels suitable for sconting purposes.

Three mine depot ships,

Fifteen fleet colliers.

Seven oil-fuel vessels.

Four ammunition ships.

Four hospital ships.

Three repair ships.

Two transports.

Ten dispatch boats,

Five seagoing tu

28,
on the above a large number of vessels suitable for sub-

marine tenders and mine sweepers would be neeessary for the barbor
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and coast defenses and coast patrol, and in case of a distant oversea
naval ecampalign, which wouid necessary in order to bring to a sve-

ul conclusion a war with any one of the possible enemies, a larger
number of fuel and ca ships would be needed to the supply
Jine to the base in the United States. The number of vessels necessary
to supply an oversea fleet Is de ent upon the distance from the base
of supplies, and for the most tant oversea field of naval activity it
is estimated to be 200 vesscls.

The Navy has at present a number of small ernlsers and gunboats
which are not snitable for gervice with the battle fleet, but which in
time of war would be used for harbor and coast patrol duty. It is the
opinion of this department that upon the outbreak of hostilities with
any naval power the Navy will be in need of about 100 auxiliary vessels
of the types stated above, and would, in case the war necessitated an
oversea campaign, need approximately an additional 100 vessels before
the war could be brought to a successful conclusion. -

In a consideration of the desirability of having merchant vessels im-
mediately available as auxiliaries for service with the fleet, it is con-
sldered proper to invite attention to the fact that during the War with
Spain in 1898, in which the naval operations were of very little im-

ortance when compared to what may be expected in any fuoture wars,
he Navy Department purchased for naval purposes 96 vessels at a cost
of 11,418,027 and chartered at a high per diem rate 5 others.

The vessels purchased were :

Seven merchant ships which were converted into eruisers.

Thirty-one tuﬁs.

Seventeen colliers,

Twenty-six yaehts,

Sixteen vessels of special elasses (refrigerating supply ships, hospital
BM'FS' repair ships, transports, ete.).

he vessels chartered were four large and fast passengers steamers
at a cost of $2,000 to $2,500 per diem, and one tug at $1,000. The
four large and fast steamers were used as scouts.

The merchant services of all foreign naval powers are much better

repared by their size, equipment, and organization for naval purposes,
so supply naval auxiliaries than is the merchant marine of the United
tates.

Any steps, therefore, that it may be possible to take looking toward
an expansion of our merchant service on the seas wlll add greatly to
the number of aoxiliary vessels available for the Navy in time of war,
and the building up of an oversea trade in vessels flyilng the American
flag will be of the greatest possible value to the maval arm of the na-
tional defense,

JosEPHUS DANIELS.

TrEASURY DEPARTMENT,
Washington, January 7, 1915
Hon. DuNcaX U. FLETCHER,
United States Senate.

Drar SexaTon: Further in reply to your letter of December 10, re-
questing information in conpection with the shipping bill, I beg leave to
send yon herewith a copy of a letter and inclosure, just received from
the Secretary of War in answer to your questions Nos, 6 and 7, re-
spectively.

Very sincerely, yours,
Bryrox R. NEWTrox,
Acting SBecretary.

JAxvARy 4, 1013,
Hon. WiLLiaar G. McApoo,
Secretary of the Treasury, Washington, D. C.

Desanr Siz: Replying further to your letter of the 21st ultimo, inclos-
ing copy of Benate resclution passed om December 18, 1914, and of a
letter addressed to you by Senator Fletcher, acting chairman of the
Committee on Commerce in the Senate, I take pleasure in forwarding
herewith a statement which has been prepared giving information called
for by Senator Fletcher's questions Nos. ¢ and 7.

hfully, yours,
LixpLEY M. GARRISOXN,
Secretary of War.
9. WHAT IS THE KEED OF THE ARMY *
TRANSPORTST™ |

In any military movement invelving the transportation of troops over-
sea, the matter of first and paramount importanece is the n-nns[mrt.
The primary requisites of a sea transport are sufficlency, suitability,
and readiness.

It has been demonstrated within recent times that under conditions
hitherto prevailing the United States could not expect to obtaim a
suflicient number of suitable steamers flying the American flag required
for an expedition involv!nf; the transportation of large armics oversea,
and it wounld unguestionably be necessary to charter steamers of foreign
register. It requires no argument to show how comparatively helpless
we would be were it necessary to charter a large number of rore[%n
ships at such a time as this, when the largest maritime nations of the
world are engaged in warfare and in need of all their resources, while
the neutral maritime nations are jealonsly guarding their own interests
Any legislation tendi to foster the growth of an American merchant
marine, therefore, would vastly increase the potentinl military efficiency
of our Army by providing a source upon which the Nation could draw
in time of gi-reat need for its Army transports, officered and manned by
American citizens, provided the operation of law would authorize the
taking over of such vessels on the breaking out of war, or when war
becomes imminent. Such a law shounld act antomatically and effect
transfer to the millmrf gervice from commercial service at a price and
under conditions provided in the law Itself, together with the crew
of the ship and all appurtenances, Aside from the greater facllity and
dls&mtch with which a large fleet of transports could be fitted out
under such conditions, the efficiency of the personnel of such ships
must, of necessity, be Immeasurably superior to the personnel of
foreign shi?s. whose only interest would be of a uniary nature, the
flglt'm-nts of patriotism and sacrifice being entively lacking among the
atter.

In principle the War Department is heartily in favor of anything
which will tend to promote the growth of ap American merchant
marine, as, with such a marine, the mobility of its forees will not be
limited and circumscribed by the natural barriers of oceans and seas,
and under certain circumstances the efficiency of its forces could be
immensely increased by the knowledge that there was a certain and
sure source 1;f°n which to draw for its Army transports.

The annual reports of the Quartermaster General for the past few
years have advocated the advisability of providing new transports for
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the service, to replace the present unlts which are becoming old and so
out of date as to prove increasingly more expensive in theif upkeep and
operation ; he being of the nfixlnion that the Army of the United States
requires as a &arl_' of its equipment transports of the most modern and
efMicient type If it is arpecﬁe({ to perform efficiently its required duties
at points awav from the continental limits of the United States: it
being considered just as necessary that the Arm rovided with first-
class tramsports as. for the Navy to be provided with first-class battle-
ships, if it is expeeted that the United States is to maintaln Its proper
position among toe powers of the world.

“7. WHAT HAVE WE READY, OR WIAT COULD BE MADE READY IN THREBR
WEEES, TO TRANSPORT TEOOPS AND SUPPLIES?"

The War Department now has 10 troop transports, 1 anlmal and
freight transport, 1 refrigerator transport, and 1 cable ship in commis-
sion and ready for service. Also, 2 troop transports out of commission,
which, however, are very old and unserviceable, and authority for their
sale has been requested of Congress,

It is probable that about 20 gcean-going steamships of American reg-
ister conld be cehartered or commandeered and made ready for service as
troop and animal transports within a perfod of three weeks; average
capacity for abont 1,000 men each.

he owned transports now In commission, as at present fitted, have a
total carrying capacity of 11,045 men, 27,301 tons of impedimenta and
sugplleﬁ. 750 animals, and 2,224 tons of refrigerated stores, at 100
cubie feet per ton.

Of the owned ships now in commission four are engaged In trans-
Pacific service, including the one animal and frelght transport, and
three are engaged in interisland service in the Phillppines, e cable
ship is in service between Seattle and Alaskan ports, thns leaving only
four transports, ‘inc!udin% the refrigerator transport, available for du
on the Atlantie. The total capacity of the four transports mow avali-
able for Atlantic service is 2,857 officers and men, 5,002 tons of im-
pedimenta and supplies, 200 animals, and 1,171 tons of refrigerated
storeas, at 100 cubie feet per ton.

WAR DEPARTMEXNT,
Washington, January 7, 1915,
The CHAIRMAN THE COMMITTEE oN COMMERCE,
United States Senate.

My Drar SeNATOR: Referring to your letter of December 22, in re-
gard to the report made to the Secretary of War by the General Staff,
December 22, 1905, appearing in Senate Document No. 225, Sixtieth
Confrress. first session, pages 41 to 47, on the subject of *“ The Army’s
need of merchant steamships as transports In war,” T have the honor
to advise you that that report Is eqtm]!r &:lmpllcab]e to conditions to-day,
except that our tonnage, under the stimulus of recent legislation, has
gince September 1, 1914, been increased by 30 vessels of 4,000 tons or
more, making an increase in total gross tonnage of 263.954 tons,

Of merchant steamships of American registry of 4,000 tons or mora
gross tonnage there are now on the Atlantic 70, with a total gross ton-
nage of 435,529 and capacity to transport a total of 95,000 men,

On the Paclfic there are 23, with a total gross tonnage of 191,073
and capacity to transport a total of 42,000 men.

Assuming thes. ships to be engaged in forelgn trade, there exists the
same glénbahnlly. formerly referred to, of not more than one-third of
them ing avajlable within 15 da In other words, if the Navy
needed none of them, it appears probable that we would be able in 15
days to embark on the Atlantic in suitable ships not more than 31,660
men and on the Pacific not more than 14,000 men.

The fact, however, that the Navy must count on suﬁlmliving its de-
ficlencies from the same list of ships leaves the number finally available
for the Army somewhat problematical.

The requirements and specifications for ships suitable for Army
transports remair the same as given in the report of the General Stalf
to which you refer.

Very respectfully, LixpLey M. GARRISOXN,
Becretary of War.

PREVIOUS STEPS IN THIS DIRECTION.

Mr. FLETCHER. Mr. President, last August the junior Sena-
tor from Massachusetts [Mr. WrErRs] was taking rather ad-
vanced ground in the direction of the pending measure, if, in-
deed, he did not plant his banners upon its very front linc.
Senate bill 5250, introduced by him, provided:

That the Secretary of the Navy is hereby authorized to establish one
or more United States Navy mail lines by employing such vessels of
the Navy as in his discretion * * * for the purpose of establish-
ing and maintaining regular communieation between the east or west
coast or both coasts of the United States and either or both coasts of
South America.

Tha vessels were to carry mail, passengers, and freight under
such regulntions and at such rates as the Secretary of the Navy
might prescribe. The Senator introduced a resolution—=Senate
resolution 317—on the subject, and that resolution was referred
to the Committee on Naval Affairs. The Secretary of the Navy
recommended the passage of the bill, and the committee made a
favorable report August 3, 1914 and the bill passed the Senato
on August 3, 1914. I think it worth while to set forth the
resolution, the letter of the Secretary of the Navy, and the
brief report of the committee, because they are all recent and
throw considerable light on the guestion now before the Senate.
I ask that they be included in my remarks.

The PRESIDING OFFICER. If there is no objection, the
request will be granted.

The matter referred to is as follows:

[Senate. Report No. T18. Sixty-third Congress, sccond session.]
USNITED STATES NAVY Main L.‘[Nis BETWEEN UNITED STATES AXD SoUTIiT
MERICA.

Mr. THORNTON, from the Committee on Naval Affairs, submitted the
fo!lowi.nlﬁ report :

We, the undersigned members of the Senate Committee on Nawval
Affairs, recommend the passage without amendment of 8. 5259, being

a bill introduced by Senator WERES, entitled “A bill to establish one
ar more U States. Navy mail lines between the United States and
Ceparieesd B el avicl ualioeosh SERDY 33VN pgs Bo




1915.

CONGRESSIONAL RECORD—SENATE.

2473

Sonth Ameriea,” and being the DIl recommended for 3
Secretary of the Na;; in response to Senate resolution 817.

B. R, TILLMAN, Moses B. CLAPP,
CArroLL 8. PaAGE. J. R. THORNTON.
CLAUDE A. SWANSON, MiLEs POINDEXTER.
Geo. C. PERKINS, CuarLEs F, JOHNSON.
N. P. Bryan,

LETTER FIOM THE SECRETARY OF THE NAVY TO THE CHAIRMAN OF THH
COMMITTER ON NAVAL AFFAIRS, TRANSMITTING CERTAIN INFORMATION
ON SENATE RESOLUTION 217 RELATIVE TO A PLAN FOR THE EBTABLISH-
MENT OF A LINE OF SHIPS TO RUN BETWEEN THE CITIES OF NEW
YORK AND NEW ORLEANS AND THE CITY OF VALPARAISO, CHILE, AND
INTERMEDIATE PORTS, TOGETHER WITH A DRAFT OF A PROPOSED BILL
TO ACCOMPLISH THE SAME,

[8. Res. 817.]

Ir. WBEES submitted the following resolution, which was referred
to the Committee on Naval Affairs:

Whereas it is desirable to develop and extend commercial relations
between the United States and the countries of South America by
the establishment of direct lines of communication for carrying the
United Btattles' mail and for the transportation of passengers and
freight ; an

“'!mregns 'privatnz capital has not engaged In this service to a suffi-
cient extent to furnish facilities comparable to those enjoyed b,
the people of other countries havipg trade relations with Sout
Ameriea : Therefore be it.

Resolved, That the Becretary of the Navy be, and he is hereby,
directed to cause to be prepared, in detall, a plan for the establish-
ment of a line of ships to run between the cities of New York and
New Orleans and the city of Valparaiso, Chile, and intermediate ports,
to consist of the ernisers Columbia and Minneapolis and the scout
crulsers Salem, Chester, and Birmingham, and that the information

uested in this resolutfon shall include the following :

first, The time required by these ships to make a round trip between
the ports named,

Second. The number of ‘passengers which could be carrled in each
sghip as now equipped or with any chanfes that would not impair their
usefniness If required in the naval serviee.

Third. The amount of freight that each ship could carry under
similar conditions; this estimate to include maill as well as freight.

Fourth. The number of naval officers and seamen required to man
the ships engaged in the service which Is proposed.

Fifth. The probable cost of the service, lncludinﬁ the pay of the
oMeers and men employed in connectfon with it and all other neces-
sary elements, such as wharfage in the cities where the ships would
tonch, fuel, repalrs, and maintenance of every description.

Sixth. The cost of such necessary changes as may be required to
put the ships named In conditlon for such service, in removlnf unnee-
cssary military equlpment and any other changes necessary order
to carry passengers and freight safely and to adequately perform the
service proposed in this resolution.

Seventh. An expression of opinion by the department as fo whether
the above-named ships can be used for such gurpnﬂes without impair-
ing their usefulness for naval purposes should their prompt return to
the naval service be required.

DEPARTMENT OF THE NAVY,
OFFICE OF THE BECRETARY,
Washington, April 11, 191},
Hon. B. R. TILLMAX,
Chairman. of the Commitice on Naval Affairs,
United States Senate.

My Drar Sexaror: 1, Referring to Senate resolution No. 317, Sixty-
third Congress, second session, I have the honor to forward to your com-
mittee a report embod{lng the information requested.

2. It is practicable, by the use of maval vessels, to carry out the pur-
pose indicated in the resolution, and the following vessels will be avail-
able for the serviee, viz, 8f. Louis, Charleston, Milwaukee, Columbia,
Minncapolig, Balem, Chester, Ruffalo, Rainbow, Ancon Crhtobﬂl, Hector,
'{!amfﬁ Vulean, Cyclops, and Neptune (or two equally good), and the
Nanshan,

3. The 8t. Louis, Charleston, Milwaukee, Columbia, and Minncapolis
are fast crulsers; the Salem and Chester are fast scout eruisers; the
Buffalo and Rainbow are transports; the Ancon and Cristobel are steam-
ers em&!oyed by the Panama Rallroad Co. to be turned over to the
Navy Department ; and the others are maval colllers.

4. The cruisers are suitable for carrying only a small number of
male passengers—105 to 20 each—and could not be fitted for ea 2
bulky freight without interfering magerially with their military value;
but they could carry the mails and a limited amount of express tre!ghf
and parcels, about 150 tons each.

5. The Buffalo, Rainbow, Ancon, and Cristebal are suitable for car-
r%lnﬁ; a lmited number of passe&zers and any kind of freight: Bujfalo,
bt rat-class passengers and 4,000 tons of freight; Ruingaw. 25 pas-
sengers and 2,500 to 3,000 tons of freight; Ancon and Cristobal, each
74 first-class and 32 steerage passengers and between 10,000 and 11,00(!
tons of freight. The naval colliers are not suitable for carrying any
passengers, but are well adapted to a freight service; the first three
carrying 6.500 to 10,000 tons each: the two of the C’zfclaps class 10,000
to 12,500 tons of freight and 2,900 tons of fuel oil in bulk each; and
the Nanshan about 3,000 tons,

6. The distance from New York to Valparaiso via Panama and Callao
iz 4,666 miles, and each of the fast crnisers going at 15 knots conld
ecover that distance, allowing 24 hours for delays incident to passage
through the canal, in 13 dnf's 23 hours; or make one round trip with-
out stop, except at the canal, in 27 days ars.

The distance from New Orleans to Valparaiso via Panama and Callao
is 4,087 miles, and the time for the same vessels to make one round trip
without stop, except at the canal, is 24 days 17 hours.

The distance from Panama to Valparaiso via Callao Is 2,662 mil
and the same vessels can, at 15 knots, cover the distance in 7 days
hours, or make one round trip in 14 days 18 hours,

The other vesséls are slower, and will sustain a speed of 12 knots,
except the Nanshan, which can be counted on for 10 knots.

7. By the use of the Charleston, St. Louis, Columbia, and Minne-
apolis, a fast but very exPensiYe mail service, with accommodations for
a limited number of male gsengers, could be easily ned be-
tween Panama, Guayaquil, Mollendo, and Valparaiso, with weekly sall-
ings from Panama. A far less expensive service could be maintained by
the use of the Salem, Chester, Columbia, and Minneapolis. These stops

would be best for quick deliveries of mails to the South Ameriean coun-
tries on the west coast, to Argentina, Bolivia, Uruguay, and Paraguay.

There 18 a daily railway express service from Valparaiso to Buenos
Afres and Montevideo via the Trans-Andean Railway. The time from
Valparaiso to Buenos Aires by rail is about 60 hours, and to Monte-
video 72 hours. Allowing four days for the delivery of mails from New

Orleans to Panama, an days for dellvery from Panama to Val-
garaiso; the mails from the United States would reach Buenos Alires in
74 days and Montevideo in 18 days. The time from Liverpool to
Buenos Aires by mail steamers running in connection with the Royal
Mail S8team Packet Co. is 22 days, and to Montevideo 21 da{s. on a
weekly schedule, From New York to the same ports via existing Tlﬁnes

ere

the time is 24 and 23 days, respectively, with a weekly schedule.
is at the present time a weekly mail and gamngor service between
New Orleans and Colon. If it should be found desirable to run the mail
steamers from New Orleans to Valparaiso, it could be done by the addi-
tion of another cruiser, but at very greatly increased cost. The cost of
running each vesse! is ﬂ\:gn in the table appended marked “A."

8. Abfwen and freight line can, in addition, be maintained be-
tween New Orleans and Valparaiso, and a freight line between New
York and Valparaiso, making such ports as may be necessary; or a com-
bination freight and passenger service and a freight service between
New York and Valparaiso.

For a service from New Orleans, the Buffalo, Rainbow, Ancon, and
Crigtobal could be u insuring a sailing every 14 days.

In addition, a freight line can be maintained between New York and
Vﬂpnt;és%h using the five large colliers, which would insure a salling
every ¥s.

If the vessels mentioned above for the New Orleans trade were com-
bined with the freighters, a mixed service could be maintained, which
would insure a steamer from New York every seven days.

The Nanshan m.iéht be useful as a freighter between Tanama,
Buenaventura, and Guayaquil.

9. Due to the engine room, fireroom, and bunker construction of the
crulsers, a large number of men Is required in the engineering depart-
ment ; in addition, thesa vessels are great coal consumers, and would
have to coal both on the outward and return voglia es. Since continuity
and regularity of mail service wounld be essential, it would be necessary
to maintain at some point on the west coast, Hreferably at Callao, either
m;liom or afloat, a reserve of coal. This need could, however, be easlly
met,

10. The B_ersonnel that would be required for the ships is as follows:
Columbia, Minneapolis, Salem, and Chester, 9 commissioned and 6 war-
rant officers and 202 men each; Buffalo and Rainbow, 9 commissioned
and 6 warrant officers and 118 men each; Ancon and Crisfobal, 9 com-
missioned and 6 warrant officers and 135 men each; Hector, Mars, and
Vulean, T commissioned and 6 warrant officers and 117 men each;
Cyclops and Neptune (or two others of equal ca;)ncity}. T commissioned
and ﬁp:vnmnt officers and 134 men each; and the Nanshan, T commis-
gioned and 6 warrant officers and 69 men; a total of 114 commissioned
and 84 warrant officers and 2,002 men,

11. The cost of ehanges necessary to fit the vessels for the proposed
service would be small, For the Rainbow, on which it is contemplated
installing five additional staterooms at a cost of £2,000, £3,000 would
be required; and $1.000 for each of the other vessels would probably
cover the cost of changes proper. In addition, each vessel carrying
passengers would need an anxiliary radio installation required by law
for l}mmmzer ghips, This would cost $2,000 for each vessel, and the
total cost for the above vessels would be about $32,000.

12. The pay and subsistence of officers and men to man the 14 ships
would be about $1,862,444, and the maintenance of the shnia, other
than pay and subsistence, including repairs, docking, and supplies of all
kinds, would n&;mﬂmate $1,774,250 ; total, §3,636,604.

13." The probable cost of the shore establishment for operating the
lines is difficult to estimate at this time. This would include salaries
of officers, agents, clerical force, and other personnel, terminal fa-
cilities, wharfage, port dues, rent of offices, furniture, and other ex-

enses, and the department is making an Investigation to determine
his expense. It Is belleved, however, that it would be but a small
percentage of the total cost, as Government terminal facilities will be
used wherever practicable.

14. The expense of such services would, of necessity, be relatively
large, due to the character of the vessels to be used and the fact that
they must be kept in condition for immediate military service if re-
quired. It should be remembered, however, that there would be consid-
erable return to the Government in mail, passenger, and freight receipts.

Retired officers or officers on the reserve list, should one be created,
would be employed In the service as soon as practicable, and under
such conditions the expense involved in the c&my and subsistence of
officers, as given In the table, should be reduced by three-fourths,

When it is considered that the men will be enlisted men in the
Navy, and avallable for service with the Navy in time of war, the
gctu;flmtlogiy additional expense for personnel for 14 ships would be

ut = fi

15. Should the department be authorized to establish the service as
comtemplated in the resolution, it is suggested that the question of
ships to be used, ports to be made, schedules, ete.,, be leff entirely to
the discretion of the department, and the department wounld make every
effort to carry out the plan succesul'ull{. n so doiua}' it is considered
best to Inangurate the business by establishing a fast line from Panama
to Valparaiso, via Callao and Mollendo, and utilize for the purpose the
Cc lumgi‘u, Minneapolis, Salem, and Ohester. This mail and passenger line,
in connection with those now in existence from New York and New
Orleans to Colon, would be a rapld-transit route between the United
States, Peru, Bolivia, and Chile, and thence, via the Trans-Andean Rail-
wufv. to Argentina, Urnguay, and Paraguay.

t is not deemed wise to establish at the beginning a schedunle that
wonld utilize all the vessels mentioned as available, One sailing a
month of freighter or passenger vessel from New York and New Orleans
to Valparaiso and intermediate ports would be enough for a begloning.
As business devel other vessels would be added, and sallings made
more frequent, as the trafic warranted.

The Rainboiw or Nanshan, or both, as the trafic might warrant,
would be scheduled to ply between Panama and Guoayaquil, Ecuador,
vin Buenaventura, Colombia. These wounld ecarry mails, passengers,
and freight, and aet as feeders for our freighters passing through the
canal and connecting with the malil lines from New Orleans and New

As for docks and terminal facilities, the nn? yard at New Orleans
is well adagrtﬂed for the purpose, and the New York yard could be used
until the fic warrant The cost of

renting another tferminal.
wharves in New Orleans would depend upon the freight handled, and
would, therefore, be included in the freight rates. In South American
ports practieally all eargoes are handled by means of lighters, the cost
of which would be included in the freight rates.

Although It might appear that the cost of maintenance of the four
cruisers of the fast-mail line from Panama to Valparaiso is excevsive,
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this is not so apparent when considered in connection with the freighters.
One is necessary to the other for developing the South American trade,
and the average cost should be taken. The frelghters would begin to
pay for themselves at once by taking coal and oql. for which there is
great demand, and returning with general freight.
ﬂm g;he department sees In the plan an opportunity for a twofold
advantage :
First. The opportunity for developing a large trade with Bouth Amer-
i’!:ca' which is not practicable for private vessels under the United States

ag.

Second. The gradual development of a 1 auxiliary fleet which
would be necessary in time of war, and which would be built up and
maintained in time of peace without cost to the Government, as it
will pay for itself after having once been firmly established.

Should the devel?ment of the business warrant, the cruisers used
in this service would be gradually replaced by au y vessels vastly
more suitable and economical for the service itself as well as for the
use of the Navy in time of war,

17. The apggoximnte cost of maintenance of the ships of the lines
proposed for beginning the service is as follows:

1. Fast-mail service from Panama to Valparaiso, using the
Columbia, Minneapolis, Salem, and Chester:

2. Rainbow, plfing between Panama, Buenaventura, and
Guayaqull :

¥y and subsistence of officers and men._____________ 118, 840
Maintenance, including re docking, suppli :
kinds, etc P s G iamopr ol s 5 5
Total 109, 140
3. Monthly sailings from the terminals, New York and New
Orleans, for Valparaiso and intermediate ports, would
cog% on the average for each vessel engaged in the
service, as follows :
Pay and subsistence of officers and men______________ 121, 160
Maintenance, including repairs, docking, supplies of all
kinds, ete 100. 500
Total 221, 660

18. Any of the vessels mentioned for this service can be so employed
without impairing their usefulness for naval purposes in an,yp way,
should their dpmtupt return to the naval service be required.

19. In indorsing the establishment of this service the department
takes occasion to state that the personnel of all vessels engaged in it
should be naval officers and enlisted men of the Navy, and it will be

Pay and subsistence of officers and men____per annum.__ $597, 120 | necessary to increase the mumber of men at present allowed by law
Maintenance, including repairs, docking, supplies of all by the number of men req]ulred for this service, - e
kinds, ete,, per annum 790, 800 20. The draft of a bill which would, in the opinion of the depart-
=————— | ment, meet requirements is inclosed, marked * B.”
Total 1, 887, 920 JosEPHUS DANIELS.
TABLE A.
Complement. Mainte-
Total orminhcs
o ex-
pay and | Totalad- clnslea| Total
i Pay and | subsist- | ditional of pa cost ol
Vel Passen- | preight, | Active | Retired | piter. | subsist- | “ence, | 237924 | and'sub- | AR | Cost of
number. tons. officers. | pay. ence. ence officers sistence, changes.
Officers. Men. % (men). |and men (:nm] and |, includ- (11) and
®)and | 9379 |ing dock-| 1)
9). ; 'IS“E* y
and fuel. >
St LOUIST- v ovveveveneeen-. ({OGmItISSIORS, 9 1335 | 15020 | Exp. 150 | $40,960 | 820,700 | $11,200 | 821,000 | $201,960 | $232,260 | 226,000 | $438,260 |  $3,000
COMIDI 325 u e rsnsisavasonsioens do........ 202 | 15t020 | Exp.150 | 40,060 | 29,700 | 11,260 | 133,320 | 174,280 | 144,580 | 197,750 | 342,330 | 3,000
Minncapolis el 202 15t020 | Exp. 150 960 | 20,700 | 11,250 | 133,320 | 174,250 | 144,580 | 107,750 | 342)330 | 3,000
; 22| 15t020 | Exp.150 | 40,960 | 20,700 | 11,260 | 133,320 | 174,250 | 144380 1500 | 341,050 | 3,000
..... 22| 15t020 | Exp. 10 | 40,960 | 2,700 | 11,200 | 133,30 | 174,28 | 144,580 | 196,500 | 341,00 | 3,000
20 000~ 960 | 20,700 | 11,260 | 77,880 | 118,840 | 89140 | 96500 | 185840 | 3000
25 5&@ 40,060 | 20,700 | 1K280 | 77,8%0 | 11,840 | 89,140 | 810300 | 170,440 | 5000
® e ]- 40,060 | 20,700 | 11,250 | 89,100 | 130,060 | 100,360 | 113,600 | 213,960 | 1,000
® ‘?iﬁ% 40,960 | 20,700 | 11,260 | 9,100 | 130,060 | 100,360 | 13,600 | 213,980 1,000
None, ‘l‘b&% 35,574 | 25,880 | 10,104 | 77,220 | 12,704 | 87,414 7,250 | 134,664 | 1,00
None. ‘l‘ﬁs‘% 35,574 | 25,3%0 | 10,194 | 77,220 m2,704| sT,a4| 07,250 186,664 1,000
None. gﬁ% 35,574 | 25,380 | 10,104 | 77,220 | mo,704| s741a| 07,250 | 184,664 1,000
None. 1?56‘3".& 35,574 | 25,380 | 10,194 | 88,440 | 124,014 | 98,634 | 120,00 | ;e634 | 1,00
None. 1&% 35,574 | 25,380 | 10,104 | 88,440 | 124,004 | 08,634 120,000 | ms,634| 1,0m
None. 3,000 | 35,574 | 25,330 | 10,104 | 45,540 | s1,114| 65734 49,000 14,784 | 1,00

1 Charleston and Milwaukee same as St. Louis in all respects.

Mr. FLETCHER. Mr. President, it seems to me that the posi-
tion the Senator then took in furthering his own bill answers
his position now and is to be preferred as the sounder of the
two. He is moving backward instead of forward in opposing
this measure. He then declared that “ private capital was not
furnishing facilities comparable to those enjoyed by the people
of other countries having trade relations with South America,”
and he proposed to have the Government supply them.

Mr. President, I am reminded at this point of some comment
made by Mr. W. D. Boyce, of Chicago, in his very interesting
and instructive book, Illustrated South Ameriea, page 3, as he
was proceeding on his journey to South Amerieca, to wit:

I am prompted at this point to speak critlcally of the ullar policy
of my own country in the matter of ocean commerce, since the vessel
on which I sailed was a representative illustration of the absurdity of

that policy.

The vessel was owned Eg the United Fruit Co.,, a United States
corporation, commonly called the Fruit Trust. This corporation owns
and salls under foreign flags over 90 ships. These were bullt abroad
mostly in Scotland, and cost two-thirds of the price of ships of equai
tonnage and quality If bullt in American shlp&"ards. In order to avoid
the payment of duties imposed by the Unlted Btates, they fly foreign
flags and have officers who are citizens of and carry papers of foreign
countries, Yet our United States shipyards compete with and undersell
forelgn countries in building ships for forelgn navies. This is a United
States corporation, selling all its fruit In the United States, and con-
trolling the tropical fruit market as completely as the Standard OIll Co.
has controlled the oil business, In the event of war with a fore
nation this Fruit Trust, being a United States corporation, would de-
mand and recel e protection for its shore property from the stronﬁaal;m
of the United sStates. It is rather an anomaly, isn't it? Capt. b,
our ship's chief officer, was an Irishman ; her purser a Scotchman ; her
chief cook an Englishman ; her flag British ; and her firemen, all China-
men.

Dounbtless all the company's 90 vessels are similarly manned,

274 first class; 32 steerage

The questions that arise are these:
3 ?W ¥y should the ships of a Unlted States corporation fly foreign

2. Why should our Government be called upon to protect the shore
Prog:x?'ty in a forelgn country of a trust that has its ships built in other
an

3. Why should not our laws be so made that it would be possible to
build sh in the United States, fly the Stars and Stripes, and officer
them with our own brave men?

Mr. Boyce was speaking as a4 good American citizen, and his
impressions and questions are quite natural.

CONSTITUTIONALITY,

I shall not take much time in discussing the constitutional
phase of the question. The Senator from Iowa [Mr. CoMMINS]
finds constitutional objections to the bill. Clearly, it seems to
me, the bill may be rested upon the provisions of section 8,
Article I, of the Constitution. Congress is given power, in
clause 3—

late comm with fore nations, and among the several
Stgt%sfefgda;ltho theerﬁfdlsn t.ril:es.lz'1 -y &

In clauses 12 and 13 Congress is empowered to raise and sup-
port armies and to provide and maintain a navy.

The Senator’s own amendment can scarcely be distinguished
from the provisions of this bill, so far as the technical, consti-
tutional question is concerned. I have no doubt whatever as to
the constitutionality of the law if the bill passes.

OCEAN CARRIAGE BEFORE WAR,

The war has emphasized a situntion which was unsatisfac-
tory before and fast getting intolerable.

An extraordinary man is David Lubin, of California, delegate of
the United States to the International Institute of Agriculture,
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with headquarters in Rome, Patriotic, earnest, sincere, he is a
thinker and sees far ahead and comprehends big problems. He
was in Washington last August, and he had a few things to say
at hearings before the Assistant Secretary of Commerce, Mr.
Sweet, and committees of the Honse and Senate.

Let me read some extracts, first, from Senate Document No.
423, Sixty-third Congress, second session, what he said on the
subject of “Cost of ocean carriage” as far back as December,
1913, and January, 1914, Mr. Lubin said:

The glightest turn of the wheel directs the motion of the automobile.
The slightest elmn%e-in the cost of carriage directs the price movement
of the staples. The slightest movement in the world's price of the
staples directs the economie, the social, the political life of the people,
What the wheel is to the movement of the automobile the cost of car-
riage is to the price movement of the staples,

Then he proceeds, in a letter to Mr. 8. 8. Pratt, secretary of
the Chamber ‘of Commerce of New York, to discuss the subject
further, and he quotes from Mr. Pratt’s letter, He says:

INTERNATIONAL INSTITUTE OF AGRICULTURE,

Rome, Italy, December 11, 1913,

Serexo 8. Pratr, Esq., E }
Seoretary Chamber of Commerce, New York, N. Y,

Dean Sig: I have your valued letter of November 24, in rveply to
mine of the 5th and Tth on the gquestion of reporting the cost of ocean
carriage for the staples of agriculture. I am pleased to note that you
say * our chamber would be w""ﬁfdm cootpemte with you in giving out
any information that we feel wo be of real value.” You point out,
however, that there are difficulties in the way which would be likely to
render the information on cost of ocean freight rates now avallable of
no utility. You say:

*“We have carefully noted your comments and the marked clauses in
the report (S. Doc. 961). The matter has been given very careful
attention by one of our committee on foreign commerce and revenue
laws, who has made inquiries in regard to this matter among the agents
of the shipping companies on our New York Produce Exchange, * * #
It would be extremely difficult to give any definite information in
regard to freights that would be of valuc in publishing the world's price
for cereals.”

You furiher say:

*You no doubt are aware that freight rates, particularly for agri-
cultural products cbn‘:ﬁge almost daily and sometimes several times
during the day, depen ng upon the demand or otherwise for freight
room. Rates quoted to-day would be only for refusal for 24 hours, and
they are constantly infiueneed b;‘ the ‘fluctuating demand for room in
the various steamers. * * * Frequently wheat has been carried be-
tween the Unilted States and London free of an charg, being simpl
used for ballast in the steamers, and .at other ty_lm e rate has ad-
vanced to,10d4. and -12d. per bushel.” - - <

Now, If what you say of New York also holds good of the other
world market centérs, what guide, then. have buyer and seller as to
ihe equity of the relation between prices current elsewhere and the
home price? 1f the cost of ocean earr influences the home price of
the product, and if this ecost fluctuates to an extent which makes it
%nctiml]y an unknown quantity, what conclusion are we driven to?

hat bot .this, that buyers and sellers everywhere lack the data on
which to base their calculations so far as this price-form factor is
concerned? That is to say, that buyer and seller, in determining what
they should pay and what they should receive, have to guess the
probable cost of carriage in the various ports of the world or simply
trust to luck and chance. If this is the case in the distribution of the
staples of agriculture on sueh a progressive market as New York it is
surely a sad commentary on the state of commercial procedure in the
twentleth “eenfury,

Then he quotes from a letter from Hon. Walter Seott, of
Saskatchewan, Canada, in which he says:

The subject of the cost of ocean carria& is belng Elllven a great deal
of attention in Canada, so much go that the head of the Canadian rail-
way board [Mr. Drstgtonl was recently sent to England to inquire into
the question with the purpose of mertumlnﬁ whether any action is
open io the Canadian authorities which would likely lead to a lessening
of the exceedingly high rates in force at present. ese rates, 1 under-
stand, have within the past two or three years béen largely Increased.
The question has become acute In Canada.

Mr. Lubin says:

1 think it can be shown that the guestion before us can not be nar-
rowed down to the limits of one or two countries, It is broader than
a local issue; it is broader than a national issue; it is, in fact, an
international issue. Nor can it be narrowed down to a mere question
of high rates or low rates. The real question is one of steady rates,
fixed rates, etfuimbla rates, rates periodically fixed in advance for the
principal world's ports and promp ty made publie.

That there is an adequate basis for this stand can be clearly shown
by the follow[nghlllustratmn:

Let us say that the price of wheat Is $1 a bushel in Live 1;
that is to say, $1 a bushel is offered for wheat delivered at the Liver-
pool warehouse. Wheat is therefore worth $1 at the exporting ports
at New York, SBeattle, Montreal, Rosario, Odessa, etc., less the cost of
carrying it from any of these ports to Liverpool. Now. if the cost
of carrying wheat from New York to Liverpool be 24 cents, these 24
cents will be deducted from the dollar, leaving the New York price

at 70 cents; T0 cents not only for the til'ir exported, but also for
the entire quantity in the home mrkeg for it is a well-known fact
that the home price and the export ce is the same. But if the

cost for carrying be nothing, if wheat carrled, say, from New York
to Liverpool free of charge, as ballast, the price in New York should
then be (barring deductions for minor expenses) §1 as In Liverpool.
8o, here we have an example in which the price in New York is El a
bushel one day and 76 cents a bushel the next day.

That this is mo fanciful nor overdrawn statement ls shown b;
following: In reply to my inguiry as to whether this Institute co
supplied with regular reports on the cost of ocean ecarriage txlée

i L

the
be
New
that

York Chamber of Commerce informed me, November 24, 10
for ocean carriage the

as there was so much fluctoation in -the rates

lication of 'those rates could not be of economic walue. Corrobora-
ve of its statement the chamber said : ‘

“ B t rates, particularly for agricultural products, change almost
dally and sometimes several times during the d@ay. * * * Rates
quoted to-day swwould be only for refusal for 24 hours. * * * ['re.
El:enﬂfv wheat has been carried between the United States and London

of any - ge, being simply used for ballast In the steamers, and at
other times the rate has advanced to 10d. and 12d. per bushel.”

It seems to me that instead of disproving the needs for the proposed
service, the New York Chamber of Commerce has given facts which
strongly support my contention, for here we have an example of the
g:;% erf freight ranging anywhere from nothing to 12d. (24 cents) per

This is intended to show, and does show quite conclusively,
that long prior to the war, in 1913, not only had the rates
of freight on the fransportation lines across the ocean been
gradually increasing and were high then, but it was simply
impossible to get any quotation that was good for 24 hours on
bulk shipments. You counld not fizure what the freight was
on a cargo of grain from New York to Liverpool for over 24
hours. They were liable to shift and change from nothing to
12 pence within 24 hours.

That was the situation prior to the war. We have no reason
to believe it will not be the situation when the war is all over,
unless there is some way devised for taking this matter out
of the absolute, -arbitrary, monopolistic control of certain
people handling this shipping.

Mr. Lubin made a statement before the Assistant Secretary
of Commerce on Friday, August 14, 1014, about a year after
this other time, and he again brings that guestion up. IIe
BAYS:

What is this resolution? Is it a proposition about getting ships
to carr{ our exports overseas during the continuance of this war? It
has nothing at all to do with the war, bot it has much to do with
the guestion of agriculture, the distribution of agriculture. It has to do
with the guestion of the world's price of the staples, and it has to do
with the home price of staples. Say, for instance, that the price of
wheat in Liverpool is $1;: In other words, the buyer there says, “1I
will give you a dollar per bushel for wheat.” The producer in this
country says, * Very Eood: give me the dollar and I will give you the
bushel of wheat,” and the buyer in Liverpool says “All right; deliver
it right here in my warehouse and you may have the dollar.”

And s0o you see that a carrfer iz wanted to carry it over the sea,
and now If it costs a cent a bushel for delivery from New York to
Liverpool the American seller will receive 99 cents for the wheat, or
1 cent deducted from the dollar. TIf It should cost 25 cents for deliv-
er{ from New York to Liverpool it would only leave the New York
geller 75 cents net a bushel. Seventy-five cents net for what? Is it
for the quantity Yes; and, more than that, for the remain-
ing quantity that is left in the home market. For the export price
for the staples is the home price likewise, and right here we see there is
a great difference between ihe price-fixing mode of the staples and the
price-fixing rthode the manufactures. The cost of ecarriage on
neckties or shoes may advance or decline, but that cost of carringe
will not increase or diminish the home or foreign price of all other
neckties or shoes. But in the case of the staples of agriculture, Inas-
much as they are sold in the bourses, pits, or exchanges, which are

ractically the world’s megaphones, speaking to one another, it thus
ollows that an increase or decrease in the eost of earriage has an im-
mediate and direct effect in the home market and an Indirect effect in
the world’s price. And this I tried to explain at the last joint meet-
ing that we held on August 1, between the representatives of the De-
Eartment of 6¥r[cultare and the Department of Commerce, when Mr,

rector of the Census, presided. You will remember,

. Harris, the luustration I gave; let me repeat it. We attach a
hook in the celling and fasten a gvr;l'ley on the hook, then pass a rope
through this pulley and pass.the two ends of the rope down on a line
horizontal to our arms. We take one end of the rope in the left hand
and let that represent the home market price of the staples of agricul-
ture, and we the other end of the rope in the right hand and call
it the carrier, and then we do this [indieating]; in proportion as we

the right hand, down will come the left hand, and as we press
the right hand down, up will go the left hand. In other words, when
you raise the cost of carriage you lower the home market price cor-
respondingly, and when you reduce the cost of carriage you raise the
home market price correspondingly.

And so we see that if we give the carrier full play he has it in his
power to raise and lower the home price at will, and in the matter of
ocean car , if there is a combination of shipowners, they can raise
and lower the world's prices at will; they ecan raise the price of car-
rl.nge and thus lower the cost of the product and then go into the pit
an . They can then lower the cost of cnrriaqe and raise the
gice of the product correspondingly, and then sell. They can do

is, and make so0 much money out of producer and consumer until
tlzedy get tired tiﬂh“mg in money. They can not do this with raising
and lowering the cost of carriage on neckties, shirts ewriters, or

s, but they can do this on the staples of ngricn ture, because
manufactured merchandise is transported af fixed rates, with 30 or
60 days' notice of 2 change of rates, but the staples of agriculture have
no fixed rates of carriage at all. The rate can be 1 cent a bushel
one day and it can be 23 cents a bushel the next dag.

Now, you and I know that a buyer of manufactured goods must
figure ft ‘a1l out in buying, the charge at the place of sale, the cost of
carriage to lay the s down. Without such calculation he could
not rationally buy,

ow, then, how is a man to buoy the staples of
agriculture or how Is the producer to sell it? What is the basis for
tg;h'- calculation? 8inee the cost of carriage is an unknown factor,
how price to be arrived at? We are driven to the conclusion
that there is no rational way of arriving at what the price should be.

There is a rational way for buying an selllm;3 merchandise, for the
with 30 or 60

cost of carriage of merchandise is fixed days' mnotice
for a cl:m.}ge. But in the case of staples of iculture there ecan
no b or caleulation .so long as the cost of carr may vary

be
from day to day and from hour to hour.

'!nﬂlw us th’l.u dai our daily bread,” and the good Lord gives us
this bread, but a lot of irresponsible shipowners come along and by
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arbitrarily changing the rates of ocean carriage from day to day, and
from hour to hour—by doing this, they put a measuring rod on the

bread, which In substance is the same as saylng, * The good Lord

ives you the bread all right, but we, the shipowners, shall determine
for you what the size of that loaf shall be,” and when the shipowners

wer than ?resldents, emperors, CZars,
kings, or princes upon this earth, and that is too great a power to
have. They should have no such power; it does not fit in with the
twentieth century. 1t Is not sensible; it is not just; it is not right;
and it should stop and stop for good.

That was the condition prior to the war with reference to
this subject. There is not only an emergency now that calls
for this legislation; there is a prospect ahead of us that calls
for it. The condition before the war was getting to be almost
impossible, especially with regard to the transportation of
freight. As to the passenger transportation, that was con-
trolled by conference agreements, pools, and combinations.
Generally the same condition prevailed as to freight, except the
North Atlantie freight. The freight moving southward was all
parceled out and controlled by combinations and conference
agreements, rates fixed as these people saw fit to fix them, and
after the war, of course, the same situation would ordinarily
obtain.

have that power they have more

DEVELOPMENT OF SHIPS AND SHIPPING.

Now, I wish to make some general observations on the
development of shipping and what it means. From the Roman
wooden ship with leather sails, the Venetian buss, the Viking
ship, to the magnificent liner of to-day is a romantic and inter-
esting story. From the expedition of Richard I, which taught
English sailors, to the trip of the Oregon, the story embraces
discoveries of continents and world communication. In the
period from the laws and judgments of Oléron, in 1194, to the
modern admiralty laws and rules and regulations respecting
navigation, the history of civilization and enlightenment has
been written. Improvement has followed improvement in design,
construction, and motive power, and the great shipyards of
Belfast and elsewhere are to-day preparing to build ships one-
third larger than the Olympic and Titanic. The tendency is to
overdo size at the expense of safety and to stress speed to the
increase of risk and danger.

From the days of the celebrated East India Co., chartered
in 1599 by Elizabeth to the Earl of Cumberland and about 200
knights and merchants, it has been the experience that trade is
developed by going affer it. The largest ship of this company
wag the Dragon, 600 tons. One wonders what the earl would
think of the 56,000-ton Vaterland. Ships have increased in size
on an average of a hundred tons a year.

The American clippers, the fast-sailing Baltimore brigs, were
once our pride, and compelled British shipowners to devise new
designs. The period of the sailing ship was between 1850 and
1800. The keenest rivalry for the ocean carrying trade of
the world existed between the United Kingdom and the United
States during the first half of the nineteenth century. Ameri-
can foreign trade spurted ahead about 1830, and by the year
1850 our total tonnage, including lake and river craft, was only
about 750,000 tons below that of England. By 1861 the margin
was reduced to about 250,000 tons.

After the Civil War we concentrated our efforts on internal
development. British shipbuilders produced a faster and better
type than our clippers. They substituted iron for wood as ma-
terial for construction. England repealed in 1849 her old navi-

gation laws, and five years later threw open her coasting trade-

to all comers. These were the operative causes for the decline
of American shipping.

It is worth noting, though our own experience causes us
not to be surprised, that British shipowners protested most
vigorously against changing the navigation laws and declared
most earnestly that they would be ruined. These shipowners
had insisted on more and more restrictions. They caused the
passage of the act prohibiting any foreign ships trading with
the “American Plantations"” (Colonies) unless licensed, and in
October, 1651, Cromwell’s full policy came into operation and
the navigation act provided that no goods or commodities what-
ever of the growth, production, or manufacture of Asia, Africa,
or America should be imported into England, Ireland, or the Eng-
lish Plantations except in British-built ships, owned by British
subjects, or of which the captain and not less than 75 per cent
of the crew were British subjects. The war with Holland re-
sulted. All this legislation and all these provisions were re-
pealed in 1849, It is still the law, however, that the trade
from any one part of any British possession in Asia, Afriea, and
America to another part of the same possession can only be
carried on in British ships.

In October, 1849, we threw open the foreign trade of the
Union, but retained the coasting trade in its integrity for the
benefit of American bottoms.

The trans-Atlantic service as it exists to-day really com-
menced in 1838 with the steamers Sirius and Great Western.
The auxiliary steamer Savannah crossed the Atlantic in 1819,
taking 204 days. The Sirius crossed in 17 days and the Great
Western in 15 days. In 1905 the turbine steamer Virginian
made the record Atlantic passage in 4 days and 6 hours.

The desire for speed has always been an unfortunate feature
of trans-Atlantic voyages. Always good business management
has been as essential to success as fine ships and powerful
engines. The invention of the compound engine solved the prob-
lem of producing a cargo steamer which would be a commercial
success. The typical cargo steamer, as given by Mr. Kirkaldy,
measures 7,760 tons gross, 4,870 tons net; length, 470 feet;
beam, 54 feet; depth of hold, 31 feet. Her cargo-carrying
capacity is 10,400 tons; consumption of coal, 68 tons a day;
steams 4% knots per ton; average sea speed, 13 knots per hour.
He estimates the cost of transporting a ton of goods 1,000 miles
at 2 shillings. Such a steamer ought to be built for not exceed-
ing $600,000.

The authorities say shipping is divided into two great
classes—the liner, carrying pasengers, mail, and cargo, and the
tramp, fitted to go anywhere and do anything, capable of pick-
ing up freight at a large number of widely scattered ports. The
tramp is the one great ship which has carried eivilization into
the remotest parts of the earth by opening up trade routes, and
it has never been subsidized by any country.

The English adopted the policy of combinations about 10 years
ago when they thought Americans were endeavoring to get com-
mand of the north Atlantic trade by forming the International
Mercantile Marine Co., consisting of the White Star, American,
Red Star, Atlantic Transport, Leyland, and Dominion Lines, the
fleet in 1912 numbering 126 ships and moving 1,140.000 gross
tons. Out of this precedent amalgamations and working agree-
ments have flourished exceedingly. This “ unification of inter-
ests” tends irresistibly toward a gigantic world monopoly under
the control of the leaders of British shipping.

In the continental and international conference now in opera-
tion the procedure followed is based on—

First, a division of areas.

Second, a consolidation of rebate systems.

Third, agreements or understandings that the same rates are
to be charged on similar goods from the United Kingdom and
the Continent.

The gross tonnage of ships and steamers belonging to the
United Kingdom in 1912 was 18,213,620, which, together with
1,660,740 tons belonging to the Colonies, gives a total of 19,824,-
360 for the Empire.

England has appreciated the importance of a merchant ma-
rine. She does a business of $65,000,000,000 a year. It means
commerce and exchange, without which the conditions of living
for the greater part of mankind would be one of uncertainty.
Thereby the luxuries of the rich have become the necessities of
daily life. . 3

The land road and the caravan were the original route and
vehicle of exchange. The water road, river, lake. and sea was
developed. First, coasting voyages were attempted. Then the
ocean route was opened up and the countries of the world were
brought into touch. Railways revolutionized the land route.
The engineer, scientist, and navigator have carried the world’s
trade to all points of the earth's surface possessing economic
advantage.

By removing the bar at Suez the distance between western
Europe and India was reduced 4,000 miles. The advice to
Philip IT that “ what God had joined together man must not
part asunder ” has been recognized as a species of superstition.
The isthmus has been pierced, and the distance and danger of
voyages from Europe to Pacific ports and countries have been
greatly reduced by the opening of the Panama Canal, The
cruelty and wrongs of the Spanish Main growing out of the
absurd bull by Pope Alexander VI, giving Spain and Portugal
exclusive rights on the seas, disappeared along with the recogni-
tion that the sea is the open free highway of trade for all the
people of the earth.

English shipowners strongly opposed the building of the
Suez Canal. Engineers said it could not be done. It took 10
years to break down the opposition. New types of ships were
built. The British flag is first among the 5,000 ships which
pass through it annually. The time required is 17 hours, and
the original £20 shares are now worth £220.

Increased trade means cheaper transports and cheaper goods,
raises the standard of living, and furthers the ends of civili-
zation,

The great industrial and manufacturing centers of the world
are the United Kingdom, Germany, and the Bastern States of
the United States. The great food-producing countries are
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North and South America, parts of eastern Hurope, and the
countries of the Far East, including Australia and New Zealand.
The United States is the only country which is not only a hive
of manufacturing industry but also produces sufficient food for
themselves and a large quantity for export. This means a
large trade in the export of both manufactured goods and food-
stuffs. What we need are ocean carriers. The countries sup-
plying raw material are northwestern Europe, North and South
America, India, China, Japan. and Australasia. |

The Panama Canal will give our manufacturers an advantage
of 2,500 miles over British manufacturers to New Zealand. All
Japanese and New Zealand and Australasia ports east of Port
Lincoln will be nearer New York via Panama than to London
by any route. ;

The western coasts of South and Central America are opened
up to us. Our own eastern and western coasts are brought into
water communication. We are proceeding to deal with that
factor in commerce, the rate of exchange. Goods pay for goods
in international trade, but the relation is fixed by money values.
The bill of exchange is the medium for settling the great bulk
of international trade. The price of a bill is known as the rate
of exchange, and this is definitely determined by the cost of
transporting and insuring gold. Fluctuations and difficulties
are experienced with China, because she does not have the gold
standard.

Considering this bare sketch of conditions to-day without re-
gard to disturbances by the European war we can understand
how it is stated by English authorities that the focusing points
of the world’s shipping routes now are:

First, that stretch of sea lying between the south of Ireland
and Ushant, where St. Georges Channel, the British Channel,
and the English Channel all merge in the Atlantic Ocean.

The second great focusing point of the world’s shipping routes
at present lies between Cape Race and Long Island.

The Panama Canal will give the third, perhaps destined to
become as important as the other two. American coal should
be stored at both ends of that canal,

An American merchant marine would add to our prosperity,
give us foreign markets, strengthen us among the nations and
benefit all those with whom we would form friendly relations
thereby.

T.et us not overlook our opportunities nor shirk our respon-

sibilities.
! The passage of this bill means work for our shipyards, steady
shipbuilding and ship repairing, putting these industries under
full steam, causing their highest development and greatest effi-
ciency, resulting in enabling them to turn out work as favor-
able to builders as the yards of any country can. Perfection
in designs and types of standards have not been reached. We
can accomplish as much in that direction as any other people.
Private enterprise will be thus encouraged and helped. The
trade routes just now are in a situation to be shaped as our
trade possibilities demand, and as those entirely feasible are
‘established it becomes simply a question of growth. The devel-
opment is bound to afford opportunities inexhaustible in extent
for private capital., The intervention of the Government while
benefiting the producers and shippers of the country will like-
wise advantage, not injure, what is known as the shipping inter-
ests in the legitimate pursuit of their business.

It will be a mistake for which the future will pile up increas-
ing regret if we fail at this opportune time to take proper care
‘of our foreign commerce by doing what will place us on a solid
footing from which we can shove out from shore a definite, sub-
stantial beginning of an Ameriecan merchant marine, launched
with the purpose that it shall not be scuttled, but that every
care shall be taken that the fleet shall grow, increased by pri-
‘vate enterprise, serving our country in every capacity needed,
carrying our flag and good will on every sea.

PETITIONS AND MEMORIALS.

Mr. KERN presented petitions of the United Mine Workers’
Association of Jasonville, Terre Haute, Newburg, and Hymera,
all in the State of Indiana, praying for the enactment of legis-
Jation to extend the Bureau of Mines, which were referred to
the Committee on Mines and Mining.

He also presented petitions of sundry citizens of Stendal,
Jonesville, and Woodburn, all in the State of Indiana, praying
for the enactment of legislation to prohibit the exportation of
ammunition, ete., which were referred to the Committee on
Foreign Relations,

Mr. PERKINS presented petitions of sundry citizens of Los
‘Angeles, Cal., praying for the enactment of legislation to pro-
hibit the exportation of ammunition, ete, which were referred
to the Commitiee on Foreign Relations.
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- Mr. TOWNSEND presented petitions of sundry citizens of
Michigan, praying for the enactment of legislation to prohibit
the exportation of ammunition, ete.,, which were referred to the
Comunittee on Foreign Relations.

He also presented memorials of sundry citizens of Kalamazoo
and Addison, in the State of Michigan, remonstrating against
the enactment of legislation to authorize the Postmaster Gen-
eral, at his own discretion, to exclude matter from the mail,
}‘{‘hi({'}h were referred to the Committee on Post Offices and I'ost

oads.

Mr. McLEAN presented petitions of Local Branch No. 84,
Workmen's Sick and Death Benefit Fund, of Meriden; of the
German-American Alliance of Norwalk; and of sundry citizens
of Danbury and South Norwalk, all in the State of Connecticut,
praying for the enactment of legislation to prohibit the exporta-
tion of ammunition, ete., which were referred to the Commit-
tee on Foreign Relations.

He also presented a petition of the Trades Council of New
Haven, Conn., praying for the enactment of legislation to regu-
late interstate commerce in convict-made goods, which was or-
dered to lie on the table.

Mr. OLIVER presented petitions of sundry citizens of Penn-
sylvania, praying for the enactment of legislation to prohibit
the exportation of ammunition, ete, which were referred to the
Committee on Foreign Relations. )

He also presented memorials of sundry citizens of Stoneboro,
Pa., remonstrating against the enactment of legislation increas-
ing the Army and Navy equipment, which were referred to the
Committee on Military Affairs.

He also presented a memorial of sundry citizens of Phila-
delphia, Pa., praying for the enactment of legislation to pro-
hibit interstate commerce in the produects of child labor, etc.,
which was referred to the Committee on Interstate Commerce.

He also presented memorials of sundry local branches of the
United Mine Workers of America in the State of Pennsylvania,
praying for the enactment of legislation to extend the Bureau of
Mines, which were referred to the Committee on Mines and
Mining.

He also presented a memorial of the Professional Club, of
Philadelphia, Pa., remonstrating against the enactment of legis-
lation to prohibit the intermarriage of white and colored per-
sons in the District of Columbia and the Territories, which
was referred to the Committee on the District of Columbia.

He also presented memorials of sundry citizens of Pennsyl-
vania, remonstrating against the enactment of legislation to
change the present practice of issuing Government stamped
envelopes bearing printed return requests, which were referred
to the Committee on Post Offices and Post Roads.

He also presented a memorial of sundry citizens of Penn-
sylvania, remonstrating against the enactment of legislation
proposing to restrict the freedom of the press, which was
referred to the Committee on Post Offices and Post Roads.

Mr. CHAMBERLAIN presented petitions of sundry citizens
of Oregon, praying for the enzsctment of legislation to prohibit
the exportation of ammunition, ete., which were referred to the
Committee on Foreign Relations.

He also presented memorials of sundry citizens of Oregon,
remonstrating against the enactment of legislation to exclude
certain publications from the mails, which were referred to the
Committee on Post Offices and Post Roads.

Mr. TOWNSEND presented petitions of sundry citizens of
Michigan, praying for the enactment of legislation to prohibit
the exportation of ammunition, ete.,, which were referred to the
Committee on Foreign Relations.

He also presented memorials of sundry citizens of Michigan
remonstrating against the exclusion of certain matter from the
mails, which were referred to the Committee on Post Offices
and Post IRloads.

Mr. BURLEIGH presented memorials of sundry citizens of
Aroostook County, Me., remonstrating against thé exclusion of
certain matter from the mails, which were referred to the Com-
mittee on Post Offices and Post Roads.

He also presented a petition of the National German-Ameri-
can Alliance, of Lewiston, Me., praying for the enactment of
legislation to prohibit the exportation of ammunition, ete.,
which was referred to the Committee on Foreign Relations.

Mr. McLEAN presented petitions of Court Schiller, No, 117,
Foresters of America of Meriden; of the Hungarian socleties
and sundry citizens of South Norwalk; of Rev. W. von Schenk
and 130 other citizens of Rockville; and of sundry citizens of
Danbury, all in the State of Connecticut, praying for the enact-
ment of legislation to prohibit the exportation of ammunition,
:itc.. which were referred to the Committee on Foreign Rela-

ons,
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He also presented memorials of sundry citizens of Bridgeport,
Conn., remonstrating against the excinsion of certain matter
from the mails, which were referred to the Committee on Post
Offices and Post Roads.

He also presented a memorial of Gavel Lodge, No. 18, Knights
of Pythias, of Naugatuck, Conn., remonstrating against any
change being made in the existing law providing for the printing
of Government return envelopes, which was referred to the
Committee on Post Offices and Post Roads.

Mr. ROBINSON presented petitions of sundry citizens of
Batesville, Ark., praying that an appropriation be made for the
construction of seven locks and dams on the Upper White
River, Ark., which were referred to the Committee on Com-
merce.

Mr. SHIVELY presented a petition of local union No. 2196,
United Mine Workers of America, of Terre Haute, Ind., and a
petition of Local Union No. 1967, United Mine Workers of
America, of Hymera, Ind., praying for the extension of the
work of the Bureau of Mines, which were referred to the
Committee on Mines and Mining.

He also presented a petition of the Young People’s Associa-
tion of the First Hvangelical Church, of Elkhart, Ind., and a
petition of the Epworth League of St. Paul's Methodist Epis-
copal Church, of Elkhart, Ind., praying for the Federal censor-
ship of motion-picture films, which were referred to the Com-
mittee on Edueation and Labor.

He also presented a petition of V. G. Tolbert, A. Heacoek,
B. C. Strode, and 47 other citizens of Decker, Ind., praying for
the enactment of legislation authorizing a return of a ecitizen
to his own State after his acquittal of the charge of crime in
another State;, which was referred to the Committee on the
Judiciary.

Mr. POINDEXTER presented petitions of Loeal Union No.
2610 and Local Union No. 2583, United Mine Workers of Amer-
iea, of Roslyn, and of Loeal Union No. 2747, United Mine
Workers of America, of Issaguah. all in the State of Washing-
ton, praying for the extension of the work of the Bureau of
Mines, which were referred to the Committee on Mines and
Mining.

He also presented petitions of Local Union No. 201, United
Garment Workers, and sundry other labor erganizations. of
Tacoma, and of Loeal Union No. 626, Culinary Alliance, and
sundry other labor organizations of Walla Walla, all in the
State of Washington, praying for the enactment of legislation
to regulate interstate commerce in convict-made goods, which
were referred to the Comimittee on Interstate Commerce..

He also presented a petition of the Woman's Christian Tem-
perance Union, of Davenport, Wash., praying for national pro-
hibition, which was referred to the Committee on the Judiciary.

He also presented a petition of the board of trustees of the
Merchants® Exchange of Seattle, Wash., praying for the ap-
pointment of a commission to revise the navigation laws and
regulations, and remonstrating against the passage of the
pending ship-purchase bill, whicli was ordered to lie on the
table.

He also presented memorials of the American Federation of
Labor, of Philadelphia, Pa., and of Mr. A. O. Wharton, president
railroad employees’ department, American Federation of Labor,
of St. Louis, Mo., remonstrating against the enactment of legis-
lation to extend the boiler-inspection laws, which were referred
to the Committee on Interstate Commerce.

He also presented petitions of the United Brotherhood of
Carpenters and Joiners of America, Union No. 1335, and sundry
other labor orgarnizations of Seattle; Cigar Makers' Union No.
113 and sundry other labor organizations of Tacoma; of Tim-
berworkers Union No. 2 and sundry other labor organizations
of Everett; and Longshoremen’s Union, Local Ne. 38-25, and
sondry other labor organizations of Bellingham, all in the State
of Washington, praying for the passage of the so-called La
Follette seamen's bill, which were referred to the Committee
on Commerce.

BILLS: INTRODUCED.

Bills were introduced, read the first time, and, by unnnimous
consent, the second time, and referred as follows:

By Mr. KERN:

A hill (8. 7459) for the relief of William H. Mu:rray. to the
Committee on Claims.

A bill (8. 74060) granting a pecsion to Anna Mitchell (with
accompanying papers) ;

A bill (S. T461) granting an increase of pension to Johm M.
Taylor (with accompanying papers);

A bill (8. 7462) granting an increase of pension to Helen
Morgan (with accompanying papers) ;

A bill (8. 7463) granting a pension to Rosalie A. Partridge
(with accompanying papers) ;

A LIl (8.7464) granting an increase of pension to William H,
Howard (with accompanying papers) ;

A Dbill (8. 7465). granting an increase of pension to Jacob
Boyd (with accompanying papers) ; and

A bill (8. 7466) granting a pemsion to Margaret Hayden (with
aecompanylng papers) ; to the Committee on Pensions.

By Mr. LA FOLLETTE:

A Dbill (8. 7T467) granting an increase of pension to Lydia A.
Brockway (with accompanying papers) ; to the Committee on
Pensions.

By Mr. JONES:

A bill (8. 7468) granting an increase of pension to William
R. Donaldson (with accompanying papers); to the Committee
on Pensions.

By Mr. OLIVER:

A bill (8. T460) granting an increase of pension to William
Hawkins (with accompanying papers); to the Committee on
Pensious.

By Mr. O'GORMAN:

A bill (8. T470) granting a pension to Albert C. Schuman
(with accompanying papers); te the Committee on Pensions.

By Mr. SHIVELY:

\T‘? bill (8. 7471) granting an increase of pension to Joseph A.
olan;
(}‘?]jbm (8. 7472) granting an increase of pension to Michael

:18
Le‘? bill (S T473) granting an increase of pension to John P.

ster;

A bill (8. 7474) granting an increase of pension to Frederick
W. Green;

A bill (8. T475) granting an increase of pension to Elisha
Thomas (with accompanying papers) ; and

A bill (8. 7476) granting an inerease of pension to James B,
gitts (with accompanying papers) ; to the Committee on Pens

ons.

By Mr. ROBINSON:

A Dbill (8. 7477) granting a pension: to Andrew J. Pope; to
the Committee on Pensions.

By Mr. REED

A Dbill (8. T478) granting an increase of pension to Robert R.
F;erris (with accompanying papers) to the Committee on Pen~
sions.

By Mr. SWANSON:

A Dbill (8. T479) granting an increase of pemsion to William
Henry Beck; and ;

A bill (8. T480) granting a pension to Viney Blanks; to the
Committee on Pensions,

By Mr. O'GORMAN:

A Dbill (8. T481) granting a pension to Frank J. Bauer (with
acecompanying papers) ; to the Committee on Pensions.

By Mr. BURLEIGH :

A bill (8. 7482) granting an inerease of pension to James M.
Palmer; and

A bill (8. T483) granting ap inerease of pension to Gardiner
Roberts, jr.; to the Committee on Pensions.

By Mr. SHIVELY :

A bill (8. 7484) granting an increase of pension to Jackson
Smithy; to the Committee on Pensions.

By Mr. OWEN :

A bill (8. T485) granting an increase of pension to Job Ingram
(with accompanying papers); and )

A bill (8. 7486) granting a pension to Alice Cox (with accom-
panying papers) ; to the Committee on Pensious,

By Mr. CATRON:

A bill (8. T487) granting an inerease of pension to Aniceta R.
de Lopez; to the Committee on Pensions,

A bill (8. T488) for the relief of the owners of the Nicolas
Duran de Chaves grant; to the Committee on Claims.

By Mr. OLIVER :

A bill (8. 7489) granting a pension to Willlam Bowen; to the
Committee on Pensions.

RIVER AND HAEBOR APPROPRIATIONS (H. R. 20189).

Mr: SHEPPARD submifted an amendment intended to be
proposed by him to the river and harbor appropriation bill,
which was referred to the Committee on Commerce and ordered
to be printed.

Mr. THORNTON submitted an amendment intended to be
proposed by him to the river and bharbor appropriation bill,
which was referred to the Committee on Commerce and ordered
to be printed.

Mr. CULBERSON submitted an amendment intended to be
proposed by him to the river and harbor appropriation bill,
which was referred to the Committee on Commerce and ordered
to be printed.
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AMENDMENT TO ARMY APPROPRIATION BILL.

Mr. O'GORMAN submitted an amendment proposing to re-
appoint officers of the Army who were mustered out without
a hearing under General Orders No. 1, January 2, 1871, etc,
intended to be proposed by him fo the Army approprinﬁon bill
(H. R. 20347), which was referred to the Committee on Military
Affairs and ordered to be printed.

OMNIBUS CLATMS BILL,

Mr. CATRON submitted an amendment intended fo be pro-
posed by him to the omnibus claims bill (H. R. 8846), which was
ordered to lie on the table and be printed.

RECESS.

Mr. KERN. I move that the Senate take a recess until 11
o'clock to-morrow morning.

The motion was agreed to, and (at 10 o'clock and 15 minutes
p. m., Thursday, January 28, 1915) the Senate took a recess
unti! to-morrow, Friday, Jacuary 29, 1915, at 11 o'clock a. m.

HOUSE OF REPRESENTATIVES.

Twaurspay, January 28, 1915.

The House met at 11 o'clock a. m.

The Chaplain, Rey. Henry N. Couden, D. D., offered the fol-
lowing prayer:

O Lord, deliver us from the superstitions which make cowards
of us all, the sins which make us slaves, and lift us into the
higher realms of thought and purity, that we may worship Thee
in spirit and in truth, think our own thoughts, act our own
volitions, and harmonize our souls with Thy will. In the Christ
spirit. Amen.

The Journal of the proceedings of yesterday was read and
approved.

HOUR OF MEETING ON FRIDAY AND SATURDAY.

Mr. UNDERWOOD. Mr. Speaker, in order to expedite the
passage of the naval appropriation bill, I ask unanimous con-
sent that when the House adjourns to-day it adjourn to meet
at 11 o'clock to-morrow morning, Friday, and that when the
House adjourns on Friday it adjourn to meet at 11 o'clock on
Saturday morning.

The SPEAKER. The gentleman from Alabama asks unani-
mous consent that when the House adjourns to-day it adjourn
to meet at 11 o’clock a. m. to-morrow, and that when it adjourns
to-morrow it adjourn to meet at 11 o'clock a. m. Saturday. Is
there objection?

Mr. BORLAND. Reserving the right to-object, Mr. Speaker,
I would like to ask the gentleman if it is intended to bring on
the naval appropriation bill right immediately following the
disposal of the Agricultural bill?

Mr. UNDERWOOD. Yes. If we finish the Agricultural bill
to-day at an early enough hour, I think the chairman of the
Committee on Naval Affairs expects to take up the naval nppro—
priation bill to-day.

Mr. BUTLER. Has the gentleman consulted with the chair-
man of the Committee on Naval Affairs? I notice that he is
not here.

Mr. UNDERWOOD. Yes. I am making the request at his
suggestion.

Mr. BUTLER. I thank the gentleman very much.

Mr. BARTLETT. Is it the desire of the gentleman from Ala-
bama and that of the gentleman from Tennessee, the chairman
of the Committee on Naval Affairs, that the naval appropriation
bill shall follow this bill?

Mr. UNDERWOOD. The Speaker arranges how the bills
shall come in. My understanding is that the chairman of the
Committee on Naval Affairs will be recognized.

Mr. BARTLETT. Yes. That is perfectly satisfactory to me.

Mr, MANN. I suppose that is a matter between the gentle-
man from Tennessee [Mr. Papcert] and the gentleman from
Georgia [Mr. BarrreETT]. We might be able to run in the pen-
slon appropriation bill at some odd moment.

The SPEAKER. The Chair takes these bills up in the order
in which they are reported, unless there is some good reason for
acting otherwise upon them.

Mr. BARTLETT. Then, Mr. Speaker, acting on the sugges-
tion of the chairman of the Committee on Naval Affairs, I sug-
gest that the Naval appropriation bill, if ready, shall follow the
Agricultural bill.

Mr. UNDERWOOD. The Speaker has not put the question.

The SPEAKER. Is there objection?

There was no objection.

MESSAGE FROM THE PRESIDENT OF THE UNITED STATES.

A message, in writing, from the President of the United
States was communicated to the House of Representatives by
Mr. Latta, one of his secretaries.

EXTENSION OF REMARKS,

Mr. BULKLEY. Mr. Speaker, I ask unanimous consent to
extend my remarks in the RECORD.

The SPEAKER. The gentleman from Ohio [Mr. BULKLEY]
asks unanimous consent to extend his remarks in the REecorbp.
Is there objection? -

Mr. MANN. Assuming that it is on the subject of rural
credits, is that to print a lot of stuff in the Recorp?

Mr. BULKLEY. It is for printing some informatior on the
subject of rural credits.

Mr. MANN. It is not newspaper clippmgs and the like?

Mr. BULKLEY. No. It is eareful work.

The SPEAKER. Is thera objection?

There was no objection.

AGRICULTURAL APPROPRIATION BILL.

Mr. LEVER. Mr. Speaker, I move that the House resolve
itself into Committee of the Whole House on the state of the
Union for the farther consideration of the bill H. R. 20415, the
Agricultural appropriation bill.

The motion was agreed to.

The SPEAKER. The gentleman from Missouri [Mr. HamriN]
will take the chair.

Accordingly the House resolved itself into Committee of the
Whole House on the state of the Union for the further consid-
eration of the bill H. R. 20415, the Agricultural appropriation
bill, with Mr, HaMmLiN in the chair.

The CHAIRMAN. The House is in Committee of the Whole
House on the state of the Union for the further consideration
of the bill H. R. 20415, which the Clerk will report by title.

The Clerk read as follows:

A bill (H. R. 204'5) making nf)]uo riations for the Department of
Agriculture for the fiscal year end une 30, 1916,

The CHAIRMAN. The Clerk will prucecd with the reading
of the bill for amendment.

The Clerk read as follows:

DIVISION OF PUBLICATIONS.

D[vlsion of Publications : One editor, who shall be chief of
division, edilur \\lm shall be assistant chief of division
$§2,500 1 ehiet clgwk, 2 assistant editors, at $2,000 each; 4
nsslstant editors at §1, eacb 1 assistant editor, £1,600; 1 assistant
editor, $1,400; 1 assistant editor in charge of md'exm 2.000; 1 in-
dexer, §1 100 ;" 1 assistant In charge of illustrations, 5 21007 2 drafts-
men or photograshers. at $1,600 each ; 2 draftsmen owhotogm hers, at
$1,500 each; 2 draftsmen or phn:ographers, at $1,400 each; E drafts-
man or photographer, $1,300: 6 draftsmen or photographers, at $1,200
each; 1 smlstant Phut ngpbcr $900; 1 assistant in char of document

Salarie:

mtlon, assistant In document section, $1,800; 1 foreman,
mimll&neoux distributlon $1,500; 1 forewoman, SI. ﬁo i clerk, class
3: 1 clerk, class 2; 9 clerks, class 1; 18 clerk each; 40

clerks. at sMO each ; 18 clerks, at $840 each ; 2 sk I.Ied laborers at 5900
each ; 8 skilled l.nboren!, at $840 ecach; 4 skilled laborers at $780 each :
16 skilled laborers, at $720 each: 1 tomer. $1,000; 2 folders, at saon
each; 2 skilled laborers at $1,100 each; skilled laborer, $1,000;
messengers, at $340 each ; 2 messengers, at 5120 each; 3 messengers or
messen or ¥s, at 5600 each; 2 gers o boys, at $480
each ; er boys, at 542(] each: 2 messengers or
messenger boys. ‘at 3360 each ; 1 laborer $840 ; 2 laborers, at $600 each ;
4 'rc*harwomen at $480 each 3 cllarwomen. at $240 each; In all

Mr. BORLAND. Mr, Chairman, I move to strike out the last
word.

The CHATIRMAN. The gentleman from Missouri [Mr, Bor-
LAND] moves to strike out the last word.

Mr. BORLAND. Mr. Chairman, I have noticed in dealing
with this particular bureau of the Department of Agriculture
that they have a system of writing a letter, written on a type-
writer by some clerk, signed by the Chief of the Bureau of
Publications, in respouse to every addressed frank that is sent
to them requesting that a publication be sent to any person
in the United States. I have frequently gotten as high as a
dozen or 20 of these in a single morning in response to ad-
dressed franks sent out by my clerk.

Now, it seems to me that that is a great deal of labor, to
write a letter of some five or six lines on a typewrifer, merely
to tell me that the addressed frank has been used and that the
publication has been sent. It may be a matter of very trifling
interest to me and not of very great interest to the man who
receives it. Still he is entitled to the Government publication,
and I am glad to send it to him, and sometimes it is of value.
But it does not seem to me that it is necessary to write a letter
about it.

Mr. RUBEY. Mr. Chairman, will my colleague yield?

Mr. BORLAND. Yes.




		Superintendent of Documents
	2017-10-16T11:33:03-0400
	US GPO, Washington, DC 20401
	Superintendent of Documents
	GPO attests that this document has not been altered since it was disseminated by GPO




